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| Mi A G | N F F R | N G = THESE FOUR YOUNG WOMEN, so earnestly mastering the 
. art of torch-welding aluminum, suggest that someone, some- Ja 
where, has checked out of the groove and started some 
G ET T I N G 1) lJ T practical Imagineering. 
Edi 


THEY PROVE what we’ve been saying for years: Alcoa 
Aluminum is easy to fabricate. The man who started the Ce 
OF T I F ft RO OVE school where these girls are learning, and graduating to 
war jobs, simply had imagination enough to believe that 
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easy really means easy. Then he did something about it! Ra 
IMAGINEERING is letting your imagination soar and then Tr: 
engineering it down to earth. It is ingenuity in modern dress. 


IT IS THE THING that has enabled the aluminum industry to 

keep on top of a plane schedule, increased tremendously in Th 
numbers, but also calling for almost twice as much alumi- 
num per plane as the average plane needed two years ago. 


Do 
IT IS WHAT EVERY ONE OF YOU are doing on your war job. 


Simplification, standardization, training. New methods, new Do 
materials, new records. 


Pe 
THIS WAR is showing Americans what they really can do if ‘ 
they try. ” 
LET’S MAKE a vow to carry this same spirit over into postwar — 
America. We’ll all have the skills, the habit of work, the 
thrill of doing. There will be lots of aluminum to make into "a 
better products than peacetime America ever knew. It will 
be a great day for Imagineers. “ 
u 


Aluminum Company of America, 1937 Gulf Building, 
Pittsburgh, Pennsylvania. ! 


ALCOA ALUMINUM |: 


ALCOA 
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“Three (4 are going places!” 
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The Cost of Featherbed Rules 


No one has ever doubted that “featherbed’” and 
make-work rules cost the railroads a lot of money. 
Up to now, however, the amount has remained in the 
realm of speculation—and the guesses have varied 
widely. The late Fred Sargent, president of the Chicago 
and North Western, once said he estimated them as 
saddling on the railroads of the country a needless bur- 
den of about $140,000,000 a year. At the opposite 
extreme, we remember a high official of the Association 
of American Railroads, in a private conversation, in- 
sisting that they represented additions to the payroll 
of no more than $50,000,000 a year. He made that 
statement some years ago, when the railroads notified 
their employes of a 15 per cent wage cut—a proposal 
that was later withdrawn at the suggestion of Presi- 
dent Roosevelt. We suspected him of minimizing in 
order partly to justify the failure to include in the 
proposal reform of the onerous rules. 

We now have a careful estimate by the Office of 
Defense Transportation of what it would have added 
to the payroll of the Toledo, Peoria, and Western, in 
April of this year, to operate under the rules proposed 
by the brotherhoods, which are substantially those con- 
sidered “standard” on the class I railroads. It shows 


that the T. P. & W.’s payroll for the month, for men 
in train, engine, and switching service, would, had the 
standard rules been in effect, have been something 
over three times as high as it actually was. 


The T. P. & W. is less than 150 miles long. Its 
operations differ in detail from those of longer rail- 
roads with differing types of traffic. Applying the 
O. D. T.’s figures to the railroads generally may, thus, 
be open to objections from the statistically minded who 
have had more experience than the layman in apply- 
ing these “factors of variation”. Nevertheless, we 
think some fairly accurate conclusions can be drawn. 

For instance, the T. P. & W. payroll for the classes 
of workers involved for April was $18,476; the O. D. T.’s 
estimate as to what it would have been under the 
standard rules was $56,711. In 1941, class I railroads, 
for the same working classifications, had a total payroll 
of approximately $576,700,000. Applying the ratio 
represented by the T. P. & W. figures, it might be 
estimated that that total would have been only about 
$188,000,000 had standard rules not been in effect gen- 
erally. This indicates a cost to class I railroads, in 
1941, of $388,700,000 because of the application of 
those rules—a figure so colossal as to make even the 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and un- 
biased investigation as to whe commercial motor vehicles 
are baying their fair share of the cost of highwzys used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves nn co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission com of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 


Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the a agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 


A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 
Problem by the board created by Congress to make recom- 
mendations for legislation. 


Kill the St. Lawrence waterway proposal. 

Move the Commission to Chicago. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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least interested pause. It must be remembered that 
the figures include only the payrolls of specific classes 
of workers in freight service. They would, of course, 
be more startling if they included passenger train serv- 
ice workers and shopmen, although it is generally ad- 
mitted that the most flagrant of the make-work rules 
apply to the trainmen. 

Labor lawyers at the T. P. & W. arbitration hear- 
ing were probably truthful when they said they were 
amazed by the figures. Their statement that the esti- 
mates were “at least 55 per cent too high” was prob- 
ably engendered by panic. Even admitting all they 
asserted, however, the T. P. & W. figures, projected 
over the comparable class I railroad payroll would 
still produce a picture of the wastefulness of the rules 
far beyond any previous estimate. 

Reducing by 55 per cent the T. P. & W. April costs, 
including the proposed rules, produces a total of about 
$31,000 as compared with the $56,700 shown. Even 
on that basis, however, the application of the ratio to 
the pertinent railroad payroll shows that the standard 
rules cost over $248,000,000 in 1941. 

However these figures and our logic may be at- 
tacked, we think one thing ought now to be clear—that 
the working rules generally in effect on the railroads 
are a heavy and unjustified burden on commerce. We 
do not see how, when industry generally and the rail- 
roads are beginning to worry about manpower, when 
the 40-hour week has gone pretty much into the dis- 
card in industry, when waste of all kinds has become 
unpatriotic, the railroads can continue to justify rules 
that provide for the paying of a full day’s pay for 
three or four hours work, or rules on the classification 
of work that compel the paying of one crew of workers 
a whole day’s pay while another crew that could well 
perform the few minutes of labor stands idly by and 
watches. The railroads may still shy away from lock- 
ing horns with the powerful brotherhoods on the issue, 
but a new look on what their timidity is costing them, 
in the light of the T. P. & W. figures, may convince 
them that they are paying too high a price for their 
complacency. Besides, with the people of the country 
feeling the way they do now, how much chance would 
a comparatively small group of labor aristocrats have 
to justify their “right” to short days of labor and to 
pay for work not done? 


It would be interesting if these figures, developed 
by one government agency, the O. D. T., to place before 
an arbitrator of the War Labor Board, another gov- 
ernment agency, should eventually stir up the question 
of make-work rules to a point where something was 
done about them. The study was apparently carefully 
made and must represent vast labor on the part of 
clerks and members of the O. D. T. staff on the rail- 
road. Aside from the fact that the deposed manage- 
ment of the railroad probably could not have done the 
job better, the figures have more weight as coming 
from an agency of an administration that has generally 
been at pains to cater for organized labor. If the fig- 
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ures prove anything, they prove that Mr. McNear was 
operating his railroad economically and that the 
O. D. T., which made the figures, should not have taken 
it over. 

At any rate, if the studies eventually do prod the 
railroads into aggressive action toward the elimination 
of the make-work and featherbed rules, the high- 
handed action of the government in taking over this 
private property may have a valuable by-product. 


It has become almost routine for us to point out 
the errors and false statements in reports of the In- 
land Waterways Corporation. The latest one (else- 
where) says that the “saving to the public” from June 
1, 1924, to December 31, 1941, was $37,324,400, be- 
cause that was the difference between the charges paid 
on traffic routed via the waterway and the charges 
that would have been paid had the traffic moved by 
rail. Of course, that is ridiculous. The saving men- 
tioned was to particular shippers who could use the 
waterway instead of the rails. The “public” saved noth- 
ing—it even paid through the nose—because it is taxed 
to make this waterway possible and to permit it to 
charge rates lower than the rail rates. “The public,” 
in this instance, includes both the railroads and those 
shippers who cannot use the waterway, but are in 
competition with those who can. 


Grain Storage Problems 


Restrictions on the shipment of grain to terminal ware- 
houses has prompted the U. S. Department of Agriculture to 
reiterate the need for farmers to provide more storage space 
on their own farms. 

“Because of the congestion of terminal warehouse facili- 
ties, the Association of American Railroads recently placed an 
embargo, except by permit, on grain being shipped to any mar- 
ket for storage this summer and fall,” it said. ‘Only if it is 
shown that space for the grain actually is available at the 
intended destination will the railroads accept the shipment. 

“In view of this storage situation, farmers who need addi- 
tional farm storage construction are urged to arrange for it 
without delay. Only materials for the construction of wooden 
bins will be available. 

“The action of the railroad association was taken upon the 
recommendation of the grain storage committees which have 
been organized at all principal markets to help handle the 
warehousing problem. The committees consist of representa- 
tives of the milling and grain trade, country and terminal 
elevator operators, railroads, and the Agricultural Adjustment 
Agency and the Commodity Credit Corporation of the United 
States Department of Agriculture. Sixteen committees have 
been formed to date. 


“In order to ship grain under the embargo, country eleva- 
tors or any large farm shippers, must give evidence that the 
space is available at the destination and that cars will be un- 
loaded promptly. This evidence must be written or telegraphic. 
A verbal assurance is not enough. 

“This requirement on shipments may be supplemented by 
other action later, if the situation gets worse. Already it |s 
necessary to obtain a permit from the Northwest Grain Storage 
Committee before grain may be shipped to terminals at Minne- 
apolis, St. Paul and Duluth, Minn., and Superior and Itasca, 
Wisconsin. Applications for these permits should be made 
upon forms provided by the grain storage permit committees 
at the important marketing centers. 

“At other important terminal points, the grain storage 
committees are now setting up permit sub-committees which 
will assume similar responsibilities. 

“For the time being, shippers of cash grain will be granted 
billing provided they certify that the shipment billed “has bee? 
sold or is intended for sale and not for storage.” Further re 
strictions in this connection may be forthcoming later if 4 
congestion of freight cars occurs at the terminals.” 
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Z ee. 


IN WASHINGTON 





Nearly every whipstitch someone finds the 
Commission to be remiss in discharging a 


One More duty or that it has a task it never suspected. 

ty for th “Under the laws of the United States 
Du y tor tne government,” wrote one too modest to sign 
Commission his name, ‘“‘we have race horsing that is under 


control of the Interstate Commerce Commis- 

sion and should be governed by that body 

honest and upright but it is all so crooked, it’s worse than worse.” 

Generally, the Commission gives any sort of a complaint 

a docket number with a view to looking into the matter. Thus 

far, however, even the wisest men on its staff have not found 

a basis for inquiring, although it is admitted there might be 

interstate transportation involved in a situation even anony- 
mously alleged to be so crooked it is “worse than worse.” 





The Army, Navy, and Post Office 
Department, with a view to expe- 
dition and the saving of space on 
ships, have invented an old-fash- 
ioned combined letter and envelope 
form to be used in the innocuous 
correspondence between men in 
the armed forces and their families. 
It is called the V-Mail Service. It 
was inaugurated by the dispatch of letters addressed to Presi- 
dent Roosevelt by Maj. Gen. James E. Chaney, commander of 
American forces in Great Britain and Ambassador Winant, 
representing this country at the court of St. James. 

The single sheets are so light that 150,000 can be carried 
in the space needed for about 87,500 letters of the ordinary 
kind. And, when microfilm apparatus is available, the weight 
will be reduced still farther. The service, however, will be 
available only for the armed forces. The services of b »™bers 
being ferried to combat areas may be utilized for the dispatch 
of letters in the form that was in common use before sheets of 
paper were enclosed in envelopes, in the early days of the re- 
public. The mail, of course, will be censored. 


The V-letter stationery is now available at twenty post 
offices, at government expense. However, arrangements are 
being made to have the forms made available for purchase by 
those desiring to write to soldiers and other armed men. When 
the letters are to be micro-filmed, the operation will be auto- 
matic. Soldiers will pay no postage. For civilians the postage 
will be the same as ordinary mail, the air-mail rate being 
double the slow mail rate. 


Armed Forces Revert 
to Old Form of 
Letter Stationery 





Speaking before the Atlanta Cham- 
ber of Commerce, Wayne W. Par- 
rish, aviation editor and publisher, 
of Washington, D. C., limned a pic- 
ture of military and commercial 
air power after the war that would 
definitely usher in an air age, 
notwithstanding the fact that the 
United States government never 
had an aeronautical policy, merely thinking of the plane as 
something to carry the mail and do a bit of bombing. He spoke 
of air power as displacing railroads and merchant marine, with 
the 60,000 planes for war purposes recently spoken of by Presi- 
dent Roosevelt not a dream. 

That number, he observed, was for contrast with the fact 
that, from Kitty Hawk, N. C., in 1903, to the start of the war, 
this land of the birth of the plane built only 30,000 air machines. 

In his view the time is not far distant when any place on 
the globe can be reached from any other point in about 48 
hours; then will be accomplished the arrival of the time spoken 
of by Rudyard Kipling when he said: “We are at the opening 
verse of the opening page of the chapter of endless possibilities.” 

Talk about the government having no policy with regard 
to aviation suggests sadness on the part of the speaker. But 
the government had no policy about railroad transportation. 
Some of the states gave aid, as did the national government, 
by grants of lands that could have no value without the trans- 
portation encouraged in that way. 


Air Age on the Door 
Step Despite Lack of 
Government Policy 
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It might be suggested that lack of policy on the part of the 
government should be reason for rejoicing. Americans have a 
habit of developing anything worth while without government 
help. Government ownership is deplored by Mr. Parrish. If the 
government had a policy, such ownership might be a millstone 
around the neck of aviation. The speaker quoted an estimate 
that it would take only 145 15-ton airplanes to fly all the rail- 
road express carried in this country in 1941. Fewer than 3,000 
planes of the old Douglas DC-3 type could carry all the Pullman 
traffic, he said, and 3,000 or 4,000 planes could carry all the 
express, Pullman, and first class mail traffic. Only 8,300 of the 
175 class Glenn Martin is ready to build would carry all the 
traffic of the United States merchant marine. With 40,000 
Douglas B-19 planes, the army’s heaviest bomber, it was esti- 
mated, all the traffic of the united nations’ merchant marine 
could be carried. The Post Office Department’s interest in 
having the mails carried was treated as a limiting factor be- 
cause its only interest was in that sort of aviation. 

A meaningful fact in connection with this matter is that the =< 
$8,000,000,000 navy construction bill makes provision for many 
plane carriers but no battleships. 





The last vestige of the old Wash- 
ington that survived the impact of 
the first world war, in the view of 
some who have known it for about 
fifty years, is disappearing under 
the changes forced by this world 
conflict. Fifty years ago the na- 
tion’s capital was an easy-going 
southern community. 

The native residents, as distinguished from the office hold- 
ing element, were decidedly southern, grudgingly acknowledg- 
ing the changes forced by the Civil War. They recognized that 
the slaves had become free men, but the freedmen were still 
inclined to refer to their white employers as “massa” and 
“missis.” As for white folks referring to members of the black 
race as Mr. White or Mrs. Jones, that simply was not done. 
Now, however, there is decided objection to white folks taking 
the attitude expressed in the French “tu” or German “du,” the 
form of the pronoun indicating the one so addressed as a very 
dear friend, a child, or a servant. 

The godlike personage, to the colored brother and sister, 
is Mrs. Eleanor Roosevelt, with her insistence that there be no 
discrimination. That word, to the old residential element, is 
the equivalent of social equality. Her campaign against dis- 
crimination, according to reports, has caused spots of irritation 
in the government departments, chiefly on account of negro 
women who have been able to pass the civil service examina- 
tions as stenographers. The allegation in behalf of them is that 
white men, when they call for stenographic help, quietly reject 
them, either by deciding they do not wish, on further thought, 
to dictate, or by asserting that. what the colored stenographers 
have written is not what they said. In that way the stenographic 


pool contains a considerable number of colored members with 
little or nothing to do. 


Another manifestation of the feeling attributed to Mrs. 
Roosevelt’s championship of the race is the insistence of the 
colored women on their right to use facilities without respect 
for the color line, even when there are facilities intended for 
the use of the colored members of the public or of the staff. 
The Commission has not been affected by the irritation because, 


it is believed, it has not appointed any stenographers for many 
months. 


Old Fashioned Wash- 
ington Is Being 
Forced to Change 





George Koch, of 348 East 92nd Street, 
New York City, an old-age pensioner 
receiving $24.30 a month, feeling unable 
to buy defense stamps or bonds, has 
decided, notwithstanding his inability 
to contribute to his country in that 
form, to make a contribution of eleven 
lots in Florida. 

Acting on that determination, he 
sent deeds to the eleven lots to O. D. T. Director Eastman. He 
told the director he understood his lots were near the proposed 
canal across Florida and suggested they might be used as part 
of an airfield or the site of a warehouse. 

Director Eastman told him that, under the law, he was not 
authorized to accept the gift. But, said he, Secretary Morgen- 
thau, of the Treasury Department, was authorized to accept 
gifts. Mr. Eastman said he thought it splendid of Mr. Koch, 
circumstanced as he was, to wish to make “this gift to your 
country.” Therefore, he suggested that the prospective donor 
make deeds, signed by himself and his wife, conveying the land 
to Secretary Morgenthau. In returning the deeds, he sent along 
a copy of the statute forbidding his acceptance of the gift, so 


Florida Lots in 
Lieu of Defense 
Stamps or Bonds 
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Mr. Koch would know he was not receiving a “brush-off” of his 
effort to help his country. 


When Americans find their gov- 
ernment not trying to go east 
and west at the same time they 
will need a carload or two of 
smelling salts. 

Consider these facts: Al- 
though there is talk of drafting 
men in civil life into essential 
jobs, President Roosevelt al- 
most broke his back in saving the W. P. A., a make-work 
scheme probably needed in the depth of depression. The House 
of Representatives voted $280,000,000 for it for the coming 
fiscal year. It has a host of officials on the pay roll—great 
assets, it is generally believed, in a political campaign already 
coming around the corner, not to mention the rank and file 
receiving “relief” for the Treasury at a time when farmers 
cannot get labor for the harvest; plans have been made by the 
administration to save 3,750 tons of paper, a money saving of 
$1,250,000 annually, says Budget Director Smith. These things 
are on the executive side of the ledger. 


On the legislative side, going in the direction opposite to 
that taken by the House at the behest of President Roosevelt, 
Senator Tydings, of Maryland, who escaped the purge plans 
of the President, has cooked up a measure for eliminating much 
of the $28,000,000 he says is now spent by the government for 
“press releases” and pamphlets. He claims to have obtained 
from official sources his information as to the amount of the 
annual spending for such documents. Last year, according to 
the Maryland senator, the government produced 283,982,825 
copies of such releases. The law, he said, required the issuance 
of only about 14,806,650 copies. The cost of producing the not 
required copies was about $5,790,000, mostly outside the Gov- 
ernment Printing Office. The senator’ ~timate of the cost was 
$28,000,000. That, he thinks, should be cut down materially. 
Instead of the flood showing indications of recession, he said the 
signs were of an increase.—A. E. H. 


Government Still Try- 
ing to Go Two Opposite 
Ways at Same Time 


Freight Forwarder Regulation 


The Commission, by division 2, has issued tariff circular 
FF No. 1 to govern the filing of joint tariffs of common carriers 
by motor vehicle and freight forwarders as provided in section 
409 of Part IV. The section provides for forwarder tariffs on 
the motor carrier pattern. The circular requires joint tariffs 
of freight forwarders and motor carriers, including concur- 
rences, as and to the extent authorized by section 409 of the 
forwarder act to be in accordance with the requirements with 
respect to the form and manner of filing tariffs under the motor 
carrier part of the act prior to December 31, 1936, namely, 
tariff circular MF No. 1 and supplements in effect on December 
30, 1936. Provisions are also made for serial designation of 
tariffs and their posting and filing in stations and offices. 

The Freight Forwarders Institute has been organized by 
freight forwarders subject to regulation by the Commission 
under the new part IV of the interstate commerce act. In gen- 
eral, it is announced, the institute will deal with problems 
arising in connection with the administration of the new law. 
The Freight Consolidators and Forwarders Institute, Inc., will 
be dissolved and its property and offices taken over by the 
new institute. 

A. J. Kelley, chairman of the committee on public rela- 
tions of the new institute, in a statement said: 


The group of forwarders which formed the new institute were 
called together by Morris Forgash, president of Universal Carloading 
& Distributing Company, and head of the Freight Consolidators and 
Forwarders Institute, Inc. More than twenty forwarders joined together 
in forming the new institute, and applications are being received from 
others. All forwarders subject to part IV of the interstate commerce 
act have been invited to become members. 

Officers of the newly formed institute include: Mr. M. Forgash, 
chairman of the board of governors; Mr. W. J. H. McEntee of Acme 
Fast Freight, treasurer; Mr. G. Morrow, of Washington, D. C., execu- 
tive secretary and commerce counsel; and Mr. H. K. Binder, assistant 
treasurer. Mr. Morrow will be the acting head of the organization, with 
offices in the Colorado Building, Washington, D. C. 

Committees have been appointed to study and deal with various 
phases of the regulation. 


Tribute to Lea 


Without intending to detract in any way from the excellent work 
done by other members of the House and Senate committees dealing 
with this legislation, the forwarders represented by the institute pay 
especial tribute to the tireless and persistent efforts of Hon. Clarence 
F. Lea, of California, chairman of the House Committee on interstate 
and foreign commerce. From the seventh day of March, 1939, when 
Mr. Lea introduced H. R. 4827, the first serious attempt to regulate the 
forwarding industry, until May 16, 1942, more than three years later, 
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Mr. Lea never relaxed his efforts to bring about equitable legislation 
for what he recognized to be a major transportation industry. Due to 
the highly complicated nature of the forwarding business, and the 
many other interests involved, the cause of regulation seemed many 
times at the point of being lost, but each time it was revived and al- 
most invariably the man responsible was Mr. Lea. At one point in the 
lengthy proceedings leading up to comprehensive legislation it appeared 
that orders of the Interstate Commerce Commission, supported by de- 
cisions of the Supreme Court of the United States, might seriously dis- 
rupt or entirely destroy the industry before complete regulation could 
be enacted. Recognizing this dilemma, Mr. Lea introduced, and the 
House of Representatives passed, a short or temporary form of stop- 
gap legislation, in the form of bill H. R. 10398 (passed September 30, 
1940). Although the Senate did not act on this legislation, the Inter- 
state Commerce Commission, recognizing the seriousness of the situa- 
tion and the equities involved, further postponed its orders pending 
the final enactment of legislation. 

Following extensive hearings on his bill, H. R. 3684 in March, 1941, 
during which more than 500 printed pages of testimony was taken, 
Mr. Lea appointed a sub-committee to study the legislation in the light 
of the testimony taken. This sub-committee worked tirelessly on the 
legislation for a period of several months. It is believed that the sub- 
committee’s deliberations approached, if they did not surpass, the all- 
time record for deliberations of such a group on a single piece of legis- 
lation. The results of the subcommittee’s work are largely reflected 
in the final law. 

The forwarders well recognize that during the three year period 
when Mr. Lea was devoting so much of his time to this complicated 
legislation he was dealing with many other acute problems of an emer- 
gency nature. Furthermore he had the problems of his own constit- 
uency in California to deal with, and those who know him realize 
that he never lost sight of that fact, even though attention to such prob- 
lems had frequently to be deferred until after office hours. 

As previously stated, there is no intention to detract from the able 
efforts of other legislators in the formulation and passage of this new 
milestone in transportation history. Senators Wheeler and Reed intro- 
duced the bill S. 210 which, as amended by the House, became law. 
Large credit is due them and their colleagues on the Senate committee 
on interstate commerce. 

Significance of Legislation 

Enactment of the freight forwarder act has added Significance at 
this particular time. In addition to recognizing the freight forwarder 
as a well established and essential transportation agency it gives mean- 
ing to the term ‘‘coordination,’’ and to the methods by which freight 
forwarders conserve equipment, eliminate the wasted motion in trans- 
portation, and knit together the far-flung transportation media of the 
country whatever they may be. It has been said that the forwarder 
has nothing to sell but service, and service is admittedly the primary 
function which forwarders have performed for the small shipper lo- 
cated away from the main arteries of traffic flow. But in these days 
when transportation facilities are being taxed heavily, and when maxi- 
mum utilization of equipment and facilities is as important as making 
guns and tanks and planes, the services of the forwarder find their 
maximum utility. Even before legislation was passed the Office of 
Defense Transportation gave official recognition to the place of the 
forwarder in the vital role of coordinating and utilizing to the maxi- 
mum of capacity the existing transportation facilities. The service 
arms of the government have likewise taken official recognition of the 
part the forwarder is now taking, and the vastly more important role 
which can be assumed by the forwarder in the movement of defense 
material. The forwarders members of the Freight Forwarders Instl- 
tute seek this opportunity to pledge their services, to the fullest extent 


of their ability, to the important task of keeping the traffic moving, 
smoothly and on time. 





CITRUS FRUIT FROM FLORIDA 


Agwilines, Inc. (Clyde-Mallory Lines), Merchants & Miners 
Transportation Co. and Refrigerated Steamship Line, Inc., have 
joined in a petition asking the Commission to postpone all fur- 
ther proceedings in No. 28625, Proportional Rates on Citrus 
Fruit from Jacksonville, Fla., “until such time as the steamship 
lines are enabled to resume water service between Florida and 
the north Atlantic ports.” 

The petitioners observed that, after the Commission had 
reopened the proceeding for further hearing, on December 8, 
1941, they had asked for indefinite postponement of the fur- 
ther hearing because they believed, in view of curtailment of 
steamship services involved, that the hearing at that time 
would serve no useful purpose. The Commission had denied 
that petition, they said. Now, they added, they were filing 4 
second petition for indefinite postponement, because the sit- 
uation had changed again, to the extent that all regular wate! 
services “including those of your petitioners’ coastwise lines’ 
had been suspended, “probably for the duration of the present 
hostilities.” The petition added: 


The proportional rates in issue are of the greatest importance t0 
your petitioners. Such rates are all that have made possible the com 
tinued participation, in substantial degree, of the water lines in the 
citrus fruit traffic in competition with the all-rail routes. . . It is no an 
swer. . . to say that the water lines can cancel the rates in issue (since 
they are not in use) and again take up the question when their services 
are reestablished. There will be a final decision against them, which, 
they submit, should not be there. On the contrary, the holding of the 
proceeding in suspense for the time being takes no rights from anyoné 
and can cause no damage to anyone. The Commission can... bring it 
to a prompt final determination as soon as the service appears likely 
to be reestablished. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Competitive Bus Service 


The Commission, by division 5, in report in MC 2180, 
Sub. 1, Burlington Transportation Co., Common Carrier Ap- 
plication, has approved issuance of a certificate authorizing 
the Burlington, a wholly-owned subsidiary of the Chicago, 
Burlington & Quincy Railroad, to operate as a common carrier 
by motor vehicle of passengers and their baggage, and ex- 
press, mail and newspapers in the same vehicle with pas- 
sengers, between Salt Lake City, Utah, and San Francisco, 
Calif., over U. S. highway 40, serving specified intermediate 
points. It found public convenience and necessity to require 
the operation. 

The effect of the Commission’s action is to continue a so- 
called interim operation between San Francisco and Salt Lake 
City instituted by the Burlington on September 29, 1935, as a 
result of interchange difficulties experienced with Pacific Grey- 
hound Lines at Salt Lake City. Interchange difficulties with 
Pacific Greyhound Lines have also been experienced by the 
Rio Grande Motor Way at Salt Lake City, according to the 
report. Pacific Greyhound, operating a route between Salt 
Lake City and San Francisco, according to the report, entered 
into an agreement with Interstate Transit Lines, controlled by 
the Union Pacific Railroad, operating between Chicago and 
Salt Lake City, whereby both parties would interchange ex- 
clusively with each other at Salt Lake City. The effect of 
this agreement on the Burlington’s operation to Salt Lake 
City, according to the report, amounted to a closing of that 
point as a gateway to and from the San Francisco Bay area 
and northern California. Applicant failed in its efforts to 
negotiate an agreement with Pacific Greyhound by which that 
gateway would be opened and eastbound traffic interchanged. 
As a result of this, and failure to obtain congressional legisla- 
tion to keep highway gateways open, applicant instituted the 
so-called interim operation rather than to retire from the 
transcontinental bus field in respect of the Salt Lake City-San 
Francisco territory. 

The evidence, as applicant argues, says the Commission, 
“indicates an effort on the part of Pacific Greyhound and 
Interstate, supported by Southern Pacific and Union Pacific 
railroads, respectively, to establish a bus transportation 
monopoly, and to divide between and reserve to themselves the 
transcontinental bus traffic to and from the San Francisco Bay 
area and northern California via the Salt Lake City gateway.” 
Today, it said, applicant afforded the only competition for this 
combination. Such a situation, “in our opinion,’ the Commis- 
sion said, ‘‘is not in the public interest.” The courts and the 
Commission both have long recognized that reasonable com- 
petition is clearly in the public interest, it added. 


Mixed Shipments Rule and Rates 


Dealing with what it called “the proper construction” of 
the term “truckloads,” the Commission, by division 3, in a 
report in I. and S. M-1556, Rates and Rules—Barbour Trans- 
portation Co., Inc., has found unlawful a proposed changed 
rule on mixed truckload shipments between points in Okla- 
homa, Missouri, Kansas, Minnesota, Wisconsin, Illinois and In- 
diana, “because it would afford a service respondent is not au- 
thorized to perform.” 

The Commission also found not just and reasonable pro- 
posed reduced truckload commodity rates on carnivorous ani- 
mal food from Oklahoma City, Okla., to St. Louis, Mo., and 
on groceries and general store supplies from Barrington, IIl., to 
Tulsa and Oklahoma City, Okla. It has entered an order re- 
quiring cancellation of the proposed schedules on or before 
July 18, 1942, and discontinued the proceeding, without prej- 
udice to the filing of new ones in conformity with the discus- 
sion in the report. 


The respondent proposed the following mixed truckload 
rule: 


Except as otherwise provided, when articles are shipped in mixed 
truckloads, subject to varying rates and minimum weights, each com- 
modity will be assessed its specific rate on basis of actual weight 
thereof, but, the required minimum weight for the entire load will be 
the highest minimum weight applicable to any commodity in the load. 
Shipments must be from one consignor, in one day on one bill of 


lading to not more than five consignees. Commodities named in more 


than one item but not more than five different items in this tariff may 
be included in one load. 


That rule, the Commission said, would permit the aggre- 
gation of five less-than-truckload shipments, each destined 
to a different consignee. The respondent had been granted au- 
thority to transport “truckloads” only, said the Commission, 
and “the limitation upon the authority of the respondent herein 
precludes the aggregation by him of less-than-truckload ship- 
ments for one or more consignors.” 

The term “truckloads,” the Commission said, clearly im- 
plied the transportation by a carrier of a load of freight to the 
capacity of its vehicle, or the transportation of a load of freight 
at a minimum weight that removed the load from the category 
of less-than-truckload shipments. 

“We do not believe that any question would arise as to the 
right of a carrier authorized to transport only ‘truckloads,’ 
to include in a load a mixture of several different articles of 
freight, provided the truckload moves from one consignor to 
one consignee,” says the Commission. “We doubt, however, 
that authority to transport ‘truckloads’ may properly be con- 
strued as embracing the right to handle a load, mixed or 
straight, consigned to a number of different consignees. In that 
event the consignor would be receiving less-than-truckload 
service in respect of each of the separate consignments.” 

Protesting rail and motor interests contended that the pro- 
posed rule was vague and indefinite and would result in the 
provision by the respondent of less-than-truckload service, 
which, they argued, he was not permitted to furnish under the 
authority granted him, according to the report. 

The Commission’s finding, as to the unlawfulness of this 
rule, is without prejudice to the maintenance by the respond- 
ent of an appropriate mixed ‘truckload rule, provided the service 
is confined to a movement from one consignor to one consignee. 


Livestock Transit in the West 


In a report written by Commissioner Patterson, the Com- 
mission, by division 3, in I. and S. No. 5087, Transit Live Stock 
in Western District, has found just and reasonable and not 
otherwise unlawful restriction and extension of transit on 
stocker and feeder live stock in the western district and Illi- 
nois. The suspension order has been vacated and set aside 
as of June 27 and the proceeding has been discontinued. 

According to the report the proceeding presented two prin- 
cipal issues, namely, the lawfulness of a proposed restriction 
on transit in the western district, and the lawfulness of treat- 
ing Chicago differently from other western transit points on 
traffic to the east. The proposals grew out of Live Stock— 
Western District Rates, 238 I. C. C. 425, and Transit Live Stock 
at Feed Yards in Western District, 245 I. C. C. 321. The schedules 
were suspended on protest of live stock organizations and the 
commissions of South Dakota and Utah. 


Transit, as used in the report, meant the stopping of 
stocker or feeder live stock, cattle, calves and sheep, for a 
period not exceeding 10 days, for sale in transit or “trying the 
market,” with or without change in ownership, also for sorting, 
and subsequent reshipping to points beyond the transit station, 
with protection of the through rate applicable from origin 
through the transit point to final destination. The Commission 
treated the subject matter in two parts, that is, transit within 
the western district; and at Chicago under the transit tariffs. 

To a certain extent the controversy was one between the 
large markets, on one hand, and smaller ones, on the other. 
Stocker and feeder live stock is that not ready for slaughter 
that is frequently stopped short of markets for feeding and 
conditioning. The western trunk line carriers decided to com- 
ply with the Commission’s decision in the western district live 
stock case by amending their tariffs to permit transit on 
stocker and feeder live stock at both primary markets, the 
large ones, and at small markets, on the basis of rates made 
85 per cent of those applicable on animals fit for slaughter. 
They did not, however, said the Commission, adopt a uniform 
method for carrying out their decision. The 85 per cent basis 
rates were put into effect, but transit provisions were suspended 
in Transit Live Stock at Feed Yards in Western District, supra. 
In that case the Commission found the tariffs not justified but 
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without prejudice to the establishment of rules and transit 
privileges on stocker and feeder animals at public markets no 
less favorable than those at the so-called small markets. 

The Commission found that with regard to transit on 
many, if not all the Western roads, it could be had at any 
point, the result being opportunity for abuses. In the tariffs 
under suspension, the carriers in the western district sought 
a restriction by limiting it to listed points, a prior practice. 
With regard to that restriction the Commission found there was 
no evidence of any reasonable demand for transit at points 
other than those listed in the suspended schedules. On the 
facts the Commission found that the proposal would be just 
and reasonable and not otherwise unlawful 

As to the proposal respecting Chicago, the Commission 
used the tariff of the Chicago & North Western as typical. In 
a provision limited to apply only at Chicago that carrier pro- 
vided that the rate to be applied was the published through 
rate on stocker and feeder live stock from point of origin to 
final destination, ‘‘via the transit station or from point of origin 
to Chicago, to final destination, whichever is the highest, in 
effect on date of shipment from point of origin.” 

It was the position of the carriers, said the report, that 
the Chicago live stock market yards, on traffic having origin 
and destination in the western district, should be accorded the 
same transit arrangements as other western markets. The 
shippers, the report said, desired the arrangement, their pro- 
tests being directed against the denial thereof on shipments 
destined east of the Indiana-Illinois line or south of the Ohio 
River. But the Commission found that what the carriers pro- 
posed would be just and reasonable and not otherwise unlawful. 


Motor “Token” Operation and Sale 


Proposed sale by the vendor of “unexercised operating 
rights” and the consequent reinstitution of “discontinued op- 
erations” by the vendee would not be consistent with the pub- 
lic interest, the majority of division 4 of the Commission de- 
cided in a report in MC F-1734, Harvey H. Sentle, dba Sentle 
Trucking Co., Toledo, O.—Purchase—Great Lakes Motor Dis- 
patch, Inc., Toledo. Commissioner Porter wrote a dissenting 
opinion. 

The report said Sentle had agreed to purchase the operat- 
ing rights of Dispatch as a common carrier of general commodi- 
ties between points in Ohio and points in several midwestern 
and eastern states, and intrastate rights in Indiana, Michigan 
and Ohio, for $24,000. It noted that Dispatch was controlled 
through ownership of 75 per cent of its stock by Edwin J. 
Carl, its president, who also controlled Great Lakes Cartage 
Co., of Toledo; that the Commission had issued a certificate 
to Dispatch and a permit to Cartage in January, 1941, without 
knowing at that time of their common control; that the Com- 
mission had entered an order directing Dispatch or Cartage, 
or both, to show cause within 30 days why either the permit 
or the certificate should not be revoked; that by successive 
extensions, the effective date of the show-cause order had been 
postponed to August 18, 1942, for the purpose of permitting 
Carl to divest himself of all interest in either Dispatch or 
Cartage; and that no operations had been conducted by Dis- 
patch from November 6, 1940, to January 10, 1942, “save for 
one shipment of roofing nails.’”’ Operations since the latter 
date, said the majority report, had been in the nature of ‘‘token” 
operations when considerea in relation to the extensive operating 
authority and commodities authorized in the certificate. 

“The belated resumption of operations by Dispatch in Jan- 
uary, 1942, has, as its principal purpose, the furthering of the 
instant sale to Sentle,” the report said. “. . . For more than a 
year that part of the shipping public formerly served by Dis- 
patch has been forced to look to other carriers for service. 
It is evident that Dispatch has lost the business to competitors 
and Sentle would not enter the field as, essentially, a new 
operator . . . To authorize Sentle to purchase the considered 
operating rights, and resume operations thereunder, would 
permit a large carrier, operating more than 200 pieces of 
equipment, to invade territory already adequately and effi- 
ciently served by existing transportation facilities. . . 

“Nothing contained herein should be construed as pass- 
ing upon the validity of the certificate issued to Dispatch, or 
its right to conduct the operations therein authorized. Such 
matters are beyond the scope of section 5. . .” 

In his dissent, Commissioner Porter said, in part: 


The report states that the ‘‘belated resumption’’ of operations by 
vendor is principally to further the instant sale. I do not know whether 
or not this statement is supported by the record, but even if it is we 
are not warranted in disapproving the application. Does such a pur- 
pose indicate an improper motive? Or is such conduct reprehensible? 
Are we in the future to give or withhold our approval of applications 
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of this kind depending on the purpose of the parties? The act sets up 
no such standard. . 

Division 5 has issued an order requiring that cause be shown why 
either the certificate of vendor or the permit of Great Lakes Cartage 
Co. should not be revoked. That order would be satisfied by the in- 
stant sale. But the majority of this division refuses to sanction the 
sale of the certificate. Under such circumstances, how can compliance 
with the order of division 5 be effected? . . . In my opinion the ap- 
plication should be approved. 


Distribution Rules at N. P. Points 


Rules of rail and motor carriers, applicable in western 
states, providing for free distribution service on pool ship- 
ments, have been found unjust and unreasonable by the Com- 
mission, division 2, in a report in I. and S. No. 4900, Distribution 
Rules at North Pacific Coast Points, embracing MC C-285, 
Truck Owners Association of Seattle, Inc., et al. vs. Pacific 
Inland Tariff Bureau, Inc., et al. 

The rail respondents, parties to Agent W. J. Bohon’s tariff 
I. C. C. No. 634, are required to cancel schedules suspended in 
I. and S. No. 4900, so far as they provide for distribution 
service without charge, on or before July 20. The motor carrier 
defendants in MC C-285, the Pacific Inland Tariff Bureau, Inc., 
and Consolidated Freightways, Inc., are required to cease and 
desist from providing distribution service without charge on or 
before September 21. 

The rail carriers proposed to establish new rules and 
charges for what were referred to in the schedules as “delivery 
and distribution, delivery and reforwarding arrangements” on 
interstate pool-car shipments at north Pacific coast points on 
their lines. This proposal was opposed by the Truck Owners 
Association of Seattle, Inc., and the Portland Draymen & Ware- 
housemen’s Association, Inc. Complainants in MC C-285, the 
aforementioned protestants, alleged that the motor carriers 
named as defendants maintained rates and charges for the dis- 
tribution of pool-car shipments interstate between points in 
Washington, Oregon, Idaho, Montana, Wyoming, Colorado, 
Utah, Nevada, California, North Dakota, and Minnesota that 
were unjust, unreasonable, and noncompensatory, and _ that, 
as to shipments moving beyond the distribution points, the tariff 
provisions gave undue or unreasonable preference or advantage 
to shippers and localities. They asked that a cease and desist 
order be entered. 

These two proceedings and F. H. 7473, Department of 
Public Service vs. North Pacific Coast Freight Bureau, W. J. 
Bohon, Agent, a suspension proceeding of schedules of intra- 
state rules and charges similar to those suspended in I. and S. 
No. 4900 on interstate traffic, were heard jointly before ex- 
aminers of the Commission and the Department of Public Serv- 
ice of the state of Washington. 

Under the suspended schedules the inbound rail carrier 
would unload the pool cars at specified points and assort the 
freight on the station platform for delivery locally, or refor- 
warding as less-carloads, at a charge of 5 cents a hundred 
pounds, except that the charge would not be made on freight 
reforwarded over the lines of the inbound carrier, according to 
the report. On shipments reforwarded over other rail lines, 
under rates that included pick-up service at the distribution 
point, the 5-cent charge would be absorbed by the outbound 
rail carrier, provided it was a party to the tariff publishing 
the charge. Pacific Inland Tariff Bureau, to meet the com- 
petition of Consolidated Freightways, had established on behalf 
of its member lines a free distribution service on shipments 
destined beyond the distribution point and moved over lines of 
carriers represented by it (the bureau), and a charge of 5 cents 
for the distribution service if the outbound haul from the dis- 
tribution point was performed by other carriers. The rail re- 
spondents, the report said, had no desire to maintain the pro- 
posed arrangement, provided the competitive motor-carrier 
arrangements for free distribution were canceled. The bureau 
favored discontinuing free distribution service by all concerned, 
motor as well as rail carriers. Consolidated Freightways, the 
Commission said, after explaining its pool-car distribution serv- 
ice, urged that free distribution service was necessary “as 4 
protective measure against the unregulated competition of pro- 
testant-complainant draymen in Portland, Ore., and Seattle, 
Wash., whose charges for local drayage were not subject to 
regulation by this Commission.” Consolidated Freightways 
referred to a distribution service offered by the Railway Ex- 
press Agency, Inc. The Railway Express Agency, Inc., the 
report said, at a meeting called by the Washington Department 
of Public Service in December, 1940, agreed to cancel its offer 
of free distribution service on tonnage reforwarded over its 
line, provided the Consolidated Freightways and other motor 
carriers discontinued their similar free service on outbound 
shipments over their lines. No final agreement was reached 
at that meeting with respect to the cancellation of the motor 
carrier rule, but subsequently a representative of the Pacific 
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Inland Tariff Bureau notified the other parties that the motor 
carriers were not willing to eliminate their rule, said the report. 
As a result, it added, the rail carriers published the schedules 
here under suspension. 

“This distribution service is incident to, but not a part of, 
the transportation service, and, unlike pick-up and delivery 
service, no cost therefor is included in the line-haul rates,” 
says Mey Commission. “Therefore, a separate charge is war- 
ranted.” 

The record, the Commission said, failed to sustain com- 
plainants’ allegation of undue prejudice and preference. 


BIG FOUR ABANDONMENT 


There was no apparent public transportation need for the 
part of the line between Beebe, Ind., and Goshen, Ind., and 
results of operation of the section between Beebe and Niles, 
Mich., for the years 1937 to 1941, inclusive, did not warrant 
its rehabilitation, the Commission (division 4) decided in a 
report in Finance No. 13626, Cleveland, Cincinnati, Chicago & 
St. Louis Railway Co. Et Al. Abandonment, Etc., embracing 
Finance No. 13627, Cleveland, Cincinnati, Chicago & St. Louis 
Railway Co. Et Al. Operation. 

In Finance No. 13626, the Commission authorized aban- 
donment by the Big Four and abandonment of operation by the 
New York Central, lessee, of a big Four line extending approx- 
imately 28.48 miles from Goshen to Niles, in Elkhart and St. 
Joseph counties, Ind., and Cass and Berrien counties, Mich. 
In Finance No. 13627, the Commission denied the application of 
the Big Four for authority to acquire trackage rights and that 
of the New York Central for authority to operate under such 
rights over the New York Central line between Goshen and 
South Bend, Ind., about 27.8 miles, and over the Michigan Cen- 
tral line between South Bend and Niles, about 9.1 miles. The 
Commission said that under terms of the proposed trackage 
agreement the New York Central and the Michigan Central 
would grant to the Big Four, in perpetuity, the joint use of 
the tracks, but that such rights would become effective and 
be exercised only in the event the Big Four line and the por- 
tions of the lines on which the operation was to be conducted 
ceased to be under unified operation by the New York Central 
by reason of default under any applicable mortgage or for any 
other reason. 

“The exercise of the operating rights is contingent upon 
a condition which may or may not arise in the future,” said 
the Commission. “It is apparent that we cannot determine 
in advance whether such transaction would meet the require- 
ments of section 5 (2) of the act and be consistent with the 
public interest.” 


Exemptions from Motor Act 


Approval of the issuance of certificates exempting W. H. 
Shackelford, of Yreka, Calif., doing business as Klamath Auto 
Stage Line, and Dick W. Merrill, of Hornbrook, Calif., doing 
business as Hornbrook Happy Camp Stage Line, from com- 
pliance with part II of the interstate commerce act, has been 
given by the Commission, division 5, in a report in MC 57675, 
Sub. 1, Ex W. H. Shackelford, application for exemption, em- 
bracing MC 57189, Sub. 1, Ex Dick W. Merrill, exemption 
application. 

Shackelford sought exemption in connection with the 
transportation in interstate or foreign commerce of passengers 
and general commodities between Yreka and Happy Camp, 
Calif.. over highways situated within California, while Merrill 
sought exemption in connection with transportation in inter- 
state or foreign of passengers and general commodities be- 
tween Hornbrook and Happy Camp, over highways within 
California. Applications for registration, filed with the Com- 
mission, are now pending in other proceedings. 

_ The Commission found, in this report, exemption of ap- 
plicants from compliance with part II of the act not sub- 
Stantially to affect or impair uniform regulation of transpor- 
tation by motor common carriers engaged in interstate or 
foreign commerce in effectuating the national transportation 
policy. There was, however, the Commission said, one obstacle 
to the grant of the exemptions sought. Both applicants, it 
Said, were parties with certain connecting carriers to joint 
through rates applicable on interstate or foreign traffic. Par- 
Ues to joint through rates with regulated carriers, were, to 
the extent of such rates or lease, it added, subject to regulation 
by it (the Commission) and participation in such rates was 
Inconsistent with exemptions sought. Grant of the certificates 
8 On condition that applicants cancel their participation with 
regulated carriers in all joint through rates applicable on in- 
terstate or foreign commerce and withdraw their pending ap- 
Plications for registration. 

Concurring, Commissioner Alldredge said he agreed with 
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the report, except that it seemed to him that the Commission 
was not justified in requiring applicants to withdraw from 
participation in freight tariffs. 

“This participation doubtless is of convenience to connect- 
ing carriers and to persons who make use of applicants’ serv- 
ice,” said he. “It probably meets applicants’ needs also. There 
is no clear indication that any harm will result if we allow 
this participation to continue. It is, of course, possible to con- 
ceive of various adverse contingencies, but I think it would be 
better to see what experience develops. We can impose cor- 
rective conditions at any time if deemed necessary.” 


DAVISON WATER CARRIER PLAN 


“Upon the facts of record herein, we conclude that the 
combination of private carrier and common carrier relation 
which would result from the proposed operation is inconsistent 
with the public interest and with the national transportation 
policy declared in the act,” said the Commission (division 4) 
in a report in W-149, Davison Chemical Corporation Appli- 
cations. 

The report said the applicant manufactured various chem- 
icals at Baltimore, Md., and that it sought a permit authorizing 
continuance of operation as a contract carrier by water in 
transportation of sulphuric acid from Baltimore to points in 
Delaware, New Jersey and Virginia, and to Boston, Mass., Phil- 
adelphia, Pa., and Charleston, S. C., and a certificate authoriz- 
ing operation as a common carrier by water of commodities 
generally between ports on the Atlantic coast and between 
Gulf and Atlantic coast ports. 

The Commission said transportation of sulphur, in bulk, 
was exempted by section 303 (d) of the act from regulation un- 
der part III and that the application for a permit should be 
dismissed. It observed that the applicant owned two wooden 
barges, of loaded draft between 22 and 24 feet. As to the 
application for a certificate, it said, in part: 


The record . . . shows that applicant purchased the barges primarily 
for use in bringing in raw materials owned by it. . . Applicant stated 
that unless sufficient steamer transportation could be obtained it would 
at times use the barges for bringing in and shipping out various com- 
modities. Inasmuch as no steamers now are operating in the coastwise 
trade, it seems evident that applicant will utilize the barges to full ca- 
pacity for private carriage during the emergency. . . It would appear 
. . . that applicant is primarily interested in private transportation and 
would use the barges as a common carrier for the purpose of keeping 
them in constant use and to reduce operating expenses. 


RELIEF ON BANANA RATES FROM TEXAS 


The Commission, division 2, in a report on fourth section 
application No. 16652, Bananas from Texas Ports and Rio 
Grande Crossings, embracing also application No. 18039, on 
further hearing, has modified the relief authorized in 231 I. C. 
C. 101, as to rates on imported bananas and coconuts, in 
straight or mixed carloads, from Gulf ports and Rio Grande 
crossings to (1) Missouri River cities; (2) destinations in Kan- 
sas and Missouri, and (3) destinations in western trunk line 
territory (other than destinations in Kansas and Missouri speci- 
fied in 1 and 2), and in Illinois and central territories. The 
modified relief is given in fourth section order No. 13286, 
third supplemental. 

That order is modified by transferring the port of Corpus 
Christi, from the list of Rio Grande crossings to the list of Gulf 
ports, the port being on the line between Texas common point 
and differential territories and more of a port than a crossing. 
Another modification is that where rates from the crossings 
to points intermediate to Missouri River cities are revised to 
equalize the crossings in compliance with the terms of order, 
No. 13286 will be changed so as to afford relief for the equal- 
ization. The order is also modified by limiting the application 
of the circuity limitations therein provided to routes operating 
through Kansas City, Mo., to points in Kansas south of the 
line of the Missouri Pacific from Kansas City through Ottawa, 
Herington, Lindsborg and Hoisington to the Colorado state 
line, and to points in Colorado. 





DENIAL OF “CO-OP” TRUCK RIGHTS 

Applicant was a corporation engaged in the general trans- 
portation business, its members were engaged in this instance 
in an independent business venture for profit, wholly unrelated 
to their status as “producers or purchasers,’ and applicant 
therefore was not a “cooperative association” whose motor car- 
rier operations were exempt from regulation by the Commis- 
sion, under section 203(b)(5) of the act, said the Commission, 
division 5, in a report in MC 47406, Sub. No. 1, The Farmers’ 
Union Co-Operative Elevator Co. of Spencer, Spencer, Neb., 
Extension—South Dakota. 

Division 5 denied common carrier authority to the ap- 
plicant for transportation of live stock, grain, feed, agricultural 
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implements and machinery, and emigrant movables, between 
points in Boyd and a specified portion of Holt counties, Neb., 
on the one hand, and points in Iowa and South Dakota, on the 
other, over irregular routes. : 

The report said that applicant, as a common carrier, offered 
its service without discrimination to the public generally and 
did not confine the service to farmers. It said applicant filed 
the instant application because it felt that its present operating 
authority “fell short of meeting the public needs and demands,” 
and that it did not claim benefit of the exemption in the act. 
The Commission said it concluded that applicant had not shown 
that the proposed service was required by the present or future 
public convenience and necessity. 


MOTOR DUAL-OPERATION CASE 


Applicant was entitled to grandfather rights as a contract 
carrier of specified commodities over irregular routes between 
Somerville, Mass., and points in designated parts of New Hamp- 
shire and Maine, or as a common carrier of general com- 
modities, with exceptions, between certain points in Massachu- 
setts, Rhode Island, New Hampshire and Maine (over regular 
routes including specified intermediate and off-route points), and 
between Boston, Mass., and points within 15 miles thereof over 
irregular routes, but dual operation would not be consistent 
with the public interest and the applicant should elect as to 
issuance to it of a certificate or a permit, said the Commission, 
division 5, in a report in MC 2610 William C. Barry, Inc., 
Somerville, Mass., Common Carrier Application. 

The Commission decided that the applicant might be 
granted a certificate covering a part of its common carrier 
operations under grandfather rights and a permit covering 
designated routes and commodities under the contract carrier 
grandfather rights. As a further alternative, it said, applicant 
should be given an opportunity within a reasonable time to 
divest itself by sale of its rights as either a common or contract 
carrier. It said it would withhold the issuance of any operating 
authority until advised, within 90 days of the service of the 
report, of the election by the applicant as to the alternatives 
offered. 

“I would find,” said Commissioner Patterson, dissenting, 
“that it is inconsistent for applicant to operate as a common 
carrier and as a contract carrier and permit it to elect which 
type of service it desired to continue. When it elects to con- 
tinue one of the services, the right to continue the other termi- 
nates and may not be transferred by sale or otherwise.” 


WATER APPLICATION ACTION 


By an order in W-300, Cleveland & Buffalo Transit Co., 
temporary authority application, the Commission, by division 4, 
has authorized the applicant to operate as a common carrier 
by self-propelled vessels until September 9, 1942, in the trans- 
portation of passengers between the ports of Chicago, Ill., and 
Benton Harbor and St. Joseph, Mich., including non-stop ex- 
cursion cruises on Lake Michigan from and returning to those 

orts. 

‘ In No. W-378, Detroit & Cleveland Navigation Co., tem- 
porary authority application, division 4, by an order, has 
authorized the applicant to operate as a common carrier by 
self-propelled vessels in the week beginning June 21, 1942, in 
the transportation of passengers and their automobiles on an 
excursion cruise between the ports of Erie, Pa., and Mackinac 
Island, Mich. 

By orders, division 4 has dismissed W-877, Columbia River 
Transportation Co., common carrier application, for authority 
to institute a new operation as a common carrier by water, and 
W-66, J. W. Fitzgerald Co., contract carrier application, for a 
certificate to continue operation as a contract carrier by water. 
Applicant in W-877 requested dismissal of the application 
while in W-66 the Commission found that applicant engaged 
in transportation solely by non-self-propelled vessels with use 
of a separate towing vessel of not more than 100 indicated 
horsepower and that such transportation was not subject to 
part III of the act by reason of the exemption provided in sec- 
tion 303(g)(2) thereof. 


Cc. OF GA. ABANDONMENT 


In a report in Finance No. 13543, Central of Georgia Rail- 
way Co. Trustee et al. Abandonment, the Commission, by divi- 
sion 4, had denied the joint application of that road and its 
trustee for permission to abandon the line of railroad extend- 
ing from Statesboro to Metter, Ga., approximately 19.49 miles. 
It found the present and future public convenience and neces- 
sity not shown to permit the abandonment. 

Operation of the line in the last five years was conducted 
at substantial losses, but the 1941 operating results showed a 
marked improvement over the previous year, and prospects for 
additional rail traffic were encouraging, particularly in view of 
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an anticipated increase in agricultural production, said the 
Commission. Curtailment in service and “the proposed re- 
duction in taxes,” it said, probably would enable the applicants 
to meet operating costs. 

“In any event we think that operation for the remainder 
of the present year should afford shippers in the territory 
ample opportunity to demonstrate the support of the line that 
may be expected in the future,” said the Commission. “If at 
the end of that period operation continues to be a drain on the 
carrier’s earnings, the applicants may renew their application.” 


CENTRAL PACIFIC ABANDONMENT 


To improve the section of applicant’s Promontory branch 
here sought to be abandoned, would cost millions of dollars, and 
all apparent warrant for such expenditure had been obviated 
by construction of-the more direct line between Lucin and 
Ogden, Utah, across Great Salt Lake, the Commission (divi- 
sion 4) observed in a report in which it authorized abandon- 
ment by the Central Pacific of the part of its Promontory 
branch extending about 120.78 miles between Lucin and Co- 
rinne, Utah. 

In the same report, issued in Finance No. 13655, Central 
Pacific Railway Co. Et Al. Abandonment, the Commission au- 
thorized abandonment of operation by the Southern Pacific 
Co. (a) over the Promontory branch between Lucin and Co- 
rinne Junction, and (b) over the Oregon Short Line Railroad 
between Corinne Junction and Ogden, a total of about 146.86 
miles, in Box Elder and Weber counties, Utah. 

Taking into consideration the needs of protesting sugar 
beet growers and their request that a segment of the branch 
between Dathol and Corinne, 4.8 miles, be retained for con- 
tinued operation to enable them to raise beets and thus con- 
tribute to the nation’s sugar supply, the Commission said: 


It appears that acquisition and operation of the Dathol-Corinne 
segment by the Union Pacific has not been discussed with that carrier, 
but this would seem to afford the only practicable solution of the beet 
farmers’ problem if the remainder of the branch is abandoned. While 
we are without authority to require the Oregon Short Line or the Union 
Pacific to acquire the segment, we think the Central Pacific should be 
required to sell it to either of those companies at its fair net salvage 
value, if such an offer is made, within 30 days from the date of our 
certificate herein, and our permission herein will be conditioned ac- 
cordingly. 


The report showed that the considered branch was built 
in 1869 as a part of the first transcontinental railroad and that 
abandonment of the branch was proposed on the ground it had 
been operated at a loss for many years. 


ASSOCIATED ARROW CARRIER CONTROL 


The Commission, at the request of Associated Transport, 
Inc., of New York, has vacated and set aside its order of 
March 16, issued in MC F-1612, Associated Transport, Inc., 
Control and Consolidation—Arrow Carrier Corporation, et al., 
and MC F-1613, Issuance of Securities. The order so set aside 
authorized Associated Transport, Inc., among other things, to 
acquire control of and to consolidate with Arrow Carrier Cor- 
poration of Paterson, N. J., and to issue 6,877 shares of its 
preferred stock and 55,889 shares of its common stock for that 
purpose and 27,502 shares of common stock for conversion of 
preferred stock so issued. 

The order was set aside because the contract for acquisition 
of Arrow has been canceled and the parties had no desire to 
exercise the authority granted thereby. 


TAMPA NORTHERN REORGANIZATION 

The Commission, division 4, in a report in Finance No. 
13500, Tampa Northern Railroad Co. Reorganization, has 
granted authority to five applicants to serve as members of 4 
protective committee for holders of first mortgage bonds of the 
Tampa Northern, to solicit deposits and to use, employ, and 
act under and pursuant to a suitable deposit agreement, con- 
forming to conditions set forth in the report. Those authorized 
to serve as members of the protective committee are: J. William 
Middendorf, Jr., of Baltimore, Md.; Edgar F. Brown and Alfred 
R. Riggs, also of Baltimore; O. Emmerson Smith, of Ports- 
mouth, Va., and Benjamin Graham, of New York City. The 
report showed that Mr. Middendorf had been elected chairman 
of the committee after George C. Thomas had resigned as chalr- 
man and as member of the committee. 


N. Y. C. ABANDONMENT 
The considered line had served the purpose for which 1 
was built and there was no public need therefor, the Commis 
sion, division 4, concluded in a report in Finance No. 13731, 
New York Central Railroad Co. Abandonment, in which ! 
authorized abandonment by the New York Central of a line 
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from Poland to Prospect Junction, approximately 8.5 miles, 
in Herkimer and Oneida counties, N. Y. The report said the 
line had been built 50 years ago to serve the lumber and pulp 
industries in the tributary territory. 


UNITED CARTAGE RIGHTS SALE 


Subject to a condition prohibiting the purchaser from 
transporting as a common carrier any commodity it might 
transport as a contract carrier between the same points and 
over the same route under rights acquired in the instant trans- 
action, the Commission, division 4, has authorized purchase 
by the Marion Trucking Co., Inc., of Marion, Ind., of operating 
rights of William J. Black and Paul B. Crouse, dba United 
Cartage Co., Ltd., of Anderson, Ind., as a contract carrier of 
malt beverages, over irregular routes, from specified origin 
points in Wisconsin, Illinois, Missouri, Kentucky and Ohio to 
29 points in Indiana, with return of empty malt beverage con- 
tainers. The Commission granted the authority in a report in 
MC F-1791, Marion Trucking Co., Inc.—Purchase—William J. 
Black and Paul B. Crouse. The report showed that the con- 
sideration involved was $2,250 and that the vendee had leased 
the vendor’s operating rights for a period expiring September 
11, 1942, at a rental of $50 a month, applying on the purchase 
price. 


Status of Publie Stockyards 


The Traffic World Washington Bureau 


In Ex Parte 127, Status of Public Stockyard Companies, 
the Commission, on further consideration, has found that the 
Cincinnati Union Stockyards Company, the Los Angeles 
Union Stockyards Company, the South San Francisco Union 
Stockyards Company, Portland Union Stockyards Company, 
the St. Paul Union Stockyards Company, and the Cleveland 
Union Stockyards Company are not now common carriers by 
railroad and has vacated an outstanding order respecting 
them. 

It has further found that the Stockyards Railway Com- 
pany at St. Louis, Cincinnati Livestock Handling Company, the 
South San Francisco Livestock Handling Company, and the 
Livestock Terminal Service Company at Cleveland are com- 
mon carriers and must file tariffs for services in connection 
with the loading and unloading of livestock. . 

The latter companies were organized in 1941 when the 
stockyards companies, as such, showed that they did not want 
to be subject to the Commission’s jurisdiction. 


Motor Exemption Question 


With Commissioner Alldredge dissenting, declaring that 
unless carriers of this kind were granted exemption, many 
thousands of small motor carriers engaged in operations that 
were primarily local in character would be brought under fed- 
eral regulation without any useful purpose being served, the 
Commission, by division 5, in a report in MC 102407, Sub. 1, 
Ex. George Harlicker, Application for Exemption, has denied 
applicant’s application for a certificate of exemption under 
section 204 (a) (4a) of the interstate commerce act. 

The Commission found the proposed transportation by ap- 
plicant in interstate or foreign commerce, solely within Minne- 
sota, to be of such nature, character, or quantity as substan- 
tially to affect or impair uniform regulation by it (the Com- 
mission) of transportation by motor carriers engaged in in- 
terstate or foreign commerce in effectuating the national trans- 
portation policy. Applicant sought exemption from compliance 
with the act in connection with the transportation of general 
commodities, but mostly soap and soap products, from Owa- 
tonna to points within 35 miles of Owatonna, including Owa- 
tonna, in Minnesota. Its intrastate operations are exempt 
from state regulation. 

Applicant, according to the report, proposes to engage in 
the transportation in interstate or foreign commerce, of soap, 
soap products, and vegetable oil shortening for the Procter and 
Gamble Distributing Co., from Owatonna to all points within 
35 miles of the corporate limits of Owatonna. It expects to 
enter into a contract with Procter and Gamble for the payment 
of a flat rate by the 100 pounds for the proposed service. These 
commodities, the report said, were to be shipped by rail from 
Kansas City, Mo., or Chicago, IIl., to Owatonna in pool car- 
loads in packages “which are consigned to specific consignees 
In the destination territory in accordance with prepared 
Invoices.” 
__ The facts in this case, the Commission said, were substan- 
tially the same as those considered in MC 103190, Eldred Win- 
ter, and MC 103232, Kenneth Winjum, both applications for 


1581 


exemption, “and the same conclusion is applicable.” In those 
cases the Commission found, among other things, that if the 
carriers were exempted “they would have a continuing effect 
upon the regulation of other motor carriers operating under 
our jurisdiction in the territories,” and that they would escape 
both federal and state regulation because of the exempting pro- 
vision in the Minnesota motor carrier law with respect to such 
carriers. 

Commissioner Alldredge said in his opinion the application 
in the instant case should be granted. This transportation, 
while technically interstate, was essentially of a local charac- 
ter, and was, he believed, of the kind intended to be exempted 
by section 204 (a) (4a), where the conditions of that provision 
of the law were met, said he, adding: 


I think that there is a sufficient showing that the proposed trans- 
portation is of such ‘‘nature, character, or quantity as not substan- 
tially to affect or impair uniform regulation by the Commission of 
transportation by motor carriers engaged in interstate or foreign 
commerce in effectuating the national transportation policy * * *.’’ 
Applicant would not be engaged in competing with any interstate 
line-haul motor carrier, and no motor carrier has appeared and ob- 
jected to the granting of this exemption application. Unless carriers 
of the kind before us in this proceeding are granted exemption, it 
will mean doubtless that many thousands of small motor carriers en- 
gaged in operations which are primarily local in character will be 
brought under federal regulation without any useful purpose being 
served. According to my understanding, it was to avoid such a situa- 
tion that section 204(a) (4a) was enacted. If applicant, or any 
similar carrier, should be granted exemption and it should subse- 
quently develop that the operations would have an adverse effect upon 
federal regulation, the section provides an appropriate remedy. Exemp- 
tion, therefore, should not be denied merely because of speculative 
future contingencies. The section was framed so as to meet such 
situations adequately. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Cement 


*Fourth section application No. 18559, Cement from Ala- 
bama to Georgia. By division 2. Authority granted by F. S. 
O. 14667, on conditions to establish and maintain rates on ce- 
ment from Phoenixville, Birmingham, North Birmingham and 
Leeds, Ala., to Ellerslie, Midland, Flat Rock, Gentian and Co- 
lumbus, Ga., without observing the long-and-short-haul part 
of the fourth section. The temporary relief was given by F. 
S. O. 13916. 


Woodpulp 


Fourth section application No. 19315, Woodpulp from 
Western Trunk-Line to Official Territory, embracing fourth 
section application No. 19691. By division 2. Authority 
granted by F.S.O. 14666, on conditions, to establish and main- 
tain rates on woodpulp from producing points in western trunk- 
line territory to specified points in official territory without 
observing the long-and-short-haul part of the fourth section. 
Temporary relief was given by F.S.O. 14402, as amended. 


Canned Vegetables 


*No. 28733, Armour & Co., Ltd., vs. Texas & Pacific et al. 
By the Commission. Report written by Commissioner John- 
son. Rate of 50 cents, minimum 40,000 pounds, charged, 
canned vegetables shipped Aug. 25, 1939, Sugarland, Tex., to 
Texarkana, Ark.-Tex., and reconsigned to Shreveport, La., un- 
reasonable to the extent it exceeded 47 cents, minimum 36,000 
pounds. A stop off charge of $6.93 and a reconsigning charge 
of $6.93, collected, were not assailed. Reparation was sought 
to the basis of a 38-cent rate. Reparation of $12.94, with in- 
terest, awarded. 

Coal 


Fourth section application No. 17782, Coal from and to 
points in Alabama, embracing fourth section applications Nos. 
17141, 17432, as amended, and 17593. By division 2. On 
further hearing, authority granted in prior report, 238 I.C.C. 
82, to maintain rates on coal from mines in Alabama to des- 
tinations in that state over interstate routes, without observ- 
ing the long-and-short-haul part of the fourth section, modified 
by F.S.O. 13782 to include additional routes and eliminate 
the equidistant provision. The proceeding was. reopened on 
petition of the applicants who urged that due to the imposi- 
tion of the circuity limitation and the equidistant provision, the 
relief granted was of little benefit to them. On further con- 
sideration, the Commission found that relief was justified over 
applicants’ interstate routes based on the necessity of meeting 
truck-compelled intrastate rates without disturbing the normal 
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interstate adjustment at intermediate points. It found also, 
in addition that the equidistant principle need not be imposed, 
that the relief should be limited to routes that did not exceed 
in length the longest routes over which relief was concurrently 
authorized with respect to class rates from and to the same 
points. 


Moulding Sand 


*Fourth section application No. 19295, Moulding Sand from 
Piggott, Ark., to Michigan and Wisconsin. By division 2. Au- 
thority granted by F.S.O. 14657, on conditions, to establish 
and maintain rates on moulding from Piggott, Ark., and in- 
termediate points, to destinations in Michigan and Wisconsin, 
as to which temporary relief was given by F.S.O. 14390, with- 
out observing the long-and-short-haul part of the fourth sec- 
tion. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
iained by prompt application to the Commission.) 


*W-472, Gorman Steamship Co., contract carrier applica- 
tion. By division 4. Application denied, effective July 12, on 
finding applicant to have failed to establish rights either to 
a certificate as a common carrier or to a permit as a contract 
carrier of property, by water, between any points whatsoever, 
under the “grandfather” provisions of section 309 (a) or 309 (f) 
of the interstate commerce act. Applicant sought either a cer- 
tificate or permit to continue operation as a common or con- 
tract carrier of lumber and products from ports in Oregon to 
ports in California. 


*W-524, Jacksonville Precooling Co., common carrier ap- 
plication. By division 4. Application dismissed on finding 
applicant not a common carrier by water. Applicant operates 
a precooling and cold storage plant, located at Pier 1, Munic- 
ipal Docks and Terminals, Jacksonville, Fla., leased from Re- 
frigerated Steamship Line, Inc., performing “all the normal 
functions: of a terminal company for the general public and 
for the Refrigerated Steamship Line, Inc.” All arrangements 
for the transportation of commodities to and from applicant’s 
plant are made by, and are under the control of, the owners 
and shippers thereof, says the report. Applicant does not 
own, operate, direct, or control the movement of any vehicle 
of transportation, except that required for movement of com- 
modities within its plant. The record showed, the report said, 
that the service performed by applicant was not necessarily in- 
cidental to transportation, and that applicant acted solely as 
the agent of the owner or shipper of the goods and not as agent 
of a carrier performing a transportation service. 


W-559, McLain Marine Corporation, common carrier ap- 
plication. By division 4. Certificate granted, effective July 
15, as to continuance of operation as a common carrier by non- 
self-propelled vessels with the use of separate towing vessels, 
in the transportation of commodities generally, between points 
in New York and Connecticut on Long Island Sound, points in 
New York Harbor, points on the Hudson River between its 
mouth and its junction with the New York State Barge Canal, 
and points on the New York State Barge Canal and the Niagara 
River. The Commission found the applicant entitled to such 
authority by reason of having been engaged in operation on 
January 1, 1940, and continuously since. 

W-714, Skagit River Navigation & Trading Co., common 
carrier application, embracing W-382, Peninsular Navigation 
Co., Inc., common carrier application. By division 4. Certifi- 
cate granted, effective July 13, as to continuance of opera- 
tion by the Skagit River Navigation & Trading Co., as a com- 
mon carrier of self-propelled vessels in the transportation of 
commodities generally between certain ports and points in 
Washington on Puget Sound, and on tributary and adjoining 
waters including the Skagit River and the Strait of Juan de 
Fuca. Since filing of the applications, the report said, the ap- 
plicant in the title proceeding had observed the applicant in 
W-382. The authority granted includes service to and from the 
ports of Scandia, Haddock, Port Townsend, Port Angeles, Fort 
Casey, Fort Flagler, Fort Worden, Protection Island, and Lud- 
low, Wash., previously performed by the applicant in W-382. 
Therefore, the Commission said it was no necessity for issuing 
a separate certificate in W-382. Accordingly, it dismissed the 
application. 

*W-34, Stewart J. Dailey, contract carrier application. By 
division 4. On reconsideration, findings in prior report, de- 
cided April 7, 1942, modified to authorize continuance of op- 
eration as a common carrier by self-propelled vessels and by 
non-self-propelled vessels with use of separate towing vessels 
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in the transportation of commodities generally to and from 
Bridgeport, Conn., and to and from Kingston, N. Y., and all 
ports and points in Connecticut, Rhode Island, and that part 
of Massachusetts on Mount Hope Bay and the Taunton River, 
Amended certificate granted, effective July 13. 

*W-323, Motor Ship “Edgar D. Williams,” Inc., contract 
carrier application. By division 4. Permit granted, effective 
July 19, as to continuance of operation as a contract carrier 
by self-propelled vessel in the transportation of fertilizer and 
fertilizer materials, in bags, between ports in Delaware, Penn- 
sylvania, New Jersey, Maryland, and Virginia over the inland 
waterways of the Chesapeake and Delaware bays, and tribu- 
taries. The carrier was found to have been engaged in such 
operation on January 1, 1940, the “grandfather” date, and con- 
tinuously since, except as to interruptions beyond its control. 
Interruptions occurred in January, 1940, and January, Feb- 
ruary, June, and July, 1941, when applicant’s vessel was in dry- 
dock for repairs. Application for exemption under section 
302(e) denied. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


MC 23293, Leaman Transportation Co., Inc., Downington, 
Pa., embracing Sub. No. 2, Same. On further hearing, findings 
in prior report, 14 M. C. C. 637, modified so as to authorize 
applicant, in MC 23293, to continue operation as a contract 
carrier of petroleum products, in bulk, in tank trucks, from 
Philadelphia, Pa., Wilmington, Del., and Albany and Rensselaer, 
N. Y., to specified points in Del., Md., and Mass., with returned 
or rejected shipments in reverse direction, over irregular routes; 
permit granted also in Sub. No. 2 as to petroleum products, in 
bulk, in tank trucks, from and to specified points in Pa., N. Y., 
O., and Md., with returned or rejected shipments in reverse 
direction, over irregular routes. 

*MC 100026, Frank W. Parmenter, South Ashburnham, 
Mass., contract carrier. Certificate granted on finding appli- 
cant’s operations to be those of a common carrier. Specified 
lara between Ashburnham and South Ashburnham, 

ass. 

MC 29805, Sub. 2, Jerry Smith, Shreveport, La., extension. 
Certificate granted. Structural steel and steel tanks, Shreve- 
port, La., to points in Tex., Okla., Ark. and Miss. 

*MC F-1715, Puget Sound Navigation Co., issuance of notes. 
Findings in prior report, 37 M. C. C. 675, amended to avu- 
thorize Puget Sound Navigation Co. to issue $525,000 face 
amount of secured promissory notes to replace void notes out- 
standing. The notes are to be dated as of April 15, 1942, and 
bear interest at 5 per cent per annum. 

*MC 59735, Sub. No. 1, Julian S. Nickell, Alton, Ill. Per- 
mit denied. Beer from St. Louis, Mo., to Alton, Ill., and empty 
beer containers in reverse direction, over irregular routes. 

MC 77178, Sub. No. 1, Albert G. Thompson, Charlotte, 
N. C. Certificate denied. General commodities, with excep- 
tions, over irregular routes between points in N. C., S. C., Va., 
Md., Pa., Del., N. J.,. N. Y¥. and D. C. Commissioner Lee, 
dissenting, said that, having been denied grandfather rights 
to continue the transportation business he started in 1933, ap- 
plicant here sought to establish that public convenience and 
necessity required its continuance. Commissioner Lee said 
he was convinced applicant had done so; that, therefore, he 
dissented from the report and order of the majority “which 
puts him out of business.” 

MC 95029, Edmond Cote, Lawrence, Mass. Permit granted. 
Wrapping paper from Lawrence, Mass., to Pawtucket, R. I, 
over specified route, with no service to intermediate points. 

*MC 100348, Sub. No. 6, R. L. Smith. On reconsideration, 
by division 5, certificate granted, as to petroleum and petroleum 
products in bulk, in tank trucks, from Attalia, Wash., to points 
in Ore., over irregular routes, with refused or rejected ship- 
ments on return, in addition to authority granted in prior re- 
port, 30. M. C. C. 883. 


*MC 288, Sub. No. 2, Frank W. Hager, Bellevue, O. Per- 
mit granted. Specified commodities from and to points in O., 
Ind., Ill., Pa., and Mich., over irregular routes. 

*MC 31043, Sub. No. 1, Dorman Walton Fawley, Broadway, 
Va. Certificate granted. Dressed poultry from specified point 
near Broadway to Miami and Miami Beach, Fla., over irregular 
routes, in truckload quantities of not less than 15,000 pounds. 
__ *MC 52636, Taylor’s Express Co., Haverhill, Mass. Cer- 
tificate granted to applicant, as successor in interest to Charles 
F. Taylor, for continuance of operation as to general com- 


modities, with exceptions, between Boston and Haverhill, over 
regular routes. 
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*MC 59272, Sub. No. 1, Carl R. Bieber, Kutztown, Pa. On 
further hearing, by division 5, certificate denied. Specified 
commodities from designated points in Pa., Del., N. J., and Md., 
to points in N. Y., Md., Del., N. J., O., and D. C., over irregular 
routes. 

*MC 60111, Sub. No. 2, Lester L. Kaplan, Toledo, O. Per- 
mit denied. Sugar within Ill., Ind., Mich., and O., over irregular 
routes. 

MC 67432, W. E. Stanchfield Transfer Co., Minneapolis, 
Minn. Certificate granted for continuance of operation as to 
general commodities, with exceptions, in Minneapolis and St. 
Paul, Minn., and between those cities, on the one hand, and, 
on the other, Robbinsdale, Friedley, Brooklyn Center, Crystal, 
Golden Valley, St. Louis Park, Richfield, Morningside, Edina, 
West St. Paul, South St. Paul, Columbia Heights, Hopkins, 
Newport, and North St. Paul, Minn., over irregular routes. 

*MC 87650, Leonard Caines, Skaneateles, N. Y. Certificate 
denied, under grandfather clause. General commodities be- 
tween points in N. Y., N. J., Conn., and Pa., over irregular 
routes. The Commission said that whether applicant was actu- 
ally successor in interest to one Levi M. Odell was doubtful in 
view of the latter’s testimony that “I simply quit, that is all; I 
told (applicant) if he wanted it, he could have it.” In any 
event, said the Commission, it was clear that at the time this 
application was filed and for more than a year thereafter, ap- 
plicant had no connection with Odell’s operation and that the 
instant application when filed could not have covered the lat- 
ter’s operation. 

MC 100955, Sub. No. 1, The Jacobs Transfer Co. of Balti- 
more, Baltimore, Md. Certificate granted as to general com- 
modities moving on bills of lading of the Baltimore & Ohio 
Railroad Co., over U. S. highway 1 between Baltimore, Md., and 
Washington, D. C., serving intermediate and off-route points 
that are stations on the B. & O. line; subject to conditions, 
including one that applicant’s service be limited to service 
auxiliary to or supplemental of B. & O. rail service, and another 
that “no shipments shall be transported by applicant between 
any of the following points, or through, or to, or from more 
than one of said points: Baltimore, Md., and Washington, D. C.” 
The report said the testimony was that if the instant applica- 
tion was granted the railroad would dismiss its application, in 
MC 100894, for authority to conduct the operations herein 
requested. 

*MC 102371, Raymond Grant, Jackson, O. Permit granted. 
Soil pipe and fittings from Jackson to points in IIl., Ind., Ky., 
Mich., N. Y., Pa., W. Va., and Wis., and scrap iron from the 
latter points to Jackson, and beer from St. Louis, Mo., to 
Wellston, O., and empty beer containers from Wellston to 
St. Louis, over irregular routes. 


MC 78728, Bass Bonded Trucks, Inc., Tarboro, N. C., em- 
bracing Sub. No. 1, Same. On reconsideration by division 5, 
in MC 78728, findings in prior report modified and certificate 
granted for continuance of operation as to (1) general com- 
modities, with exceptions, between points in specified N. C. area, 
on the one hand, and Norfolk and Richmond, Va., on the other, 
and (2) specified commodities from, to, or between specified 
points or territories in N. C., S. C., Va., Md., Ga., N. Y., and 
D. C., over irregular routes. Certificate denied in Sub. No. 1; 
alcoholic beverages from Philadelphia, Pa., to points in N. C., 
over regular and irregular routes. 


*MC 101222, Aaron E. and Erwin L. Brodhagen, Pierce, 
Neb., contract carrier. Permit denied. Petroleum products 
from refining and distributing points in Kan. to points in Neb. 

MC F-1537, Fred Braddock, dba Braddock Motor Freight, 
Washington Court House, O., purchase, Reinhardt Transfer 
Co., Portsmouth, O. Authorizes purchase by the former of cer- 
tain operating rights of the latter. Commissioner Mahaffie 


dissented. 
*MC 21537, John Suwak, Washington, Pa., common 
carrier, embracing Sub. 1, Same, extension. Certificate 


granted. Continuance of operation in MC 21537 as to 
glassware, glass containers, and caps, stoppers, and covers 
therefor, from Washington, Pa., to Cleveland, O., and such 
commodities as are dealt in by retail grocery stores between 
Cleveland, O., and Washington, Pa. Operation in MC 21537, 
Sub. 1, as to specified commodities, between points in Pa., O., 
a N. J., Del., Md., N. H., Conn., R. I, W. Va., Mass., 
n 

_ “MC 32783, Sub. 12, Southeastern Greyhound Lines, Lex- 
ington, Ky., Chattanooga-Jacksonville operations, embracing 
MC 2869, Union Bus Co., common carrier, MC 7098, Motor 
Transportation Co. of the South, common carrier, and MC 
39087, Southeastern Management Co., application for determi- 
nation of status. Certificate granted in MC 32783, Sub. 12 and 
MC 2869 to Southeastern Greyhound Lines (Kentucky corpo- 
ration) as to continuance of operation, passengers, baggage, 
express, mail and newspapers, between points in Tenn., Ga., 
Fla. and Ala. In MC 7098, the Commission found the applicant 
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non-existent and dismissed the application. In MC 39087, the 
issues were found moot and the application was dismissed. 

MC 41770, Sub. 1, Owen E. O’Neal, Mt. Cuba, Del., com- 
mon carrier. On reconsideration, findings in MC 41770, Sub. 
1, prior report, 29 M. C. C. 810, modified to authorize ap- 
plicant to serve points within 20 miles of Washington, D. C., 
in connection with the authority granted in such report to 
operate as a common carrier of passengers and their baggage, 
in round-trip charter operations from a described area in Del., 
to Washington, D. C.; and findings in MC 41770, Sub. 2, prior 
report, 29 M. C. C. 810, modified to authorize applicant to 
serve Mt. Arlington, N. J., in connection with the authority 
granted in such report to operate as a common carrier of 
passengers and their baggage, in round-trip charter opera- 
tions from a described area in Del. to points in Pa. and N. J. 

MC 30564, H. L. Goble & Co., Inc., Great Meadows, N. J., 
common carrier, embracing Sub. 1, Same, extension. Certifi- 
cate granted in MC 30564 as to continuance of operation, gen- 
eral commodities, with exceptions, between New York, N. Y., 
and a described area in northern New Jersey and northeast 
Pennsylvania. Application denied in MC 30564, Sub. 1, on 
finding public convenience and necessity not to require opera- 
tion as a common carrier of general commodities between 
points in Pa. and N. Y., N. J. and Pa. 

MC 50310, Charles P. Gladding, Oak Hall, Va. (successor- 
in-interest to Harry L. Gladding), contract carrier. Certificate 
granted as to continuance of operation, general commodities, 
with exceptions, between Chincoteague, Va., and Lecato, Va. 

MC 84736, R. D. Nilson, Walterboro, S. C., contract car- 
rier. Certificate granted as to continuance of operations, plumb- 
ing and heating materials, Chattanooga, Tenn., to Augusta and 
Savannah, Ga. 

MC 59707, Sub. 2, Arthur A. Love, Weston, Mo., extension. 
Certificate granted. General commodities, with exceptions, be- 
tween St. Joseph and Armour, Mo., over U. S. highway 59, and 
to and from the intermediate point of Beverly Station, Mo., 
on applicant’s existing route between Leavenworth, Kan., and 
Weston, Mo. ‘ 

MC 52695, Clarence Oliver Ashforth, Newton, Mass., com- 
mon carrier, embracing MC 76180, Sub. 1, Same, extension. Cer- 
tificate granted in MC 52695 as to continuance of operation, 
household goods, between Newton and points within 15 miles 
thereof, on the one hand, and points in Conn., Me., N. H., 
N. Y., R. L, and Vt. On reconsideration, in MC 76180, Sub. 1, 
applicant’s proposed operation found to be that of a contract 
carrier. Findings in prior report, 27 M. C. C. 528, modified, and 
operation by applicant as a contract carrier of specified com- 
modities from Watertown, Mass., to Paterson. Newark, Tren- 
ton, and Camden, N. J., Philadelphia, Harrisburg, and Reading, 
Pa., points in Conn., N. H., N. Y., R. IL, Vt., and Me., found 
not to be consistent with the public interest, and application 
denied. 


COMMISSION ORDERS 


W-199, application of S. S. Freeman & Co. Effective date of per- 
mit and order issued May 9, postponed to July 31. 

MC 103329 Ex, application of Lloyd A. Miller. Application denied. 

W-308, Burns Steamship Co., contract carrier application. Reopened 
for further hearing. 


Finance 13608, St. Louis Southwestern trustee et al. construction 
and operation. Time prescribed in certificate issued February 17 with- 
in which applicants shall complete construction of line therein author- 
ized extended to July 15. 


MC C-338, Beer, Baltimore, Md., to Kinston, N. C., empties re- 
turned. Proceeding discontinued. 

w-92, C. F. Harms Co., contract carrier application. Proceeding 
reopened and assigned for further hearing June 30, 9:30 o’clock a. m., 
at the St. George Hotel, Brooklyn, N. Y., before Examiner Weems, 
with respect to transportation in which applicant was engaged on 
January 1, 1940, and continuously since, particularly as to class or 
classes of property transported on applicant’s vessels, and ports and 
points between which vessels were and are operated. 

W-15, C. C. Paul & Co., contract carrier application. Effective date 
of certificate and order issued May 8 postponed to July 16. 

MC 87588, Reliable Trucking Co., Inc., common carrier afplica- 
tion. Reopened for reconsideration. Order of February 14 vacated. 

W-473, J. C. Strittmatter, dba Consolidated Steamship Companies, 
Consolidated-Olympic Line, common carrier application; and W-434, 
Olympic Steamship Co., Inc., Consolidated-Olympic Line, common 
carrier application. Effective date of order issued May 20 postponed 
to July 15. 

MC F-655, Central Greyhound Lines, Inc., issuance of stock; and 
MC F-1316, Greyhound Corporation, merger, Teche Lines, Inc. Peti- 
tions of applicants for reconsideration and oral argument denied. 


1. & S. No. 4786 and I. & S. No. 4787, package rates on citrus 
fruits; No. 28501, Alturas Packing Co., Inc., et al. vs. A. C. & Y. et al.; 
No. 28547, Associated Anaheim Growers, Inc., et al. vs. A. C. & Y. 
et al.; 1. & S. No. 4511, estimated weights on citrus fruits; No. 27741, 
Waverly Growers’ Cooperative et al. vs. A. C. & Y.; fourth section 
application 18377, citrus fruits from the Pacific coast; fourth section 
application 18420, package rates on citrus fruits from Texas produc- 
ing points; and fourth section application 18407, citrus fruits from 
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Florida. 
nied. 


No. 28370, Traffic Bureau of Sioux Falls Chamber of Commerce vs. 
C. M. St. P. & P. et al.; No. 28382, Yankton Traffic Bureau vs. Illinois 
Central et al.; No. 28382 Sub. No. 1, Mitchell Traffic Bureau vs. Same; 
and No, 28387, Public Utilities Commission of the state of South Da- 
kota vs. Same. Order of March 9 further modified to become effective 
September 2, instead of July 2, on not less than 10 days’ notice. 

MC F-1762 (supplemental), Geo. F. Alger Co., purchase, Kirk Trans- 
portation Co. Order of May 7, and findings in accompanying report, 
modified to include in operating rights and property authorized to 
be purchased rights granted to Kirk Transportation Company in MC 
60881 Sub. No. 3. Nothing herein shall be construed to authorize 
institution of operations by Geo. F. Alger Co. under rights granted 


in MC 60881 Sub. No. 3 prior to issuance of a certificate in that pro- 
ceeding. 


Petition of California Citrus League seeking reopening de- 


PETITIONS FOR REHEARING, ETC. 

MC F-1623, Carolina Coach Co. of Virginia, purchase, Richmond- 
Greyhound Lines, Inc.; and MC F-1635, Virginia Stage Lines, Inc., 
purchase, Richmond-Greyhound Lines, Inc. Virginia Stage Lines, 
Inc., asks reconsideration of report and order of April 24. 

Finance 13568, Illinois Central et al. abandonment. Brotherhood 
of Maintenance of Way Employes asks Commission for additional 
hearing. 

MC F-1869, Gateway Transportation Co., purchase, Kaiser Truck 
Service, Inc. W. Leo Murphy and E. W. Murphy, majority stock- 
holders and president and secretary-treasurer of Gateway City Trans- 
fer Co., Inc., ask that Gateway City Transfer Co., Inc., be authorized 
to control by stock ownership Gateway Transportation Co. 

MC F-16386, Yellow Cab Transit Co., purchase, Kansas City-Illinois 
Express, Inc. Byers Transportation Co., Inc., and Toedebusch Trans- 
fer Co., Inc., ask review by entire Commission, rehearing, reargument 
and reconsideration. 

MC F-6, Scott Bros., Inc., control, W. G. Corporation. Scott Bros., 
Inc., asks further postponement of effective date of order. 

MC F-1842, Novick Transfer Co., purchase, Eastern Motor Express. 
Abram Jerome Novick, dba Novick Transfer Co., and J. Gilbert Cox, 
dba Eastern Motor Express ask dismissal of application. 

MC F-1851, Caldwell Motor Freight, Inc., lease M. & M. Truck 
Lines. Caldwell Motor Freight, Inc., lessee, asks extension of time 
for complying with section 217 of act and institution of operations 
pursuant to order dated May 26. ’ 

1. & S. No. 4786 et al., package rates on citrus fruits. National 
Wooden Box Association has filed its concurrence in petition for re- 
opening filed in behalf of California Citrus League. 

No. 13525 et al., Consolidated Southwestern Cases. Southwestern 
lines, defendants, ask relief under finding 27 to permit publication 
of rates of 46 cents a 100 pounds from Alcoa, Tenn., and 56 cents a 
100 pounds from Badin, N. C., on electrodes, furnace carbon, electro- 
metallurgical, not finished, actual invoice value not to exceed $50 a 
ton of 2,000 pounds, loose, carload minimum weight 80,000 pounds, to 
Jones Mills, Ark.; such rates to expire December 31, 1943, unless 
sooner canceled, changed or extended. 

1. & S. No, 5057, Iowa soya beans via Milwaukee to Washington. 
Respondents ask reconsideration by entire Commission and extension 
of effective date of order. 

Finance 13520, Illinois Central abandonment. Brotherhood of 


Maintenance of Way Employes and Order of Railroad Telegraphers 
ask additional hearing. 


FINANCE APPLICATIONS 

MC F-1889. Central Motor Lines, Inc., Kannapolis, N. C., asks 
authority to purchase the transportation business and certain motive 
equipment of Efron Trucking Co., Inc. (E. C. Lowe, trustee), Aiken, 
S. C., and temporarily to operate its properties under lease. 

Finance No. 13787. Cane Belt Railroad Co. asks authority to aban- 
don its line extending approximately 19.54 miles from a point near Bay 
City to Matagorda, in Matagorda county, Tex., and Gulf, Colorado & 
Santa Fe Railway Co., lessee, asks authority to discontinue operation 
thereof. The small volume of traffic handled on the line does not 
justify its continued operation, says the application, pointing out that 
operating deficits ‘‘have resulted in the past’’ and it is believed that 
such deficits will continue if the line is kept in service. 

Finance No. 13788. Rocky Mountain & Santa Fe Railway Co. 
asks authority to abandon its line extending approximately 39.58 miles 
from a point near Koehler Junction to a point near Ute Park, in Col- 
fax county, N. M., and Atchison, Topeka & Santa Fe Railway Co., 
lessee, asks authority to discontinue operation thereof. The applicants 
said that the small volume of traffic handled on the line did not justify 
its continued operation, adding that operating deficits had resulted in 
the past and it was their belief that such deficits would continue if 
the liné was kept in service. 

Finance No. 13789. Michigan Central Railroad Co. asks authority 
to abandon that portion of its Caro branch extending from Bach to 
Owendale, approximately 5.65 miles, in Brookfield township, Huron 
county, Mich., and New York Central Railroad Co., lessee, asks au- 
thority to abandon operation thereof. According to the application, 
the line sought to be abandoned has for a long time been operated at 
a distinct loss. It added that there was an immediate and urgent need, 
for the war effort, of the rail and other track material, that could be 
recovered through the dismantling of that portion of the line. 

MC F-1884. Frisco Transportation Co., St. Louis, Mo., asks au- 
thority to purchase the business and operations of G. W. Moore, dba 
City Transfer, Mount Vernon, Mo. 

MC F-1885. Utah Idaho Central Railroad Corporation, Salt Lake, 
Utah, asks authority to acquire control of Messinger Truck Line, Inc., 
Salt Lake, through ownership of 580 shares of its capital stock ($5,800). 

MC F-1886. J. W. Birkett, Washington, D. C., asks authority to 
purchase the motor operations between Washington, D. C., and Annap- 
olis and North Beach, Md., of Leslie L. Altmann, dba W. M. & A. 
Freight Lines, Washington, D. C., and temporarily to operate. 
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MC F-1887. Motor Cargo, Inc., Akron, O., asks authority to pur. 
chase operating rights of White’s Express Co., Inc., Baltimore, Md. 
(Thomas Reamer and Everett H. Gue, receivers), and temporarily to 
operate under lease. 

MC. F-1888. Lang Transportation Corporation, Vernon, Cailif., 
asks authority to purchase for $8,400 operating rights covering the 
transportation of petroleum products in tank trucks from points within 
a radius of 30 miles of Los Angeles, Calif., to points in Nevada within 
a radius of 80 miles of Silver Peak, Nev., of Northern Transportation 
Co., Los Angeles, Calif. 

Finance No. 13790. Elkhart & Santa Fe Railway Co., and Atchi- 
son, Topeka & Santa Fe Kailway Co., jointly ask the Commission to 
permit abandonment by the former of its lines extending from a point 
near Boise City, Okla., to Clayton, N. M., 30.12 miles, and from Mt. 
Dora, N. M., to a point near Farley, N. M., 35.64 miles, and abandon. 
ment of operation by the latter company. The Atchison, Topeka & 
Santa Fe also asks authority to discontinue operation over the line of 
the Colorado & Southern Railway Co., between Clayton and Mt. Dora, 
N. M., 17.34 miles. Abandonment is asked by reason of the small 
volume of traffic handled and operating deficits. 

Finance No. 13791. Pere Marquette Railway Co. asks authority 
to abandon its branch line extending from a connection at North 
Greenville to a point in Howard City, Montcalm County, Mich., 17.64 
miles, because of deficits from operation. 

MC F-1890. Sunset Motor Lines, San Angelo, Tex., asks authority 
to extend for 5 years from September 15 lease of rights between San 
Angelo and Sweetwater, Tex., of D. M. Ott, dba S. & S. Truck Line, 
San Angelo, Tex. 

MC F-1891. Centra! Greyhound Lines, Inc., of New York, Syra- 
cuse, N. Y., asks authority to acquire the motorbus business, motor 


busses and operating rights of Champlain Coach Lines, Inc., New York, 
ae 


UNCONTESTED FINANCE CASES 

Report and certificate in F. D. No. 13716, Chicago & North Western 
Railway Co., truste abandonment, permitting abandonment by Charles 
M. Thomson, trustee of the Chicago & North Western Railway Com- 
pany, of a branch line of railroad in Lawrence county, S. D. Ap- 
proved. 

Report and order in F. D. No. 13756, St. Louis-San Francisco Rail- 
way Co. trustees’ equipment trust certificates, granting authority to 
assume obligation and liability in respect of not exceeding $2,120,000 
of St. Louis-San Francisco Railway equipment trust of 1942, 2 per cent 
serial equipment-trust certificates, to be issued by the Guaranty Trust 
Co., of New York as trustee, and sold at 99.2599 and accrued dividends 
in connection with the procurement of certain new equipment. Ap- 
proved. 

Report and order in F. D. No. 13719, Atlantic & East Carolina 
Railway Co. notes, authorizing issuance of not exceeding $45,000 of 
serial notes, to be delivered at par to the Atlantic & North Carolina 
Railroad Co. and the proceeds used in partial reimbursement for the 
expenditures made in purchasing certain locomotives. Approved. 

Report and certificate in F. D. No. 13724, Norfolk & Western 
Railway Co. abandonment, permitting abandonment by the Norfolk & 
Western Railway Co. of a portion of a branch line of railroad in 
Roanoke County, Va. Approved. 

Report and certificate in F. D. No. 13672, Great Northern Railway 
Co. operation and acquisition, authorizing operation and acquisition 
by the Great Northern Railway Co. of certain lines of railroad in Flat- 
head County, Mont. Approved. 

Report and order in F. D. No. 13741, Atlantic & North Carolina 
Railroad Co. notes, granting authority to issue not exceeding $71,500 
aggregate face amount, of 3 per cent unsecured promissory notes, pay- 
able to the order of the state of North Carolina, to be given to evi- 
dence a loan of a like amount to be used to purchase certain proper- 
ties and to be advanced to applicant’s lessee company. Approved. 

Report and certificate in F. D. No. 13748, Southern Pacific Rail- 
road Co. et al. abandonment, permitting abandonment by the Southern 
Pacific Railroad Co. and abandonment of operation by the Southern 
Pacific Co., lessee, of a line of railroad in San Francisco County, 
Calif. Approved. 


MOTOR FINANCE CASES 

MC-F-1873, John E. Vallerie, et al—Purchase—Post Motor Lines, 
Inc. 

Application for authority under section 210a(b) of John E, Vallerie, 
Albert E. Vallerie and Stanley Dabrowski, a partnership doing business 
as Vallerie’s Transportation Service, of Norwalk, Conn., for temporary 
operation of a portion of the motor-carrier rights of Post Motor Lines, 
Inc., of Waterbury, Conn., granted June 15, 1942, subject to conditions. 

MC F-1865, Frisco Transportation Company, purchase—Theodora 
A. Bryan. Application for authority under section 210a(b) of Frisco 
Transportation Company of St. Louis, Mo., for temporary operation of 
motor-carrier rights and properties of Theodora A. Bryan, doing 
business as Midwest Freight Lines, of Wichita, Kans., granted June 
15, 1942, subject to conditions. 

MC F-1876, Royal Transit, Inc., purchase—Motor Transit Com- 
pauy. Application for authority under section 210a(b) of Royal Transit 
Inc., of Chicago, Ill., for temporary operation of motor-carrier rights 
and properties of Motor Transit Company, of Cleveland, Ohio, granted 
June 15, 1942, subject to conditions. 

No. MC-F-1643, United Transports, Inc., purchase—S. and C. 
Transport Co., embracing No. MC F-1644, Commercial Carriers, Inc., 
merger—S. and C. Transport Co. 

1. Purchase by United Transports, Inc., of certain operating 
rights of S. and C. Transport Co., approved and authorized, subject 
to condition. 

2. Merger into Commercial Carriers, Inc., of operating rights and 
properties of S. and C. Transport Co., approved and authorized. 

3. Application in No. MC F-1643 denied in certain respects. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Truck Service by Burlington 


By purchase of the vendor’s operating rights, the railroad- 
owned vendee would greatly increase efficiency of the parent 
railroad organization’s merchandising service and would make 
possible the release of freight cars for “other purposes of urgent 
need,” said Examiner Fabian C. Cox in a proposed report in 
MC F-1756, Burlington Transportation Co., Chicago, Ill.—Pur- 
chase—Hartell Truck Lines, Inc., Denver, Colo. 

The examiner recommended authorization of the proposed 
purchase by the Burlington truck line, for $65,000, of certain 
physical property and the operating rights of Hartell Truck 
Lines as a motor common carrier of general commodities over 
regular routes between Denver, Colo., and Billings, Mont., be- 
tween Casper, Wyo., and Billings, and between Greybull, Wyo., 
and Deaver, Wyo., serving specified intermediate and off-route 
points. He noted relationship of the vendee to the Chicago, 
Burlington & Quincy and to the Colorado & Southern Rail- 
way Co. 

Examiner Cox said the vendor’s traffic had increased every 
year since it began operation, but that it had suffered from 
inadequate finances and facilities, and that the vendee had 
advanced about $26,000 of the purchase price to pay certain of 
vendor’s obligations and had been given a mortgage on the 
equipment to secure the advancement. 

“At present,” he continued, “freight moves by rail from 
points east of Wyoming to Casper and Billings, and thence by 
tri-weekly train service to destination, the railroad hauling 
approximately 2,000,000 pounds of less-than-truckload freight 
per year into the considered territory. Under the proposed 
plan, daily service would be provided by truck on less-than- 
truckload shipments from these points to destination, but the 
rail schedules would be continued as to carload lots... . 


“The railroad has served the considered territory for at 
least 15 years. . . . As indicated, of the 60 points served by 
vendor, 49 are either stations on the railroad, not more than 
10 miles from such a station, or are served by no other common 
carrier. ... Restrictions proposed herein with respect to service 
at points more than 10 miles from a station on the railroad 
and served by other carriers would protect carriers competing 
with vendor at such points.” 


The proposed report showed that the Billings Traffic Bureau 
had appeared in support of the application and that 13 motor 
carriers were protestants. 


Portland, Ore., Switching Charges 


“Defendants’ publication in their tariffs of rules which 
provide for the absorption of connecting-line switching charges 
to plants of complainant’s competitors at Portland while re- 
fusing to make such absorption of switching charges to com- 
plainant’s plant in the same community is an unreasonable 
practice and results in charges that are unwarranted,” said 
Examiner John Davey in a proposed report in No. 28536, Albers 
Milling Co. vs. Great Northern, et al. 


Complainant, said the examiner, refused to pay a switching 
charge of $6.44 a car of The Northern Pacific Terminal Co. of 
Oregon, a defendant in the complaint, with respect to 22 car- 
loads of wheat shipped by complainant subsequent to September 
18, 1938, from Odessa, Wash., to its plant in Portland, Ore. He 
noted that the Great Northern filed suit in the Superior court 
of King county, Wash., to recover the switching charges, and 
that the complainant in the instant proceeding sought, among 
other things, a waiver of the alleged undercharges. He said a 
motion by the terminal company for dismissal of the complaint 
as to it should be overruled, as to $6.44 switching charge here 
in issue was not to be retained by the line-haul carrier, the 
Great Northern, but was to be paid over to the terminal com- 
pany. 

_ “In justification of the total charges,” said the examiner, 
“it is shown that the present grain rates to Portland from Great 
Northern local territory in Washington, which includes Odessa, 
are not on the maximum bases permitted in Grain and Grain 
Products, 205 I. C. C. 301. The line-haul rate from Odessa per- 
mitted in that proceeding, with the increases since authorized, 
would be 26 cents. Under the rate of 25 cents, average loading 
of 89,740 pounds, plus the switching charge of $6.44, the over-all 


resultant charge is 25.72 cents, or less than permitted for the 
line-haul alone in the proceeding cited... .” 

He said the evidence disclosed that complainant was to be 
charged a line-haul rate plus a switching charge, while com- 
petitors and other dealers in the same commodity in the same 
terminal area and on the rails of the switching carrier com- 
plained of, were charged only the single rate of the line-haul 
carrier from point of origin to their plants. Neither millers 
nor maltsters could hope to remain long in business against 
competitors located on sidings a few blocks away who had an 
advantage in transportation costs in excess of $6 a car of grain, 
he observed. He added that defendant’s practices regarding 
absorption of switching charges at Portland were not in all 
respects the same to all industries and that this resulted in an 
inequality of treatment among various shippers because the 
terminal railroad properties were not open to all users on fair 
and equal terms. In conclusion, he said: 


The Commission should find that the defendants’ rules and prac- 
tices complained of are, and for the future will be, unjust and unrea- 
sonable to the extent that they fail to provide for the absorption of 
connecting-line switching charges on interstate shipments of grain to 
Albers Milling Co. at Portland, to the same extent, and under substan- 
tially the same conditions, as those under which connecting-line switch- 
ing charges are absorbed on interstate shipments of grain to compet- 
ing mills at Portland. 

The Commission should further find that the defendants’ rules 
and practices of absorbing connecting-line switching charges on so- 
called competitive traffic to certain mills at Portland and declining 
to do so when no such competition exists on like traffic moving be- 
tween the same points, is, and for the future will be, unjustly dis- 
criminatory against shippers and receivers of such traffic at Portland 
who are required to pay connecting-line switching charges. An order 
should be entered authorizing defendants to waive collection of under- 
charges to the basis of the charges herein found reasonable and non- 
discriminatory. Defendants should be required to establish reasonable 
and nondiscriminatory rules and practices for the future. 


Rail Storage at Baltimore 


A condemnation of the practices of railroads and their sub- 
sidiary or affiliated warehouses at Baltimore, Md., alleged to 
result in concessions from the published rates of the railroads, 
is proposed by Examiner J. P. McGrath in No. 28420, Storage 
Practices of Railroads at North Atlantic Ports,—Baltimore, Md. 
The concessions, according to the examiner’s conclusion, is 
caused by the furnishing of commercial storage for shippers at 
less than the cost thereof. 

Examiner McGrath says the Commission should find the 
commercial storage, that is, storage beyond that required for 
the receipt and delivery of traffic, of certain commodities, wood- 
pulp and sugar among others result in concessions. The in- 
vestigation was instituted by the Commission, on its own initia- 
tive. It may be regarded as a sequel or outgrowth of Ex Parte 
No. 104, a Commission instituted inquiry into the practices of 
railroads in the performance of terminal services. 


This particular phase might be called an outgrowth of 
Propriety of Operating Practices, New York Warehousing, 198 
I. C. C. 134; 216 I. C. C. 291 and 220 I. C. C. 102. The Com- 
mission condemned practices at New York. The case was 
taken to the Supreme Court of the United States in Baltimore 
& Ohio vs. United States, 305 U. S. 507, that tribunal sustaining 
the Commission. 


Baltimore commercial interests contended that, in effect 
this was a case brought by the New York Port Authority be- 
cause of what had happened at that port and that the Com- 
mission, in handling it, had not proceeded as if it were a formal 
complaint case. Many petitions for dismissal or continuance 
were denied by the Commission. The examiner said that han- 
dling of the matter was not exceptional and that all those 
interested had had opportunity to be heard and to cross ex- 
amine witnesses. 

The investigation went minutely into the cost of operating 
the warehouses for contrast with the amount of money received 
for space therein, the conclusion being that the rental received 
for space was less than the cost of providing it. The respondent 
railroads, the report said, admitted that their charges for the 
storage and handling of woodpulp, for illustration, were less 
than the cost thereof. They contended, in substance, said the 
examiner, that that, in itself, was insufficient to require an up- 
ward revision of the charges. They contended their charges 
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were governed by competitive conditions caused by independent 
warehouses and that, regardless of such competition, were based 
on the fair value of the services rendered. 

Examiner McGrath said the record did not bear out the 
contention that the storage rates of their subsidiary or affiliated 
warehouses were controlled by competition. The examiner 
said that by performing, directly or indirectly through sub- 
sidiary companies, for shippers, in interstate commerce, storage 
and handling services which were not within their common 
carrier obligations, at rates which failed to compensate them 
for the costs, carriers subject to the interstate commerce act 
thereby reduced, below their published rates, the transporta- 
tion charges paid by shippers for which such services were 
performed. The concessions thereby made, said the examiner, 
would result in violation of section 2 and departed from their 
published tariffs in violation of section 6. The examiner said 
the Commission should issue a cease and desist order. 

One of the respondent carriers was the Canton Railroad, 
controlled by the Canton Company, an investment company, 
the latter not being subject to the interstate commerce act. 
The examiner said, however, the company in operating a ware- 
house in which the railroad stored sugar, was in effect the 
alter ego of the railroad. He said the railroad violated the 
spirit, if not the letter of sections 2 and 6(7). Prompt cor- 
rective action, the examiner said, would be taken. In view of 
the frankly admitted purpose of the Canton Company of pro- 
viding storage and warehousing services primarily for the bene- 
fit of its subsidiary railroad, its rates and charges for these 
services should not be less than the published rates and charges 
of its subsidiary railroad for like services. 


WARTIME TRUCK RIGHTS 

Grant of temporary authority to Chicago-Detroit Express, 
Inc., and Rogers Cartage Co., both of Chicago, IIl., to operate 
to December 31, 1944, as common carriers by motor vehicle, is 
proposed in two reports served June 16. 

In MC 23456, Sub. 1, Chicago-Detroit Express, Inc., Ex- 
tension of Operations, joint board 73 has recommended grant 
of temporary authority to transport general commodities, in- 
cluding “dangerous explosives” and “ammunition,” in Michigan, 
Illinois and Indiana. In MC 64932, Sub. 8, Rogers Cartage Co., 
Extension—Common Carrier Application, Examiner Walter W. 
Bryan has recommended grant of temporary authority to trans- 
port petroleum products, in bulk, in tank carloads, from East 
Chicago, Ind., to specified points in Illinois, Michigan and Iowa. 

It was found that there was immediate and urgent need 
for the proposed services as they were in furtherance of the 
war effort. The joint board and the examiner in their respec- 
tive reports said they were convinced that permanent authority 
was not required but that temporary authority should be pro- 
vided, citing section 210(a) of the motor carrier act, as amended 
by the second war powers act of 1942. That section authorizes 
the Commission to grant temporary authority to a motor car- 
rier, to provide service for which there is an immediate and 
urgent need for such time as the Commission should specify, 
but not beyond December 31, 1944. 


ST. J. & G. |. ET AL. ABANDONMENT 


Examiner J. S. Prichard, in a proposed report in Finance 
No. 13640, St. Joseph & Grand Island Railway Co. et al., Pro- 
posed Abandonment, has recommended that the Commission, 
division 4, find that the present and future public convenience 
and necessity are not shown to permit abandonment by that 
road of its branch line extending 6.84 miles from Stout to 
Highland, Kan., or abandonment of operation thereof by the 
Union Pacific. The Grand Island is a subsidiary of the Union 
Pacific, controlled through capital stock ownership and by 
lease. The proposed abandonment was opposed by grain and 
live stock interests of the tributary territory and by the St. 
Joseph Chamber of Commerce and the St. Joseph Grain Ex- 
change on the ground, chiefly, that there would be sufficient 
rail shipments in the future to warrant continued operation. 
Among other things, they said rail shipments of grain had been 
withheld for the last three years because large quantities had 
been sealed in storage by the U. S. government and that 
eventually such grain would be moved over the branch. 


TRUCK RIGHTS SALE TO CRICHTONS 


At a further hearing, after the proceeding had been re- 
opened on petition of the vendees, the vendor submitted evi- 
dence sufficient to show that it had not abandoned operations 
and that it was a motor carrier within the meaning of section 
5 of the act, and in view of all the evidence the Commission 
should grant the authority sought, said Examiner Frank A. 
Clifford in a proposed report on further hearing in MC F-1674 
Andrew B. Crichton et al. (dba Super Service Motor Freight 
Co.), Nashville, Tenn., purchase—C. & H. Motor Express, Inc., 
New York, N. Y. 


TRAFFIC WORLD 


The examiner noted that the first proposed report in this 
case recommended dismissal of the application with the ex- 
planation that the vendor had refused voluntarily to produce 
a qualified witness or witnesses having knowledge of its op- 
erations for the purpose of establishing, among other things, 
that the vendor was a motor carrier. He said the Crichton 
partnership sought authority for purchase of the vendor line’s 
operating rights as a motor common carrier of general com- 
modities between Philadelphia and New York City, for $5,500. 

“The record now conclusively shows that vendor is pres- 
ently, and has been for some time past, operating under its 
certificate between New York and Philadelphia and is, there- 
fore, a ‘carrier’ within the meaning of section 5 whose prop- 
erties may be authorized to be purchased,” said Examiner 
Clifford. He averred that arguments by protestants in sup- 
port of a motion they made for still another hearing lack merit. 


WARTIME TRUCK RIGHTS 


Joint board No. 76, composed of Richard H. Barkell, of 
Michigan, has recommended a grant of temporary authority, 
under section’ 210(a) of the act, as amended by the second 
war powers act of 1942 (see Traffic World, April 4, p. 923), 
to the applicant in MC 50034, Sub. No. 4, Saunders & Douglass 
Motor Freight Service, Inc., Logansport, Ind., Extension of 
Operations. In a proposed report in that proceeding, the joint 
board said it was convinced that permanent authority was not 
required, but that there was an immediate and urgent need 
for the proposed service, and that there was not available any 
carrier service capable of meeting such need. It said the 
Commission should authorize operation by the applicant, to 
December 31, 1944, in transportation of general commodities 
from Ypsilanti, Mich., to Detroit, Mich., over a specified route, 
serving all intermediate points, and between Ypsilanti and 
Trenton, Mich., and serving all off-route points within eight 
miles of Detroit. 


ST. LOUIS & HANNIBAL ABANDONMENT 


Examiner Paul C. Albus in a proposed report in Finance 
No. 13682, St. Louis & Hannibal Railroad Co. Abandonment, 
has recommended that the Commission, division 4, find that 
the present and future public convenience and necessity permit 
abandonment by that road of its branch line extending ap- 
proximately 17.8 miles from Ralls Junction to Perry, in Ralls 
county, Mo. It was apparent from the record, said the report, 
that there was insufficient available rail traffic to warrant con- 
tinued operation of the line. The net salvage value of recov- 
erable property is estimated at approximately $30,000. 


MICHIGAN TRUCK TRANSACTION 

Because of the long discontinuance of operations by the 
vendor over the considered route, it would not be consistent 
with the public interest to authorize purchase of the vendor's 
operating rights and reinstitution of operations thereunder by 
the applicant, Examiner Fabian C. Cox concluded in a proposed 
report on further hearing in MC F-1267, Western Michigan 
Transportation Co. (now Associated Truck Lines, Inc.), Grand 
Rapids, Mich.—Purchase—Nelson Truck Lines, Inc., Cadillac, 
Mich. The examiner recommended denial of the application 
of Associated Truck Lines for authority to purchase operating 
rights of Nelson between Manistee and Cadillac, Mich., and 
noted that such authority was denied by the Commission in the 
prior report, 36 M. C. C. 743, on the ground that purchase of 
the vendor’s confirmed rights in MC 52685, to operate between 
Manistee and Cadillac, apart from the remainder of the Cadil- 
lac-Detroit route, would not be consistent with the public 
interest. 


TEMPORARY MOTOR AUTHORITY 
In a report in MC 17593, Sub. 7, Pierce Auto Freight Lines, 
Inc., Common Carrier Application, joint board 172 has recom- 
mended that the Commission issue a certificate authorizing the 
applicant temporarily to operate, to December 31, 1944, as a 
common carrier of general commodities from and to a point 
located northwest of Eugene, Ore., as an off-route point in con- 
nection with applicant’s present operation. The joint board 
said it was convinced that temporary authority should be pro- 
vided, but not permanent authority, citing section 210(a) of the 
motor carrier act, as amended by the second war powers act of 
1942. That section authorizes the Commission to grant tem- 
porary authority to a motor carrier, to provide service for which 
there is an immediate and urgent need for such time as It 

should specify, but not beyond December 31, 1944. 


BARRELS 
No. 28772, St. Louis Cooperage Co. vs. N. Y. C., et al. By 
Examiner L. J. P. Fichthorn. Dismissal proposed. Rate of 38 
cents charged on new wooden tight barrels, shipped in Feb- 
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ruary, 1941, from St. Louis, Mo., to Terre Haute, Ind., inap- 
plicable resulting in undercharges. Charges of $82.31 a car 
were collected. The applicable charges, the examiner said, 
were $93.42 a car. 


LUMBER REPARATION 


No. 27900, Atlas Lumber Co., et al. vs. B. & O., et al. By 
Examiner J. Edgar Snider. On further hearing, reparation 
totaling more than $26,000, plus interest, found due com- 
plainants, and ordered paid, under findings in prior report, 237 
I. C. C. 55, that rates on lumber and articles taking the same 
rates from points in Virginia, West Virginia and Kentucky to 
destinations throughout official territory were unreasonable. 
The examiner proposed award of reparation to complainants 
that offered proof of the paying and bearing of charges on all 
shipments known to have had origin and destination within 
official territory. He said reparation should be denied on all 
shipments having origin or destination outside of official terri- 
tory and on transited shipments where either the origin or 
destination was unknown. As to all complainants and inter- 
veners found not entitled to reparation, he said the proceedings 
should be dismissed for want of prosecution. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


Connecticut (New Haven)—-MC 95744, Sub. 1, Atlantic 
Transportation Co., Inc., extension. Permit proposed. Specified 
commodities, from Elizabeth, N. J., to Somerville, Mass., and 
from Somerville to New Haven, Conn., Springfield, Mass., and 
Providence, R. I., with return of damaged or refused shipments 
to Elizabeth or Somerville. 

Pennsylvania (Philadelphia)—-MC 77649, Sub. 1, Robert 
P. Quigley, extension. Denial of certificate proposed. Paper 
boxes, paper, paper stock and waste paper in Pa., N. J., N. Y. 
and Conn. 

Oregon (Eugene)—MC 66952, A. C. Farrington and Bessie 
K. Farrington, common carrier, embracing Sub. 1, Same, ex- 
tension. Certificate proposed as to continuance of operation, 
household goods, between points in specified counties in Ore. 
Public convenience and necessity proposed to be found not to 
require operation as a common carrier of general commodities 
and household goods between points in Ore., and application 
66952, Sub. 1, proposed to be denied. 


California (Los Angeles)—-MC 37375, Sub. 7, B. W. Belyea, 
extension. Certificate proposed. Specified commodities be- 
tween points in Los Angeles county, Calif., on the one hand, 
and points in Nev., on the other. 


Pennsylvania (Boyertown)—MC 21866, Sub. 5, Winfield 
Alfred West, extension. Denial of certificate proposed. Fruit 
juices, Boyertown to points in N. J., and empty containers on 
return. 


New Jersey (Jersey City)—MC 15167, Sub. 10, Cullum 
Trucking Co., extension. Permit recommended. Inedible vege- 
table oils, in bulk, in tank trucks, between Edgewater, N. J., 
and Baltimore, Md. 


Rhode Island (Providence)—-MC 61019, Sub. 1, Fish Trans- 
port Co., Inc., extension. On further hearing, prior report, de- 
cided January 15, 1941, proposed to be modified and certificate 
granted as to fish (including shell fish), processed fish, fish liv- 
ers, and fish oils and fish scrap, in containers, from points in 
Barnstable county, Mass., to Buzzards Bay, Mass., thence over 
U. S. highway 6 through New Bedford, Mass., to Providence, 
R. I., with service at all intermediate points between Buzzards 
Bay and New Bedford for pick-up only, and at New Bedford 
for delivery only. 

Pennsylvania (Mt. Pleasant)—-MC 103328, Joseph H. Hiti, 
contract carrier. Denial proposed. Specified commodities in 
Md., and Pa. 

New York (Amsterdam)—MC 103219, Albert Wilson, com- 
mon carrier. Denial proposed. Household goods, between 
Amsterdam and points in N. Y., O., Pa., N. J., Conn., Mass., 
Vt., N. H., and Me. 

New Jersey (Rutherford)—-MC 66582, Sub. 10, Jersey City 
& Lyndhurst Bus Co., Inc., extension. Certificate proposed. 
ee and their baggage over a specified route in Fort 

ee, N. J. 

Massachusetts (Boston)—-MC 65413, Alden Motor Trans- 

portation Co., Inc., common carrier. Certificate proposed. 
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Continuance of operation, specified commodities from and to 
points in Mass., and R. I. 

lowa (Hastings) —-MC 53462, Sub. 1, A. V. Clites, extension. 
Certificate proposed. Specified commodities to and from points 
in Ill., Ia., and Neb. 

Idaho (Twin Falls)—MC 31387, Sub. 2, J. L. Schwinn, 
extension. Certificate recommended. Passengers, baggage, 
iia mail and newspapers, between Shoshone and Bellevue, 
Ida. 

Ohio (Toledo)—MC 14211, Sub. 2, Frank Cartage Co., ex- 
tension. Certificate recommended. General and specified com- 
modities between points within Ohio. 


New Jersey (Newark)—MC 3647, Sub. 10, Public Service 
Interstate Transportation Co., extension. Certificate proposed. 
Passengers and their baggage, between the junction of Teaneck 
Road and Tryon Avenue, in Teaneck, N. J., and the junction 
of Palisade Avenue and Knickerbocker Road, in Englewood, 
N. J 


Indiana (Fort Wayne)—-MC 2974, Sub. 2, O. I. M. Transit 
Corporation, extension. Certificate proposed. General com 
modities, between Chicago, Ill., and Waterloo, Ind. 


New York (Poughkeepsie)—-MC 96470, Raymond Cacchio, 
common carrier. Certificate proposed. Passengers and their 
baggage in special operations on non-scheduled service, limited 
to 7 passengers and the chauffeur a single vehicle, between 
Poughkeepsie, N. Y., and points in Vt., N. H., Mass., Conn., 
R. 1. and N. J. 

Pennsylvania (Allentown)—-MC 52820, M. H. Hummel, 
common carrier. Certificate proposed. Continuance of opera- 
tions, specified commodities, in N. J., N. Y., and Pa. 

New Jersey (Rosenhayn)—MC 60612, Sub. No. 2, Samuel 
Tischler. Denial of certificate proposed. Canned goods, truck- 
loads, from points in Cumberland County, N. J., to points in 
Mass., R. I., Conn., N. Y.,. N..d., Pa.,.Md:, Del. Va:, N: €.,. S.C. 
and D. C., over irregular routes 


Texas (Texarkana)—MC 59488, Sub No. 9, Southwestern 
Transportation Co. Certificate proposed. General commodities, 
with exceptions, to and from points within five miles of Waco, 
Tex., as intermediate and off-route points to its presently 
authorized regular-route operations. 

Pennsylvania (Richboro)—-MC 48212, Sub. No. 2, T. Russell 
Lownes. Denial of certificate proposed. Wallpaper in Del., 
Md., Pa., Va. and D. C., from South Langhorne and Hulme- 
ville, Pa., to Richmond, Va., over irregular routes. 

Texas (Marfa)—-MC 34348, Sub. No. 3, Raymond Emery 
Baygent. Certificate proposed. Passengers, baggage, express, 
newspapers and mail between Alpine and McCamey, Tex., over 
U. S. Highway 67, with service at all intermediate points. 

Kansas (Lancaster)—-MC 33176, Sub. No. 1, J. F. Bloomer. 
Certificate proposed. Grain, feed and seed from Lancaster and 
points within 12 miles thereof to St. Joseph, Mo., over irregular 
routes. 


Pennsylvania (Port Matilda)—-MC 29515, Sub. No. 1, Earl 
Byron Bartley. Denial of certificate proposed. Automobiles 
from Detroit, Mich., to points in 12 specified counties in Pa. 
and one in Md., over irregular routes. 


New Jersey (Ridgefield)—-MC 10197, Sub. No. 3, Maco 
Trucking Co., Inc. Certificate proposed. Gas in cylinders and 
cylinder parts from North Bergen, N. J., to Newburgh, N. Y., 
over specified routes, and empty cylinders used in the trans- 
portation of gas, on return. 

New Jersey (Newark)—MC 3647, Sub. No. 34, Public Serv- 
ice Interstate Transportation Co. Certificate proposed. Pas- 
sengers and baggage between Fort Dix (Wrightstown), N. J., 
and Manhattan, New York, N. Y., over specified route to 
and through Holland tunnel or over alternate route to and 
through Lincoln tunnel, serving no intermediate points. 

New Mexico (Gallup)—-MC 102325, Sub. 2, Joseph Montag, 
extension. Certificate proposed. Specified commodities, from 
and to points in specified counties in N. M. 

Tennessee (Nashville)—-MC 78622, Sub. 34. Hoover Motor 
Express Co., Inc., extension. Certificate recommended. Gen- 
eral commodities, with exceptions, between Atlanta and Con- 
ley, Ga. 

Pennsylvania (Philadelphia)—-MC 44182, Sub. 1, W. W. 
Smith, extension. Certificate proposed. Lumber and lumber 
products, Bristol to Eddington, Pa. 

lowa (Malvern)—-MC 25932, Sub. 1, John Waller, exten- 
sion. Certificate proposed. Live stock, between Malvern, Ia., 
and points in Ia. and Neb., within 25 miles thereof, on the one 
hand, and St. Joseph and Kansas City, Mo., and Kansas City, 
Kan., on the other. 


Tennessee (Elizabethton)—-MC 12260, Carpenter Tours, 
broker application. License proposed. Operation as a broker 
of transportation of passengers and their baggage at Elizabeth- 
ton, Tenn., and Boone, N. C., between points in the eastern 
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portion of Tenn., and western portions of N. C. and Va., on the 
one hand, and points in the U. S., on the other. 

New York (New York)—MC 11861, Sub. 1, Fullerton Truck- 
ing Co., Inc., extension. Permit proposed. Building tile, con- 
duits, and brick, points in Middlesex county, N. J., and those 
in the New York, N. Y., commercial zone, to points in N. J., 
Pa., N. Y. and Conn. 

Pennsylvania (Philadelphia)—-MC 103414, Thomas McDon- 
ald, contract carrier. Denial proposed. Corrugated fibreboard 
boxes, Philadelphia to points in N. Y., Del., Md. and N. J.; re- 
jected and returned shipments of corrugated fibreboard boxes, 
and scrap or waste paper from points in the states named to 
Philadelphia; and corrugated fibreboard boxes from Baltimore 
to Philadelphia. 

New Jersey (Elmer)—MC 103351, William H. Beal, Jr., 
contract carrier. Permit proposed. Lime and limestone, truck- 
loads, points in Pa. to points in N. J. 

Kansas (Salina)—-MC 40215, Sub. 2, Ray Richardson, ex- 
tension. Denial of certificate proposed. Household goods be- 
tween all points in Ark., Colo., Ill., Ind., Ia., Kan., Ky., La., 
Minn., Mo., Mont., Neb., N. M., N. Y., N. C., N. D., O., Okla., 
Pa., S. C., S. D., Tenn., Tex., Va., Wis., Wyo., W. Va. and D. C. 

Florida (Orlando)—-MC 49423, Sub. 2, G. J. Creeden, ex- 
tension. Permit proposed. Specified commodities, to and 
from designated points in Fla. and Ga., as an extension of appli- 
cant’s presently authorized regular-route operations. 


Michigan (Detroit)—-MC 5655, Sub. 4, Great Central Trans- 
port Corporation, extension. Certificate proposed. - General 
commodities, with exceptions, between Jackson, Mich., and New 
Buffalo, Mich. 


New York (Cohoes)—MC 171, Cohoes Trucking Co., Inc., 
common carrier. Certificate proposed. Continuance of opera- 
tion, general commodities, with exceptions, between points on 
and north of New York highways 7 to Troy and 2 thence east- 
ward to the state line in Albany, Rensselaer, Washington and 
Saratoga counties, N. Y., on the one hand, and points in Mass., 
R. I., Conn., N. Y. and N. J., on and north of New Jersey high- 
way 33, on the other. 


Virginia (Grottoes)—-MC 102879, John H. Davis, common 
carrier. Certificate proposed, on further hearing. General 
commodities, with exceptions, between Grottoes, Va., on the 
one hand, and points within 10 miles thereof, on the other. 


Coal to Youngstown 


With a view to determining whether coal rates from points 
in Pennsylvania, including ports on the Ohio River, in Maryland 
and West Virginia, to Youngstown, Warren, Niles, Struthers 
and Lowellsville, O., and Millsville, Sharon and Leesburg, Pa., 
are in violation of any provision of the interstate commerce 
act, the Commission, on its own motion, has instituted an in- 
vestigation, No. 28825, Bituminous Coal to the Youngstown 
district. 

One of the facts in the rates to that territory is that there 
is a community of interest between owners of mines and rail- 
roads used in transporting their product. Some of the trans- 
portation is over a private railroad and much of it is over 
what are commonly called industrial short lines. Facts with 
regard to the inter-relations have been developed in proceed- 
ings pertaining to the Pittsburgh, Lisbon & Western. Many, 
if not all of them, have been made respondents in the inquiry, 
as well as railroads not regarded as affiliated with any indus- 
trial interest on account of their participation in joint rates. 

Recently there has been a revival of talk, it is understood, 
in favor of the construction of a canal to bring coal into the 
region, particularly for use in industries. The question as 
to whether it would be in the public interest to construct the 
canal or in the alternative, have the railroads reduce their 
rates to a level of rates via the canal deemed probable, was 
discussed by the Commission in a report to President Roose- 
velt in the early part of 1940. It was based on a report of 
army engineers concerning the project. It said the perma- 
nent rate reductions of the type and magnitude specified in 
the inquiry would not be economically justified prior to the 
construction of the canal, for the reason that on the informa- 
tion then available, the reductions could not be confined to the 
traffic of those who would be expected immediately and di- 
rectly to benefit by construction of the proposed waterway; 
that the gross revenue loss to the railroads would be about 
$35,000,000 a year and possibly more; that the railroads could 
ill afford, then or in the future, to lose revenue in such an 
amount; and that the public had a vital interest in the protec- 
tion of the revenues of an agency the services of which were 
available the year around and to large and small shippers on 
equal terms. Motor carriers in a limited area, it added, would 
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to some extent be adversely affected by construction of the 
waterway. 

The day before the investigation was instituted arguments 
were made before the Commission on three applications of the 
Pittsburgh, Lisbon and Western, Finance Nos. 13494, 5 and 6 
to abandon the line between Signal and Lisbon, O., to issue an 
unsecured note for $400,000 and for the purchase and to operate 
a line between Signal and Columbiana, O. 

There is a division among the railroads as to the level 
of the rates on coal. The Pittsburgh, Lisbon & Western, in 
which the coal interest is great, favors lower rates to the 
Youngstown area. The trunk line railroads have fought ef- 
forts to reduce them. The trunk line, as part of the fight, es- 
tablished Ohio River terminals to compete with the river-rail 
routes of the mining interests inclined to give their tonnage 
to the P. L. & W. 

The White House influence, to a certain extent, has been 
counted as being on the side of the element in the Youngstown 
district fighting for the lower rates. The Commission, for the 
reason indicated in the report to President Roosevelt, has 
stabilized the rates to the extent of preventing rate cutting 
it indicated would impair the ability of the railroads to perform 
services for all shippers, great and small, on equal terms. 


Motor Traffic Pooling Plan 


The Transco System, Inc., in MC F-1883, application of 
Transco System, Inc., of Denver, Colo., for Authority to Pool 
Traffic, seeks authority to pool traffic within the meaning of 
section 5(1) of the interstate commerce act, if, after investi- 
gation, it should be determined, by the Commission, that the 
activities of the applicant requires such authority. The cor- 
poration is an organization of motor carrier lines not for 
profit. It declares the object for which the corporation was 
formed was to promote better relations between member 
companies and to improve relations of such companies with 
the general public. 

The members of the corporation are Brashear Freight 
Lines, Inc.; Buckingham Transportation Co.; Cotant Truck 
Lines, Inc.; Garrett Freightlines, Inc.; Hart Motor Express; 
Interstate Motor Lines, Inc.; Liberty Motor Freight Lines, 
Inc.; Trucking, Inc.; Watson Bros. Transportation Co., Inc.; 
and West Shore Transport Co. The Buckingham Transpor- 
tation Co., according to the corporation, has issued notice of 
withdrawal of its membership effective as of July 24, 1942. 

The applicant declares that in passing on applications for 
membership, its board of directors has attempted to refrain 
from accepting as members carriers whose operations would 
be competitive to operations of existing members. Competi- 
tion among the members, it said, was so negligible as to be 
practically nonexistent. There are no agreements or under- 
standings, says the application, between any two or more 
members, or between any one member or group of members 
and the corporation, which in any way limit the rights of any 
member to promote to the fullest extent any and all operations 
which he is authorized to conduct. No joint terminal facilities, 
says the corporation, are conducted by it for its members. 

The applicant says there is not at the present nor projected 
for the future, any arrangements or activities, either of the 
corporation or among the several members which would re- 
quire authority to “pool traffic’ within the meaning of sec- 
tion 5(1) of the interstate commerce act. 

In view of all these things, the corporation asks the Com- 
mission to make an investigation and that, on its conclusion, 
the regulating body dismiss the application on a finding that 
the activities of the corporation are not subject to the interstate 
commerce act. 


EXPRESS AGENCY AND L. C. L. FREIGHT 


The Commission has under consideration a letter from 
Henry S. Marx, general counsel of the Railway Express 
Agency, Inc., in which he asks Acting Chairman Aitchison 
whether the agency may transport, in addition to its express 
traffic, less-carload shipments of merchandise that have had 
immediately prior or subsequent rail movement. Mr. Marx 
expressed the view that such transportation would be lawful 
under existing certificates for motor operation issued to the 
agency by the Commission. 

Commissioner Aitchison advised the American Trucking 
Associations, Inc., of the matter and John V. Lawrence, general 
manager of the association, objected to the idea that the ex- 
press agency should be permitted to haul merchandise freight 
in less than carloads. He said there were motor carriers enough 
to handle all such traffic and that they should be permitted 
to do so. That position is the one motor carriers generally 
have taken in cases in which railroads have asked certificates 
for motor carriers controlled by them. 
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June 20, 1942 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. 8 orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. 5123, the Commission has suspended from 
June 14 until January 14, the operation of certain schedules 
as published in supplement No. 51 to Missouri Pacific Railroad 
Company’s tariff I. C. C. No. A-9458. The suspended schedules 
propose to restrict the application of cut-back rates on staves 
and other forest products (rough material), carloads, from 
origins in the Southwest to St. Louis, Mo., so that they will 
not apply when the outbound movement of the manufactured 
product is destined to points in the St. Louis, Mo., or East St. 
Louis, Ill., switching districts. 

In I. and S. 5124, the Commission has suspended from 
June 15 until January 15, the operation of certain schedules 
as published in supplement No. 19 to The Atchison, Topeka 
and Santa Fe Railway Company’s tariff I. C. C. No. 14154. 
The suspended schedules propose to cancel the free out-of-line 
haul service on grain originating on the Spearman branch of 
the Santa Fe in Oklahoma and Texas, transited at Wellington 
and other Kansas and Oklahoma stations, and reshipped to 
destinations in Texas. 

In I. and S. M-2030, the Commission has suspended from 
June 15 until January 15, the operation of certain schedules 
as published in supplement 23 to Southern Motor Carriers Rate 
Conference tariff MF-I. C. C. No. 204, supplement No. 29 to 
Agent R. S. Cooper’s tariff MF-I. C. C. No. 80, and certain other 
tariffs. The suspended schedules propose to increase the rates 
on various commodities in less-truckload and volume lots be- 
tween the Norfolk-Portsmouth, Va., district and various points 
in North and South Carolina and Virginia. 

In I. and S. M-2031, the Commission has suspended from 
June 15 until January 15, the operation of certain schedules 
published in supplement No. 3 to tariff MF-I. C. C. No. 4 of 
Agent G. F. Morgan, Washington, D. C. The suspended sched- 
ules propose to establish reduced rates on roofing materials, 
minimum 15,000 pounds, from York, Pa., to various points in 
Virginia, on shoe findings and articles grouped therewith, any 
quantity, from Gettysburg, Pa., to Winchester, Va., and on 
shoes, any quantity from Harrisonburg, Va., to Lancaster, Pa. 

In I. and S. M-2032, the Commission has suspended from 
June 17 until January 17, the operation of tariff MF-I. C. C. 
No. 1 of John S. Hyde, Westminster, Md. The suspended tariff 
proposes to establish new any-quantity commodity rates in cents 
a net ton from points and places within two miles of Hanover, 
Pa., to various points in Maryland. Rates of 75 cents to Reis- 
terstown and 100 cents to New Market are illustrative. 

In I. and S. M-2033, the Commission has suspended from 
June 17 and later, until January 17, the operation of certain 
schedules published in tariff MF-I. C. C. No. 22 of Riss & Co., 
Inc., and in supplement No. 8 to tariff MF-I. C. C. No. 8 of 
Wheelock Bros., Inc., both of Kansas City, Mo. The suspended 
schedules propose to establish in cents a 100 pounds, minimum 
15,000 pounds, reduced commodity rates of 30 cents on mac- 
aroni, noodles, spaghetti and vermicelli, and of 27 cents on 
animal or vegetable tallow, from Wichita, Kan., to Kansas City, 
Mo., in lieu of present higher class or commodity rates. 

In I. and S. M-2034, the Commission has suspended from 
June 17 until January 17, the operation in part of supplement 
No. 8 to schedule MF-I. C. C. No. 14 of Reid Bros. Express, 
Inc, Akron, O. The suspended schedules propose to establish 
new minimum charges on various articles used for rubber 
manufacture purposes from Watertown, Mass., to various points 
in New York, Ohio, Illinois and Indiana; on rubber gasoline 
tank lining from Watertown, Mass., to Buffalo, N. Y., and on 
books from La Porte, Ind., to Norwood, Mass. 

In I. and S. M-2036, the Commission has suspended from 
June 18 until January 18 the operation of tariff MF-I. C. C. 
No. 2 of Monroe & Davis Coal, Inc., Syracuse, N. Y. The sus- 
pended schedules proposed to establish new any-quantity rates 
on anthracite coal from points in Luzerne, Wyoming and Lacka- 
wanna counties, Pa., to Chittenango, Geneva, Oneida and Syra- 
cuse, N. Y., and from points in Carbondale Township, Lacka- 
wanna County, Pa., to many points in the state of New York 
The following is illustrative, rates in cents a net ton: 


Anthracite coal from Carbondale, Pa., to Binghamton, N. Y., pro- 
bosed rate, any quantity, 150; from Carbondale, Pa., to Oswego, N. Y., 
Proposed rate, any quantity, 285; from Carbondale, Pa., to Norwich, 
N. Y., proposed rate, any quantity, 210; from Scranton, Pa., to Geneva, 
N. Y., proposed rate, any quantity, 235. 


In I. and S. M-2035, the Commission has suspended from 
June 18 until January 18 the operation of certain schedules as 
published in Supplements 153, 125 and 121 to tariffs MF-I. C. 
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C. 5, 6 and 12 (W. L. Meyers’ series), respectively, of Agent 
Central States Motor Freight Bureau, Inc., and others. The 
suspended schedules propose the application of the truckload 
rate and truckload minimum weight on less-truckload ship- 
ments which occupy the loading capacity of a standard truck, 
resulting in increased charges. 


SHARP TALK IN SUSPENSION CASE 


The Southern Motor Carriers’ Rate Conference and the 
Norfolk Southern Bus Corporation, on one side, and the Office 
of Price Administration, on the other, exchanged sharply de- 
fined views with regard to rates between Norfolk, Va., and 
points in North Carolina, contained in motor carrier tariffs 
dated to be effective June 15. O. P. A. asked for their sus- 
pension and the rate bureau opposed suspension. Both sent 
their remarks to the Commission’s board of suspension. 

“The increases are so great as to be unjust and unreason- 
able per se,” said O. P. A., adding they were filed within about 
sixty days after the rates had been increased 6 per cent, un- 
der Ex Parte 148, so the effect was nothing other than a 
pyramiding of increases. It also said the proposing carriers 
were in a fine financial condition. O. P. A opposed the pro- 
posed increases because of the effect it said they would have 
on prices and the tendency of increasing prices to bring about 
inflation. 

Answering the allegation about the condition of the pro- 
posing carriers the rate conference said figures used by O. P. 
A., on that point, were too old to reflect the present condition, 
when by reason of the curtailment of water traffic through Nor- 
folk the business of the carriers had become much smaller and 
over-balanced. The conference referred only to O. P. A. It said 
it was apparent from the number of telegrams and letters re- 
ceived by the Commission, that someone, after the rates were 
published, agitated the filing of petitions for suspension. 

“Even the Norfolk Port Traffic Commission,” said the bu- 
reau, “made no objection until it became apparent that Leon 
Henderson, Price Administrator, would take an active part in 
this matter.” 


The conference said it failed to see how the proposed 
changes in freight rates on a few commodities into a limited 
territory, could in any way affect the general price structure. 
It said the rates had been sub-normal. It contended the tariffs 
showed no violation of the motor carrier act. 

The Commission suspended the protested tariffs in I. and 
S. M-2030, Various Commodities Between Virginia and North 
Carolina points. 


Class Rate Investigations 


Class I railroads have asked the Commission to suspend 
for the duration of the war the proceedings in No. 28300, Class 
Rate Investigation; No. 28310, Consolidated Freight Classifica- 
tion; MC C-150, Motor Freight Classification, and MC C-200, 
Motor Carrier Class Rate Investigation. They have asked that 
the hearing now assigned for September 22 at Indianapolis, Ind., 
- aa and 28310 be canceled (see Traffic World, June 

» Pp. : 


“All commerce and industry, including transportation, are 
so disturbed and distorted by war needs that present conditions 
afford no factual foundation for the prescription of a rate struc- 
ture for future publication,” say the rail carriers in their peti- 
tion, adding: 


No one is capable of forecasting the greater disturbances and dis- 
tortions which are to take place, or their duration, or of previewing 
the economic situation in this country at the war’s end. The parties 
will not have available to them material of substantial value for use 
as a basis for establishing a rate adjustment practically nation- 
wide in scope and to be applied under the unknown conditions of the 
future. Reference in some quarters to 1939 as a ‘‘normal’’ year is 
without a valid basis. It ignores the upheavals of recent months and 
their probable alteration of past conceptions of ‘‘normality.’’ Matched 
against existing conditions, 1939 is as obsolete as 1890. Unless the 
general facts of commerce and transportation of that year are re- 
established—and no one can gauge such a possibility—it cannot be 
said that 1939 has any relevancy whatsoever to the question of a 
formal freight-rate structure to be prescribed by a regulatory body 
and applied in 1946, or 1948, or 1950. Freight rates, it should be 
needless to say, should grow out of and reflect underlying traffic and 
transportation facts which are reasonably permanent and reasonably 
contemporaneous with their adoption. Conditions are now shifting so 
rapidly and continuously that they do not pause long enough to be 
blueprinted. 

All departments of these petitioning carriers are experiencing the 
effects of war demands upon their personnel. The necessary absorp- 
tion of railroad employes into the armed forces of the government, 
which will continue, is making more and more acute the problem of 
help, especially clerical, in all branches of the carriers’ organizations. 
Many vacancies must be filled with inexperienced persons; many others 
cannot be filled at all. While the number of experienced employes has 
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greatly decreased, the work to be done has greatly increased. Not 
only do the needs of the government for enormously expanded trans- 
portation service draw heavily upon the operating, traffic and account- 
ing forces, but unaccustomed and ever increasing demands are be- 
ing made upon the carriers by various new agencies of the govern- 
ment for information the furnishing of which often calls for burden- 
some detailed studies. There could not be chosen a time more 
inopportune or more onerous for the prosecution of investigations 
which, at best, in existing circumstances must be largely academic 
in form and substance. The railroads are not in a position at this 
time to make the preparation necessary to present the facts relat- 
ing to the matters in issue as fully as should be done, and as would 
be done under normal conditions. 

It is not necessary to recount the thousands of customary activities 
which have been suspended because of the war. Controversies of the 
kind embraced in these proceedings might well be suspended in the 
interest of good feeling and good will. The question is respectfully 
submitted, whether the time is appropriate for sectional jealousies 
and rivalries to be threshed out in a protracted dispute which has no 
relation to the nation’s sole and outstanding task of winning this 
war. It is respectfully suggested that what the rate on any article 
between any two points should be some years from now appears an 
issue of minor consequence in contrast with the momentous world 
issue confronting all Americans. 

In the petition of these carriers dated July 16, 1941, request was 
made for an indefinite postponement of the proceedings. That peti- 
tion was denied. Since then this country has become actively en- 
gaged in a war which challenges its very existence. What at that 
time could only be described as possibilities have become actualities 
producing greater dynamic effects than anyone could have foreseen. 
Conditions have ‘undergone revolutionary changes since the former 
petition was denied. 


ALLIED VAN POOLING 


After sessions covering two weeks, hearing in MC F-1775, 
Allied Van Lines, Inc., pooling (see Traffic World, June 13, 
p. 1523), recessed late June 13, to be resumed in Chicago July 7. 
Up to the time of recessing, testimony continued from individual 
operator members of the Allied pool. The testimony of a num- 
ber of such witnesses, who had come to Chicago from distant 
points, was stipulated in the record. It followed along the lines 
of earlier similar witnesses, to the effect that the pooling 
arrangement was to their advantage and in the public interest. 
A number of the applicant’s witnesses remained to be heard 
from. Their testimony will be taken when the hearing is 
resumed. 


UNION BARGE LINE STATUS 


Objecting to the finding by division 4 of the Commission 
in its report in W-104, Union Barge Line Corporation Applica- 
tions for Certificate, Permit, and Exemptions (see Traffic 
World, May 16, p. 1275) that the transportation by Coyle Lines 
of freight in the applicant’s barges on the Gulf intracoastal 
canal was not performed by Coyle Lines as a tower but was 
performed as a connecting common carrier, the Illinois River 
Carriers Association has filed a petition with the Commission, 
asking for reopening of the proceeding for reconsideration and 
for modification of the report with respect to interpretation of 
section 303(f)(2) of the act. 

The petition said that the report decided the transportation 
on the Gulf intracoastal canal was not in fact performed by 
the applicant either directly or under contractual arrangement 
but was performed by Coyle Lines as a common carrier in its 
own right. 

“Now we submit,” said the petition, ‘‘that a carrier such as 
applicant who may have found it more convenient on and since 
January 1, 1940, to employ a tower on a part of its established 
route should not be deprived of operating authority on such 
route. Towage is thus held to be exempt after a carrier has 
received a_certificate, but such towage performed prior thereto 
is not treated on the same basis for the purpose of establishing 
grandfather rights. This we believe to be wholly inconsistent 
and contrary to the intention of part III. Such interpretation is 
also contrary to the decisions which have denied authority to 
operators whose service on and since the grandfather date 
has been towage rendered to other carriers... .” 


MORGAN LINE GRANDFATHER CASE 


The Southern Pacific Company-Southern Pacific Steam- 
ship Lines, Morgan Line, in a brief in W-352, its application 
for a grandfather certificate to continue operation of its ships 
between north Atlantic and Gulf of Mexico ports, argues against 
the contentions of other lines in that service, that the inter- 
ruption in its service was an interruption beyond its control 
by reason of the taking of its ships by the United States Mari- 
time Commission. Representatives of Seatrain Lines, the 
chairman of the Atlantic-Gulf Coastwise Steamship Freight 
Bureau, appearing for Bull Steamship Line, Pan-Atlantic Steam- 
ship Corporation, Seatrain Lines, Inc., and Southern Steamship 
Co. and representatives of the Intercoastal Steamship Line, 
appeared at the hearing as protestants against the application, 
according to the brief. 
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The Morgan line brief asserted they so appeared although 
all their ships were out of operation on the routes involved 
in the Morgan Line application. The applicant indicated the 
protestants assumed the willingness of Morgan Line to have 
its ships taken over showed an interruption of service it could 
have prevented. 

“Tt is obvious,” says the brief, “that the purpose in under- 
taking to defeat this application of the Morgan Line can be 
nothing else but a desire to suppress future efficient compe- 
tition arising from satisfactory service to the public or to 
erect obstacles to the resumption of Morgan Line service, should 
such be decided upon in the future. The Interstate Com- 
merce Commission, in its decisions (arising out of cases cre- 
ated by the railroad interest in the matter), has already de- 
cided that this would not be in the public interest nor of 
advantage to the convenience and commerce of the people, as 
in authorizing such operations of the Morgan Line, the Com- 
mission found that they were in the public interest and of 
advantage to the convenience and commerce of the people.” 


Anti-Trust in Greyhound Merger 


The Department of Justice, by Assistant Attorney General 
Thurman Arnold in charge of anti-trust matters, Frank Cole- 
man, special assistant to the Attorney General, and David G. 
MacDonald, special attorney, as counsel for the department, 
has filed a long argument in MC F-1678, Southwestern Grey- 
hound Lines, Inc., Merger Arkansas Motor Coaches, Ltd., Inc., 
the Greyhound Corporation—Control—Arkansas Motor Coaches, 
Ltd., Inc., and MC F-1679 and MC F-1680, issuance of stock, 
opposing grant of the desired authority. The opposition is based 
on the theory that merging of the companies will restrain if 
not destroy competition. 

The brief lays it down that fundamental in United States 
regulatory and economic laws is the proposition that competition 
is the accepted American plan for the achievement of efficient 
and economical business development. That policy, the brief 
declares, antedates the anti-trust laws, the latter enacted to 
remedy abuses and to enforce this policy, antedating the acts 
regulatory of transportation, enacted for the same purposes. 

In conclusions, the brief asserts the applicant, Southwestern 
Greyhound Lines, Inc., is within the power of control by the 
Southern Pacific Co.; that the applicant has not submitted suf- 
ficient evidence to satisfy the statutory requirement in the rail- 
road proviso of section 5(2)(b); that the transportation act of 
1940 requires the Commission so to administer its provisions as 
to preserve competition in the motor-bus industry; and that 
approval of the proposed transaction, disregarding for the sake 
of the argument the element of railroad control, would not be 
consistent with the public interest. 

Robert Driscoll and Jack R. Turney, Jr., attorneys for the 
applicant, assert the protestants, the Missouri Pacific Trans- 
portation Co., among them, declare the record is clear that the 
transaction will provide the public with a better service and at 
the same time eliminate much useless duplication of facilities 
and operation. They assert the protestants and the anti-trust 
division, in raising the question of restraint of competition, 
have not raised a proper question, as was apparent both from the 
language of the motor carrier act which forbids only undue 
restraints of competition, and language in decisions of the 
Supreme Court, and decisions of the Commission in which they 
dealt with allegations of undue restraint. 


MOTOR RATINGS HIGHER THAN RAIL 


Noting that proposed changed ratings were higher than 
ratings in the classification of the railroads, the Office of Price 
Administration has asked the Commission to suspend a tariff 
of the Middle Atlantic States Motor Carrier Conference, Inc., 
dated to be effective June 30. The tariff is MF I. C. C. No. 
A-66. According to O. P. A., the tariff proposes to increase 
many ratings, cancel others and thereby increase rates on a 
great number of commodities to, from and between points in 
middle Atlantic states territory. Among the articles listed for 
ratings that are obnoxious to O. P. A. are candy and confec- 
tionery, mechanical stokers, life preservers, frying pans, dressed 
poultry and gloves or mittens. 

To prevent inflationary tendencies leading to an increase 
in the cost of living, the O. P. A. says, price control was estab- 
lished. It is therefore much interested in further advances in 
transportation charges and their effect on the new, rigid mar- 
gins of business enterprises generally and on the whole price 
control program. Because of the shortness of time, O. P. A. 
said an exhibit filed by it, reflected only rail ratings from the 
Official Classification, although lower ratings in exception 
sheets were frequently applicable. : 

“Note, however,’ says the suspension request, “that in 
most instances respondent’s proposed ratings are higher than 
the rail classification ratings, and therefore, would exceed 
further the applicable rail ratings.” 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1942, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(District Court, N. D. Illinois, E. D.) A three-judge fed- 
eral District Court had jurisdiction of subject matter of actions 
to enjoin and set aside Interstate Commerce Commission’s or- 
der authorizing railroads to discontinue re-shipping rates lower 
than local rates, on ex-barge grain previously shipped into 
Chicago on the Illinois River and connecting waterways not- 
withstanding continuance of such rate on ex-lake and ex-rail 
grain. Interstate Commerce Act Sec. 1 et seq., as amended by 
Transportation Act 1940, 49 U. S. C. A. Sec. 1 et seq. 

Carriers of grain by barge into Chicago and owners of gen- 
eral grain businesses and public elevators in Chicago could 
maintain actions to enjoin and set aside Interstate Commerce 
Commission’s order authorizing railroads to discontinue re- 
shipping rates lower than local rates, on ex-barge grain pre- 
viously shipped into Chicago on the Illinois River and con- 
necting waterways notwithstanding continuance of such rates 
on ex-lake and ex-rail grain. Interstate Commerce Act Sec. 1 
et seq., as amended by Transportation Act 1940, 49 U. S. C. A. 
Sec. 1 et seq. 

Railroads which sought interstate Commerce Commission’s 
order authorizing them to discontinue reshipping rates, lower 
than local rates, on ex-barge grain previously shipped into Chi- 
cago on the Illinois River and connecting waterways notwith- 
standing continuance of such rates on ex-lake and ex-rail grain, 
were properly joined as defendants in actions to enjoin and set 
aside such order. Interstate Commerce Act Sec. 1 et seq., as 
amended by Transportation Act 1940, 49 U. S. C. A. Sec. 1 
et seq. 

An order of the Interstate Commerce Commission author- 
izing railroads to discontinue reshipping rates, lower than local 
rates, on ex-barge grain previously shipped into Chicago on the 
Illinois River and connecting waterways notwithstanding con- 
tinuance of such rates on ex-lake and ex-rail grain was en- 
joinable for discrimination against water competition by users 
of barges. Interstate Commerce Act Sec. 1 et seq., as amended 
by Transportation Act 1940, 49 U. S. C. A. Sec. 1 et seq. (Car- 
gill, Inc., vs. United States, 44 Fed. Supp. 368.) 





(St. Louis Court of Appeals, Missouri.) The purpose of the 
Carmack Amendment to Interstate Commerce Act authorizing 
shipper to hold original carrier for damage to shipment, and 
treat subsequent carriers merely as agents of original carrier, 
was to relieve shippers of task of determining on which of the 
several connecting lines the damage occurred, for the purpose 
= _— —_— Carmack Amendment, 49 U. S. C. A. Sec. 

C35. So). 


The Carmack Amendment to Interstate Commerce Act 
authorizing shipper to hold initial carrier for damage to inter- 
state shipment, occurring after transfer of shipment to another 
carrier, did not preclude delivering carrier of interstate ship- 
ment from maintaining action for freight charges against party 
which exercised dominion over the shipment by diverting and 
reconsigning it, without obtaining an assignment from initial 
carrier. Carmack Amendment, 49 U. S. C. A. Sec. 20 (11,12). 

The rights and liabilities of parties to interstate railway 
shipment depended on and were required to be determined in 
light of federal legislation, the bill of lading issued, and com- 
mon law rules as accepted and applied in federal tribunals. 

Generally an obligation to pay freight charges may be 
implied by reason of fact that one accepts or receives shipment 
from carrier, or otherwise exercises dominion over it while in 
the carrier’s hands, as by directing that it be reshipped or re- 
consigned. 

Where defendant became consignee by order of consignor 
of carload of lettuce shipped in interstate commerce under uni- 
form domestic straight bill of lading, and thereafter defendant 
exercised dominion over shipment by reconsigning it on three 
different occasions, the acts of dominion were equivalent to an 
“acceptance” by defendant of delivery under which defendant 
was required to be treated as presumptive owner, and the de- 
fendant was prima facie liable for payment of freight charges 
On delivery of the shipment in accordance with defendant’s 
instructions. 
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A common carrier has lien on goods carried for legal 
charges of carrier and the lien can be discharged and the con- 
signee become entitled to the goods only on payment or tender 
of the legal charges. 

Where defendant became consignee, by order of the con- 
signor, of carload of lettuce which was shipped in interstate 
commerce under uniform domestic straight bill of lading which 
required payment of freight by consignee, and thereafter de- 
fendant exercised dominion over shipment by reconsigning it 
on three different occasions, an “implied contract’? arose under 
which the defendant became liable to the delivering carrier for 
freight charges on the shipment. (Illinois Cent. R. Co. vs. A. 
B. Friedman & Co., 161 S. W. Rep. 2d 440.) 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com 
mission rules and regulations thereunder, appeai below.) 


Northern Texas district, at Amarillo. Harley Kern, of 
Wellington, Tex., Carl Winters, of Stratford, Tex., and Robert 
L. George, of Shamrock, Tex., all motor common carriers of 
property, were fined $600, $450, and $1,000, respectively, June 8 
on pleas of guilty to separate informations charging them with 
operating in interstate commerce, for compensation, without 
certificates and without rates and charges or security for the 
protection of the public on file with the Commission. Of the 
fines imposed, Kern and Winters were required to pay $50 each 
while George was required to pay $100. The balances were 
suspended for probationary periods of one year. 

Northern California district, at San Francisco. John J. 
Leonardini, dba O. K. Trucking Co., of Oakland, Calif., a motor 
common carrier of property, was fined $200 June 4 on a plea of 
nolo contendere to operating without a certificate, and without 
rates and charges on file with the Commission. 

Colorado district, at Denver. Henry B. Rossmiller, of 
Deshler, Neb., was fined $400 June 5 on a plea of guilty to an 
information charging him, as a contract carrier, with offering, 
granting and giving rate concessions. John W. Holmes, of 
Fleming, Colo., a shipper, was previously fined $800 by the 
same court for receiving: rate concessions in connection the 
same shipments involved. 

Northern Texas district, at Amarillo. John Buss, of Bor- 
ger, Tex., was fined $800 June 9 on a plea of guilty to operat- 
ing without a certificate and without rates and charges on file 
with the Commission. Of the fine, $150 was required to be 
paid, the balance being suspended for a probationary period of 
one year. . 

Northern Iowa district, at Fort Dodge. Fred Stockberger, 
of Mason City, Ia., a motor common carrier, and Webster Bros. 
and Conover Manufacturing Co., a shipper, also of Mason City, 
were fined a total of $500 June 6 on pleas of guilty to an infor- 
mation charging Stockberger with transporting property with- 
out requisite operating authority, Webster Bros. and Conover 
Manufacturing Co., with aiding and abetting the violation, and 
both with fraudulents seeking to evade and defeat regulation. 
Stockberger was ordered to pay a fine of $200 and the shipper 
corporation, “Webster Bros. and Conover Manufacturing Co.” 
was ordered to pay a fine of $300. 

Eastern Pennsylvania district, at Philadelphia. Armour 
Transportation Co., of Philadelphia, a motor common carrier of 
household goods, and its president, Louis Fox, were fined a 
total of $960 June 10 on their pleas of nolo contendere to an 
information charging Armour, as principal, with transporting 
household goods without authority, falsifying its freight bills 
relating to certain shipments, failing to show on its freight bills 
the gross and tare weights of certain shipments, and failing to 
require its drivers to keep drivers’ logs with respect to other 
operations, and charging Fox with aiding and abetting in the 
violations. 


EXPLOSIVES LOADING VIOLATIONS 


A three-count indictment, under sections 233, 235 and 236 
of the Criminal Code, was returned June 9 by the federal grand 
jury at Corpus Christi, Tex., against the Taylor Refining Co., 
of Corpus Christi, charging the company with violations of 
regulations of the Commission relating to the loading of ex- 
plosives and other dangerous articles promulgated under the 
authority of section 233 of the Criminal Code, the Commission 
has been advised. 

One count of the indictment charges that the death of one 
railroad car inspector at San Antonio, Tex., resulted from the 
failure of the defendant to comply with the regulations in that 
the loader employed by the defendant failed to remove the 
bottom outlet valve cap in the loading of a tank car of gas- 
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oline at Corpus Christi, according to advices received by the 
Commission. 

“This valve developed a leak at San Antonio during the 
transportation of the shipment and while employes of the Texas 
& New Orleans Railroad were engaged in repairing this leak 
in the train yard at San Antonio, an explosion occurred seriously 
injuring several employes of the railroad, one of whom died 
from the effects of the burns received during this explosion,” 
says a statement by the Commission. 

“The two additional counts charge the violation of these 
regulations in the failure of the loader employed by the de- 
fendant to remove the bottom valve outlet cap during the load- 
ing of two other cars of gasoline at the plant of the defendant 
at Corpus Christi.” 


WABASH REORGANIZATION 

Saying that he is dependent on the Commission for the 
payment of interest and dividends “held forth as inducements 
to obtain his assent” to the plan of reorganization, as a result of 
the provision of the plan giving the Pennsylvania “absolute 
control” over the Wabash without being required to assume 
any obligation or to give any guarantee, Walter Peterkin, as 
owner of $25,000 of the bonds of the bankrupt railroad, has 
filed a petition with the Commission asking it to order payment 
by the reorganization managers of all interest on the income 
bonds and all dividends on the preferred stocks for the year 
ending December 31, 1941, to the holders of deposit certificates 
entitled to such interest. The petition was filed in Finance 
No. 13010, Wabash Railway Co. Reorganization, and Finance 
No. 13325, Pennsylvania Co. and Pennsylvania Railroad Co. 
Purchase of Stock. 

Mr. Peterkin said he had deposited the bonds he owned 
in exchange for new securities of the Wabash Railroad Co., 
successor corporation, on having received assurance that pay- 
ment of interest on the income bonds and dividends on the 
preferred stocks for the full year of 1941 would be made by 
April 1, 1942, if earned. He said the total amount needed to 
cover such payments was $6,777,396, while the total amount of 
income available for fixed charges in 1941 was $9,709,900. He 
contended that, in the absence of necessary information on 
which to form a sound judgment, and presented with the ac- 
complished fact of approval of the plan by the Commission 
and the court, holders of the old securities had only two alterna- 
tives—‘“‘assent to the plan or share in the meager remains of 
the estate.” 


SIOUX CITY BARGE LINES FIGHT 


The Mississippi Valley Barge Line Co. and the Campbell 
Transportation Co., in a brief in W-431, Sioux City and New 
Orleans Barge Lines, Inc. Common Carrier Application, oppose 
grant of authority to the applicant for authority to operate on 
the Mississippi below St. Louis. They assert the primary pur- 
pose in the institution of the applicant’s service was to serve 
the shippers at Sioux City and other ports on the Missouri 
River above Kansas City. 

That primary objective, the brief says, should not be cast 
aside merely because the applicant and its stockholder shippers 
desire to reach out beyond the natural limits of their ability 
to serve. No shipper, according to the brief, has testified as 
to a need for applicant’s services below St. Louis. The protes- 
tants declare there is ample service on the Mississippi below 
St. Louis and that interchange arrangements can, on the basis 
of many years of experience, be worked out with the applicant. 

In its brief, the applicant treating the Mississippi Valley 
Barge Lines as the only protestant, says the record shows the 
protestant has declined to extend its service to Sioux City or 
other ports on the Missouri River so as to provide a direct 
service and avoid costly transfers in transit. Now, it adds, the 
Mississippi Valley is seeking to prevent another’s providing 
such service. The question, therefore, said the applicant, ap- 
peared to be whether the application should be decided so as 
to enhance the protestant’s private financial gain at the expense 
of the public benefit, or whether a direct through service should 
be established. 





IDAHO STATE RATES 


The Public Utilities Commission of Idaho in answering 
the petition of railroads operating in that state for a thirteenth 
section proceeding respecting its refusal to permit increases in 
state rates on sugar beets, logs, piling and several other com- 
modities equal to the increases permitted in interstate rates, 
admitted that the Commission in the hearing at St. Louis, Mo., 
in the Ex Parte 148, heard the matter for increases for the 
entire nation. But the Idaho commission said it did not admit 
that each state did not therefore have its own peculiar con- 
ditions, nor that each state should not have the authority to 
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grant what, in its belief, was a fair increase that would neither 
imperil interstate commerce nor impose dual burdens on essen- 
tial industries. 

In reference to its refusal to permit increases sought on 
a number of commodities the Idaho commission said it re- 
membered that the national government had urged increased 
production of sugar. It said it feared if increases were im- 
posed on sugar beets by it that object would be defeated be- 
cause rates on the transportation of beets was a large factor 
in the ultimate cost of sugar. In addition to that the Idaho 
body pointed out that the amounts of money the railroads 
would not receive by reason of Idaho’s failure to permit in- 
creases to the interstate level, would be relatively small and 
could have but little effect on the finances of the railroads. 


VEGETABLE OIL EX PARTE 148 RATES 

The railroads in Ex Parte No. 148, Increased Railway 
Rates, Fares and Charges, have asked the Commission to deny 
the petition of the National Cottonseed Products Association 
and the Texas Cottonseed Crushers Association asking that an 
increase of 3 per cent instead of 6 per cent be applied to vege- 
table oils, foots and sediments, including cooking oil (see Traffic 
World, June 13, p. 1528). 

Answering a contention of the cottonseed associations that 
the commodities involved are basic raw products of agriculture. 
the carriers assert that, obviously vegetable oils, both crude and 
refined, are not basic raw products of agriculture. Vegetable 
oils and other oils usually grouped therewith in rate tariffs are 
used also in the manufacture of paints, varnishes, linoleum and 
many other products wholly disassociated with food products, 
according to the carriers. 

The railroads asserted that the charge of discrimination 
or prejudice had not been sustained. They pointed to other 
commodities, some of which were processed products of agri- 
culture, taking a 6 per cent increase in Ex Parte 148, and 
asserted it would be wholly inconsistent for the Commission 
now to reduce from 6 to 3 per cent the increase previously au- 
thorized on cottonseed, soy bean and peanut oil, crude and 
refined, while at the same time continuing an increase of 6 per 
cent on other commodities to which reference was made. 


SOUTHWESTERN MOTOR-WATER RATES 


Asserting that the bases of the rates in the schedules 
under suspension in I. and S. M-1822, Water-Motor Rates Be- 
tween New Orleans and Houston would result in destructive 
competition between joint routes composed of water and 
motor carriers and all-water carriers, the Southwestern Motor 
Freight Bureau, Inc., asks the Commission to condemn the 
rates. That organization is a protestant. 

The rates in question were published by the Red River 
Barge Line and the Southern Motor Line. As viewed by the 
protestant the rates were named by the carriers mentioned 
with a view to obtaining traffic for facilities not fully employed, 
and are without regard for the cost of transporting such 
traffic. Certainly, says the protestant, the proposition here 
presented by the respondents would not preserve in full 
strength and vigor water or motor carriers. 

In the judgment of the Houston Port and Traffic Bureau, 
a protestant, the proposed rates would undermine the present 
rate structure; would result in a diversion of tonnage from the 
present all-rail, all-water and all-truck routes and would not 
create any additional tonnage; would divert traffic from the 
port of Houston to the port of Beaumont because they would 
be unduly prejudicial to Houston and unduly preferential of 
Beaumont; would be unreasonably low and not properly re- 
lated to the rates of competing carriers; and that the “no cost” 
for added traffic theory is unsound and cannot be applied for 
the especial benefit of any single carrier. 

In defense of the proposed rates the two carriers that 
filed them, and Beaumont, observed that the proposed service 
was not a new one, nor an extension of the barge line’s service, 
as it was in effect in 1934. They say that when federal reg- 
ulation brought about the strict observance of rates, the move- 
ment of freight to or from Houston and New Orleans via the 
barge line and connecting carriers dropped and in some in- 
stances ceased entirely. The only remedy, they said, was to 
file rates to regain traffic on the basis in effect, in substance, 
prior to federal regulation. They claim the rates would be 
compensatory and therefore justified. 


COTTON PIECE GOODS TO THE EAST 
Disclosing an intention to publish lower rates on the af- 
fected commodities, the Southern Motor Carriers’ Rate Con- 
ference, the Middle Atlantic States Motor Rate Conference and 
the Motor Carriers’ Traffic Association have asked the Commis- 
sion to vacate its order of suspension in I. and S. M-2011, Cot- 
ton Piece Goods, etc., from Southern to Eastern Points. They 
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attached a copy of the tariff they will file if the suspension or- 
der is vacated. 

The motor organizations said they did not admit the rates 
under suspension were higher than reasonable maximum rates. 
They said they were not unmindful of the fact that even with 
the adjustments here suggested, certain bad competitive sit- 


uations would still exist. Due to the fact that the country was 
at war, to the further fact that the coastwise ships that for- 
merly carried much of the traffic were no longer operating, 
and that the government was now using approximately 50 per 
cent of the output of the textile industry, they said the motor 
carrier industry was willing to postpone a complete adjustment 
of these rates until a later date and make only a slight one 
deemed necessary and reasonable, at this time. 

The tariffs were suspended on protest of the O. P. A., the 
American Cotton Manufacturers’ Association and other asso- 
ciations. They emphasized what they deemed the large in- 
creases that had been proposed. They expressed the opinion 
that the adjustment suggested for making at this time could 
not, in any way, affect the movements of textiles or the prices 
the public would pay. But they said it would, in a small meas- 
ure, eliminate discriminatory situations and give all producers 
and consumers a proper relation of charges. 


WROUGHT PIPE TO SOUTHWEST 

Attorneys for Official Classification and southwestern rail 
respondents have asked the Commission to postpone until 
January 1, 1943, the effective date of its order in I. and S. No. 
4815, Wrought Pipe to the Southwest. The attorneys, in their 
petition, said. that since the Commission had postponed its 
order in the Agwilines division case, No. 27969, to January 1, 
1943, the order in this case likewise should be postponed to 
that date. No possible harm could result by such postpone- 
ment since there was no steamer service between Atlantic sea- 
board ports and Gulf ports, they added. 


REOPENING OF COAL CASES ASKED 

The Northern Illinois Coal Trade Association and Middle 
States Fuels, Inc., representing producers in the northern 
Illinois and Fulton-Peoria producing districts in Illinois, inter- 
veners in No. 28370, Traffic Bureau, Sioux Falls Chamber of 
Commerce, Sioux Falls, S. D., vs. Chicago, Milwaukee, St. 
Paul & Pacific et al., and cases joined therewith, have asked 
that the proceedings be reopened for rehearing, and for re- 
consideration by and reargument before the entire Commission. 
Postponement. of the effective date of the order is likewise 
asked. The petitioners said the proceedings should be reopened 
for the purpose of affording an opportunity to present evidence 
showing the’ mileages over the average shortest tariff routes 
from tke Pittsburg-Rich Hill and other coal origin groups in 
the southwest to South Dakota points involved. 


NEW YORK COMMUTATION FARES 

The Commission has arranged a program for the hearing 
in No. 28815, Commutation Fares in New York State, before 
Commissioner Alldredge and Examiner H. G. Cummings, at 
the Hotel St.:George, Brooklyn, July 20. The Commission says 
that it has been advised that the presentation of the rail evi- 
dence will require about two days. Pursuant to a prehearing 
conference held June 6 it is understood that on or before June 
20 the railroads will furnish an outline of their testimony and 
copies of their exhibits to opposing parties. The program calls 
for cross examination immediately thereafter, when adjourn- 
ment will be taken. Evidence on behalf of opposing parties 
will be taken at a later hearing, cross examination to follow 
immediately. Rebuttal evidence, if any, will then be taken. 


NEWARK AIR SERVICE SUSPENSION 


The Civil Aeronautics Board has announced issuance of 
an order by it calling for immediate suspension of all air trans- 
port service at the Newark, N. J., airport, as one step in a 
move to conserve the reduced supply of transport planes now 
available for commercial service by reduction of the number 
of stops on air transport routes. The board said the affected 
lines were Eastern Air Lines, American Airlines, Transcon- 
tinental & Western Air, Inc., and United Air Lines. 


REQUEST FOR MONEY FOR C. A. A. 


President Roosevelt has sent to Congress a request for 
additional appropriations, totaling nearly $4,000,000, for the 
Civil Aeronautics Administration. Attached to the request was 
a letter from Director Smith of the Bureau of the Budget. 
That letter said the additional sums sought for the C. A. A. 
Were necessary to enable it to comply with requests of the War 
Department for acceleration and expansion of the facilities of 
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the federal airways system urgently required in connection with 
the prosecution of the war. 

One of the estimates submitted by the President was for 
$1,218,375 to establish air navigation facilities; another was 
for $3,647,900 for maintenance and operation of such facilities, 
and other items were for technical development and for main- 
tenance and operation of the Washington National Airport. 


Money for Mail Transportation 


The House appropriations committee has reported the 
second deficiency appropriation bill for the fiscal year 1942, 
including items for the Post Office Department totaling $38,- 
688,000. One of those items is $7,000,000 for railroad trans- 
portation of mail and mail-messenger service, and another is 
$944,000 for domestic airlines, to cover inland transportation of 
mail by aircraft in the fiscal year 1942. Also included in the 
deficiency items of the Post Office Department is $174,000 for 
domestic air mail service in the fiscal year 1941. 

In the committee print of hearings on the bill appeared 
testimony by Smith W. Purdum, Second Assistant Postmaster 
General, showing that the request for $174,000 for 1941 air mail 
service was based on rate increases authorized by the Civil 
Aeronautics Board with respect to route No. 8, from Chicago to 
New Orleans, operated by the Chicago Southern air line, and 
route No. 24, from Charleston, S. C., to Ft. Worth, Tex., 
operated by the Delta air line. The amount involved for route 
No. 8 was $93,828.65, and that for route No. 24 was $80,375.30, 
Mr. Purdum told the committee. He observed that the rate 
increase covered the period back to December 1, 1939; that the 
$174,000 covered only the increase for the fiscal year 1941; that 
the 1940 increase totaled $60,910.03, and that a small balance 
remained in the 1940 appropriation that would be applied as 
far as it would go. He said a careful audit was now being 
made and that “we shall come back later for any additional 
amount needed to completely liquidate the accounts.” 

Mr. Purdum noted that there was a rate decision in the 
case of American Airlines, but that the case had been reopened 
by the Civil Aeronautics Board. If a collection were to be made 
from American Airlines, on a finding that the line had been 
overpaid, he explained, the money would not come into the 
postal funds but would be collected by the General Accounting 
Office and would be covered into the Treasury, he added. 

“Next we have a pretty sizable item for railroad trans- 
portation and mail-messenger service,” said Representative 
Ludlow, of Indiana. “For an additional amount for inland 
transportation by railroad routes and for mail-messenger serv- 
ice, fiscal year 1942, you have an estimate of $7,000,000. I take 
it that that is primarily predicated on an unpredictable increase 
in the volume of business.” 

“When we were here in December discussing it with you 
gentlemen,” said Mr. Purdum, “it was estimated that there 
would be a deficiency of $8,200,000, and at this time we are able 
to present this figure of $7,000,000 instead of $8,200,000. The 
major part of this item is due to the increased volume of 
mal. ...” 

Mr. Purdum said the appropriation for this purpose in the 
regular appropriation bill for 1942 was $112,300,000 and that. 
$99,260,316 of that total had been spent up to April 30. He 
estimated that the expenditures for May and June would total 
about $20,000,000. 


“Do you have any trouble in securing railroad space?” 
asked Mr. Ludlow. 

“No sir; we are getting along pretty well so far,” said 
Mr. Purdum. 


Air Mail Cost Increases 


With respect to the request for $944,000 for domestic air 
mail service for the fiscal year 1942, Mr. Purdum said, an- 
swering a question, that $885,240 of that amount was due to 
excess mail, and that about $59,000 was due to rate increases 
prescribed by the Civil Aeronautics Board on the Mid-Continent 
Air Lines. He explained that the air mail rate was fixed on 
the basis of a load of 300 pounds, and that when the load ex- 
ceeded 300 pounds the cost for the excess, by the pound, was 
lower. Mr. Ludlow observed that if the cost was much lower, 
it would be cheaper to carry excess mail than to put on addi- 
tional service. Mr. Purdum said the money in question was 
not for additional trips. 


The House passed the appropriation bill, H. R. 7232, June 
16, and sent it to the Senate. In the course of discussion of 
provisions of the bill, on the floor of the House, Representative 
Ludlow said that for the fiscal year 1940 the annual rate of 
railroad transportation including cost of emergency service, by 
the Post Office Department, was $102,640,328, an increase of 
$1,767,904 over the fiscal year 1939. He said the 1941 total 
was $110,970,217, an increase over 1940 of $8,329,889, of which 
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$2,352,442 was due to the elimination of land-grant rates and 
$5,977,447 was due to increase in the volume of mail. 

“The annual rate of regular railroad authorizations on 
April 30, 1942,” said Mr. Ludlow, “was $100,813,527, an increase 
over April 30, 1941, of $2,152,661, of which $468,761 was due to 
the elimination of land-grant rates and $1,683,900 due to in- 
crease in the volume of mail.” 

He said the gross postal deficit in 1942, “from present indi- 
cations,” would be around $23,000,000 as compared with a 
gross postal deficit of $26,963,681 for the fiscal year 1941, and 
that “no longer ago than the fiscal year 1932” the gross postal 
deficit was $205,550,611.09. He added: 


The penalty mail, which is the free mail sent out by the depart- 
ments and bureaus of government is still growing by leaps and bounds. 
The number of pieces of penalty mailings increased from 742,487,204 
in the fiscal year 1937 to 1,123,563,721 in the fiscal year 1941 and the 
1942 figures will show a very considerable increase over 1941. If the 
Post Office Department had been permitted to charge regular postage 
rates on the 1,123,563,721 pieces of penalty mail sent out by the de- 
partments, bureaus and agencies in the fiscal year 1941 it would have 
collected $49,020,190 of revenue from that source alone and the postal 
deficit of $26,963,681 would have been changed to a surplus of $22,- 
056,499. ... 


Revenue Freight Loading 


Loading of revenue freight the week ended June 13 totaled 
832,726 cars, according to the Association of American Rail- 
roads. This was a decrease below the corresponding week in 
1941 of 30,248 cars or 3.5 per cent, but an increase above the 
same week of 1940 of 119,805 cars or 16.8 per cent. 

Loading the week ended June 13 decreased 21,963 cars or 
2.6 per cent below the preceding week. 

The Southern, Northwestern and Southwestern districts 
reported increases, but the Eastern, Allegheny, Pocahontas and 
Central Western districts reported decreases compared with the 
corresponding week in 1941, but all districts reported increases 
over 1940. 


1942 1941 1940 

ee ee ee ee 3,858,273 3,454,409 3,215,565 
D WORE GE POOTMRLY ....0 ss ccescccas 3,122,773 2,866,565 2,465,685 
EE AI INN oc Ge vin nes bcanacae 3,171,439 3,066,011 2,489,280 
eee rer 3,351,038 2,793,630 2,495,212 
SRE cusp exaeen cage mans 4,170,713 4,160,060 3,351,840 
i Rs bak ew es een eine 854,689 852,940 702,892 
Og eS | ees eer a 852,726 862,974 712,921 

BU Sc ia kiw eae Wok Swe N eae 19,361,651 18,056,589 15,433,395 


Revenue freight loading by districts the week ended June 
13 and for the corresponding period last year was reported as 
follows: 


Eastern district: Grain and grain products, 6,023 and 7,141; live 
stock, 1,077 and 1,064; coal, 33,678 and 34,442; coke, 3,971 and 3,733; 
forest products, 2,613 and 2,353; ore, 4,959 and 6,685; merchandise, L. 
Cc. L., 27,489 and 42,971; miscellaneous, 75,300 and 89,775; total, 1942, 
155,110; 1941, 188,164; 1940, 152,011. 

Allegheny district: Grain and grain products, 3,443 and 4,134; live 
stock, 940 and 859; coal, 44,103 and 45,711; coke, 6,399 and 6,014; forest 
products, 1,415 and 1,443; ore, 17,187 and 14,144; merchandise, L. C. L., 
22,498 and 30,931; miscellaneous, 87,510 and 91,832; total, 1942, 183,495; 
1941, 195,068; 1940, 152,475. 

Pocahontas district: Grain and grain products, 250 and 276; live 
stock, 121 and 118; coal, 43,469 and 43,431; coke, 762 and 535; forest 
products, 863 and 816; ore, 653 and 712; merchandise, L. C. L., 3,071 
and 5,231: miscellaneous, 7,913 and 7,894; total, 1942, 57,102; 1941, 
59,013; 1940, 48,685. 

Southern district: Grain and grain products, 2,129 and 2,002; live 
stock, 1,065 and 1,019; coal, 24,389 and 20,464; coke, 589 and 474; forest 
products, 15,576 and 14,216; ore, 2,108 and 1,623; merchandise, L. C. L., 
14,502 and 26,917: miscellaneous, 60,632 and 52,628; total, 1942, 120,990; 
1941, 119,343; 1940, 98,061. 


TRAFFIC WORLD 


Northwestern district: Grain and grain products, 9,149 and 9,409; 
live stock, 2,239 and 1,999; coal, 5,893 and 4,927; coke, 2,060 and 2,009; 
forest products, 12,280 and 9,795; ore, 55,577 and 45,096; merchandise, 
L. C. L., 9,596 and 18,949; miscellaneous, 39,051 and 39,879; total, 1942, 
135,845; 1941, 132,063; 1940, 116,798. 

Central Western district: Grain and grain products, 9,785 and 
10,130; live stock, 4,305 and 3,776; coal, 10,098 and 7,113; coke, 246 and 
283; forest products, 10,313 and 8,688; ore, 5,520 and 4,990; merchandise, 
L. C. L., 12,418 and 24,499; miscellaneous, 62,181 and 57,240; total, 1942, 
114,866; 1941, 116,719; 1940, 100,932. 

Southwestern district: Grain and grain products,. 3,907 and 3,914; 
live stock, 1,412 and 1,172; coal, 4,711 and 2,533; coke, 204 and 117; for- 
est products, 5,201 and 5,092; ore, 281 and 299; merchandise, L. C. L., 
4,982 and 10,099; miscellaneous, 44,620 and 29,378; total, 1942, 65,318; 
1941, 52,604; 1940, 43,959. 


CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 84,912 
freight cars for the week ended June 13, according to the car 
service division of the Association of American Railroads. It 
was made up as follows: Plain box, 52,457; auto box, 6,654; 
total box, 59,111; flat, 1,586; gondola, 4,925; hopper, 4,004; total 
coal, 8,929; and miscellaneous, 15,286. 


Computation of Free Time 


The railroads, by means of an application for permission 
to publish changes in their demurrage and storage tariff, Jones’ 
I.-C. C. 3583, have formally moved to expedite loading and 
unloading of cars, by cutting out the exclusion of days from 
the computation of free time. They asked for permission to 
make the changes on one day’s time. 

In justification of their proposal the railroads said that, 
due to the war emergency they had been requested to revise 
their rules in such manner as to encourage more prompt load- 
ing and unloading and the removal of inbound less-carload 
freight from freight stations. They said many days were 
now excluded in computing detention under the demurrage 
rules which, so far as cessation of work on the part of ship- 
pers and receivers of freight was concerned, were no different 
from other days. A head note has been revised so as to say 
that when a legal holiday falls on a Sunday, the following 
Monday will be excluded in computing free time. 

Demurrage rule No. 9 has been revised to say that when 
a car has accrued four debits a charge of $5.50 a car a day, 
or fraction of a day, will be made for all subsequent detention. 
At present Sundays and legal holidays are exempted from 
demurrage. 

Storage Rule 4, item No. 815, section A, has been revised 
so as to say that in computing time, any fractional part of 24 
hours will be counted as one day. A new note says that any 
fractional part of 100 pounds will be computed as 100 pounds 
in computing charges on the additional days that have been 
included in computing the time. 

Also in justification of their move the railroads called at- 
tention to the fact that Commissioner Johnson had urged the 
exemption of Sundays and legal holidays from the computation 
of demurrage and storage charges after the expiration of free 
time, as promptly as possible. They also said the proposal 
had received the approval of the National Industrial Traffic 
League with the understanding that the changes expire six 
months after the termination of the war, unless sooner changed, 
canceled or extended. 

The Commission, in Special Permission No. 9838, authorized 
the filing of the tariff proposing the revision of the rules per- 
taining to the computation of free time in the demurrage code 
on ten days notice. The proposal of the carriers, notwithstand- 
ing the authority to file them to be effective on less than 
statutory notice of thirty days, is subject to protest and sus- 
pension. At the time special permission was granted those 





Revenue Freight Car Loading—Week Ended Saturday, June 13 


Grain and Live 
Grain Prod. Stock Coal 
1942 34,686 11,159 166,341 
Total all roads June 13........ 1941 37,006 10,007 158,621 
{1940 30,456 9.709 122,037 
Preceding week June 6........... 1942 35,871 12,484 163,734 
Per cent increase over............ 1941 11.5 4.9 
Per cent decrease under.......... 1941 6.3 
Per cent increase over .......... 1940 13.9 14.9 36.3 
Per cent decrease under ........ 1940 
1942 896,761 284,999 3,841,178 
Cumulative 24 weeks to June 13/1941 803,755 262,929 3,149,194 
| 1940 747,045 269,376 3,119,411 
Per cent increase over............ 1941 11.6 8.4 22.0 
Per cent decrease under....... . .1941 
Per cent increase over .......... 1940 20.0 5.8 23.1 
Per cent decrease under ........ 1940 


Per cent to 15 year average, 110.1. 


Forest Mdse. 

Coke Products Ore L.C.L. Miscellaneous Total 
14,231 48,261 86,285 94,556 377,207 832,726 
13,165 42,403 73,549 159,597 368,626 862,974 
10,442 34,280 64,230 148,354 293,413 712,921 
13,885 53,319 92,453 97,587 385,356 854,689 

8.1 13.8 17.3 2.3 

40.8 3.5 

36.3 40.8 34.3 28.6 16.8 
36.3 

338,032 1,119,675 1,023,206 3,100,736 8,757,064 19,361,651 

307,466 945,944 922,705 3,725,307 7,939,289 18,056,589 

230,094 759,504 573,010 3,484,836 6,250,119 15,433,395 
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June 20, 1942 


handling the matter were without information on the point 
whether any one would ask for suspension and hearing. 


Advisory Board Forecasts 


Shipper Advisory Board freight loading forecasts for 1941 
were 5.3 per cent below the number of cars actually loaded, 
according to computations made by the car service division 
of the Association of American Railroads. The discrepancy, 
it was said, was believed to have been due to the increase in 
lend-lease and certain government shipments, information as 
to which was not available to the boards. 

In connection with the statement that the advisory board 
forecasts for 1941 were 5.3 per cent below the actual loading, 
it was pointed out that this figure represented the average of 
the percentages for the four quarters of the year. The ad- 
visory boards make only quarterly forecasts. 

The boards in their forecasts cover only 29 commodities 
or groups of commodities handled in carloads and not all 
freight loading. For 1941 they estimated that, as to these 
commodities, the loading would be 26,238,517 carloads. This 
was the total of the quarterly forecasts for that year. The 
actual loading of the commodities covered was 27,642,692 car- 
loads in 1941. 

In making their estimates for the future the boards say 
how much they think the loadings as to which they are re- 
porting will exceed the actual loadings for the quarters of 
the preceding year. 

The actual loading in 1940 of the commodities covered by 
the boards’ reports was 23,254,504 carloads. Totaling the 
quarterly forecasts of the boards for 1941 they estimated load- 
ing for that year of 26,238,517 carloads, or an increase of 12.8 
per cent. Since the actual loading in 1941, with respect to the 
commodities covered, was 27,642,692 carloads, the actual in- 
crease in loading of these commodities in 1941 over 1940 was 
18.9 per cent as against the estimate of 12.8 per cent made by 
the boards, based on their quarterly estimates. 


W. P. B. CONTROL OF ROLLING STOCK 


Seeking to expedite rail transportation of vital war sup- 
plies, the W. P. B. director of industry operations has assigned 
a higher preference rating to the country’s railroads for de- 
liveries of materials essential for repair and maintenance of 
track, structures, signal and communications systems, cars and 
locomotives, and other important operating equipment. 

Previously, under preference rating order P-88, an A-3 
ratings was made available for deliveries of these materials. 
The new order, amendment No. 1 to P-88, raises the rating to 
A-1-j. 

The amendment also specifies that ratings under the order 
may be applied without further authority for installations in 
which the charge to capital account is not in excess of $500 
for a single project. ; 

Another provision of the amendment prohibits the applica- 
tion of a higher rating than A-1-j by suppliers to replenish 
inventories depleted as a result of deliveries made on A-1l-a 
orders for emergency repairs. 

The amendment makes other minor changes in the orig- 
inal order, including a provision that railroads may not only 
sell material to their own subsidiaries but also to lines not 
owned but customarily maintained by them or their subsidiaries. 


WAR PRODUCTION WORK IN RAIL SHOPS 


Formation of a committee composed of representatives of 
railroad employers, railroad employes, and the government 
to supervise the performance of war production work in rail- 
road shops has been announced by Director of O. D. T. East- 
man. 

“The committee was named as the result of a recent agree- 
ment between railroad management and representatives of shop 
craft and clerical employes to produce war materials in ra‘lroad 
shops under the labor standards provided for in existing labor 
contracts,” says the O. D. T., adding: 


To make it possible for the railroads to produce war work under 
railroad labor standards, exemption has been obtained for the railroad 
companies from the application of the Walsh-Healy act and the hours 
provisions of the fair labor standards act. 

Otto S. Beyer, director of the division of transport personnel of the 
0. D. T. heads the newly-formed committee. Other members are George 
A, Landry, chief of the staff service branch, production division, War 
Production Board; Andrew Stevenson, chief of the transportation branch 
division of industry operations, War Production Board; M. W. Clement, 
president, Pennsylvania Railroad; W. M. Jeffers, president, Union 
Pacific Railroad; Ernest E. Morris, president, Southern Railway; B. M. 
Jewell, president, railway employes’ department, American Federation 
of Labor; F. H. Knight, general president, Brotherhood of Railway 
Carmen of America; H. J. Carr, vice president, International Associa- 
tion of Machinists. 
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George M. Harrison, grand president of the Brotherhood of Railway 
and Steamship Clerks, Freight Handlers, Express and Station Employes, 
will serve as an alternate for one or the other labor members when 
there is a matter up which affects his organization. 


Mr. Beyer said that railroad officials were now working 
with representatives of the War Production Board, and with 
agencies engaged in contracting for war materials, on the types 
of war goods that railroad shops can produce. 

Through this means, Mr. Beyer pointed out, the W. P. B. 
and the O. D. T. hoped not only to bring about more effective 
utilization of railroad shop equipment, but to make up certain 
shortages in vitally needed war goods. 


Trans-Missouri-Kansas Board 


Chairmen of commodity carloading committees, reporting 
at the summer meeting of the Trans-Missouri-Kansas Shippers’ 
Board, at Wichita, Kan., June 12, predicted that the loadings of 
32 commodities covered would be 1.2 lower in the third quarter 
of 1942 than they were in the third quarter of 1941. This re- 
duction in the total loadings was largely a reflection of heavy 
predicted reductions in carloadings of grain and petroleum. 
As to grain, the estimate was that the fall 1942 loadings would 
be only 42,000 cars, as compared with the actual loading of the 
fall of 1941 of 73,224, a reduction of 31,000 cars, or 42.6 per 
cent. 

The report said that this reduction would come about be- 
cause of shortage of storage space and the rail embargoes on 
grain for which no such space could be certified at destination. 
It pointed out that the winter wheat crop in the states covered 
by the board—Kansas, Missouri, Nebraska, Colorado, Okla- 
homa and Texas—was estimated at 356,560,000 bushels this 
year, as compared with 323,000,000 bushels last year. On the 
other hand, using Kansas City as an example, the report 
showed 39,396,556 bushels of the grain storage capacity occupied 
as of June 1 this year, as compared with 32,740,852 bushels 
as of the same day last year. The total Kansas City shortage 
capacity is 45,030,000 bushels. 

The reduction in the loadings of petroleum and its products 
was estimated at 11,588 cars, or 20 per cent below the 57,938 
cars actually loaded in the fall of 1941. The committee said the 
1942 figures were merely a “guess,” based on the O. D. T. 
order to substitute tank trucks for railroad tank cars on petro- 
leum hauls of less than 100 miles; on the requisitioning for 
long hauls of 30 per cent of the rail tank cars now used 
locally within the board’s area, and on an estimated reduction 
in the territory of 15 per cent in the consumption of gasoline 
due to the rubber shortage and other war economy measures. 

Heavy increases were predicted in the loadings of sand, 
stone and gravel, 15,751 cars, or 33 per cent; coal, 6,213 cars, or 
12.9 per cent, and live stock, 4,277 cars, or 20 per cent. A re- 
duction of 65 per cent was predicted in the loadings of agri- 
cultural implements; 19.1 per cent in potatoes; 20 per cent in 
canned goods, and .7 per cent in grain products. 


By adopting the report of the executive committee, pre- 
sented by E. F. Ledwidge, general secretary, the board set up 
two new commodity carloading committees—aircraft manufac- 
turers’ committee, W. J. Goehausen, chairman, and paper and 
paper “products committee, F. L. Ruland, chairman. The re- 
port also announced the formation of seven new car efficiency 
committees in the board territory. 


The speaker at a luncheon, at the Broadview Hotel, was 
J. Monroe Johnson, member of the Commission, on “American 
Railroad Transportation in the Nation’s Decisive Battle.” 


War Department Shipping Plan 


In an effort to alleviate the strain on railroad freight 
facilities, as it said, the War Department has announced that 
the U. S. army is opening a consolidating station in Chicago, 
Tll., June 15 for the purpose of consolidating army less-carload 
westbound shipments into solid carloads. 

The department said that this action was expected to save 
considerable time, money and freight cars in the handling of 
small but essential army shipments. The first of its kind, the 
Chicago station will be operated by the traffic control division, 
transportation service, under the army services of supply. 

Because of the location of manufacturing centers, it was 
stated, most less-carload shipments moved westward. There- 
fore, the department said, it was decided to establish the station 
in Chicago, the railrosd center into which the manufacturers 
east of the Mississippi River and north of the Ohio River could 
funnel the smaller consignments. Later, it added, another sta- 
tion might be opened in New York City or Philadelphia, or one 
in each city, for the purpose of consolidating shipments from 
the factories on the eastern seaboard. 
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Further economy in the use of freight cars will be effected 
by using all means of transport such as truck, railroad, express 
and parcel post for all less-carloads shipments originating within 
the range of an overnight haul of the consolidated station, 
according to the department. These means, it added, would 
again be used when the shipments were broken down at dis- 
tribution stations for the final haul to the destination. 

The Chicago army station will utilize the services of the 
Chicago Junction Railway. Under the plan, it was explained, 
it will be possible to handle 10 freight cars and 10 trucks 
simultaneously. Further expansion is to be made later. 

The facilities of the Chicago Junction Railway that the 
consolidating station in Chicago will utilize are adjacent to 
the “army’s great Quartermaster Depot,” said the War De- 
partment, adding: 


Under present conditions, a small war shipment goes into a freight 
car and only partly fills it. Then it moves to its destination by a 
random route. The shipment may be transferred several times from 
car to car and railroad to railroad before it arrives. Time as well as 
space is wasted, for a shipment may have to wait hours or even a 
day or two before it can be transferred to another railroad. 

While the new system will ease the transportation problem, it 
will also speed up less-than-carload shipments to a wartime tempo; 
for these shipments, while small, may be critically important. Such 
a shipment may consist of medical supplies urgently needed for a task 
force about to go overseas. Or it may contain signal, airplane, or 
motor parts that are necessary in putting the finishing touches to 
large items of equipment being manufactured in another city. 

When the U. S. Army consolidating station opens, a small ship- 
ment will go into its big freight house, where it will be loaded, with 
other shipments going to the same city, into a freight car that will be 
filled to capacity. Then it will proceed without further transfer to 
that city by the shortest route. 
ried by various means to the training camp or port of embarkation to 
which it was consigned. 

With every shipment’s route known in advance, it will be possible 
through controls exercised in regulating stations of the transportation 
service, to intercept a shipment before it reaches its scheduled des- 
tination and to divert it to any other place where it may be urgently 
needed in a sudden emergency. 


CONTROL OF EXPORTS AND IMPORTS 


The Office of Exports, Board of Economic Warfare, has 
issued current control bulletin No. 27. The subjects covered 
in the bulletin are: 


1. Price quotations amendment to current controls bulletin No. 25. 
2. Farm machinery and equipment allocation. 3. Shipments of allocated 
materials under $25. 4. Changes in general licenses. 5. Export of pe- 
troleum products to Portugal. 6. Blockade control permits no longer 
required for Spanish Morocco and Tangier. 7. Shipments for the re- 
mainder of second quarter and for third quarter to selected destinations. 
8. General intransit license to unoccupied China and Mexico. 9. Bunker 
fuel for vessels returing to the United States. 10. Iron and steel prod- 
ucts—comprehensive export control schedule No. 7—correction. 


HANDLING EXPORT FREIGHT 


Cars of export freight other than grain or coal unloaded 
at Atlantic, Gulf and Pacific ports in May this year totaled 
72,228 cars compared with 52,162 in May, 1941, according to 
reports compiled by the Manager of Port Traffic and made 
public by the Association of American Railroads. 

“Cars of grain for export unloaded in May this year at 
these ports totaled 3,073 cars compared with 5,290 cars in the 
same month last year,” says the Association. 

“This traffic is being handled with no serious congestion, 
due to the continued cooperation of all concerned, particularly 
the steamship lines, exporters and shippers.” 


COAL TRANSPORTATION 


Solid Fuels Coordinator Ickes is disappointed with the de- 
mand for coal. 

“The nation is not providing itself with the full measure 
of wartime fuel protection that the gravity of the fuel situa- 
tion warrants and that the present capacity for mining and 
transporting coal makes possible,” said he. 

All-rail coal shipments into the New England area, said 
he, though above the comparable 1941 period by 48,914 cars 
for the period January 1 to May 30, were running under totals 
needed to meet wartime requirements. 

Statistics for the first five months of 1942 indicate that 
New England is receiving coal at a rate approximately three 
million tons per year short of the 26,000,000 tons estimated 
—— to meet this year’s wartime requirements,” said he, 
adding: 


The figures showed that 9,686,014 tons had been moved by all 
routes into the region during the first five months of this year. At this 
rate, New England would receive approximately 23,000,000 tons of 
coal in 1943. 

The war's influence on transportation routes was shown by the 
fact that the all-rail movement to New England was almost double 


There it will be unloaded and car- _ 
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the tonnage moved that way in the same period last year. Shipments 
by the combined rail-barge movement, hitherto an unimportant route, 
increased more than six times over the corresponding 1941 movement. 
At the same time, the proportionate share of the total movement borne 
by coastal collier was much less. 

Transportation experts have informed the solid fuel coordinator's 
office that facilities are available now for a further substantial increase 
in shipments both by all-rail and rail-barge routes. They might not 
be equally available later in the year. 


ROLLING STOCK ADDITIONS 


“Class I railroads put 44,546 new freight cars in service 
in the first five months of 1942,” says the Association of Ameri- 
can Railroads. 

“Of the total number installed in the first five months this 
year, there were 30,177 box, 12,498 coal, 1,037 flat, 207 refrigera- 
tor, and 627 miscellaneous freight cars. 

“New freight cars on order on June 1, 1942, totaled 49,548 
compared with 65,047 on the same day last year. Class I rail- 
roads had on order on June 1, this year, 20,126 box, 24,546 coal, 
2,803 flat, 1,197 refrigerator, 300 stock, and 576 miscellaneous 
freight cars. 

“Railroads in the first five months of 1942 installed 292 
locomotives of which 119 were steam and 173 were electric and 
Diesel. In the same period last year they put 218 new locomo- 
tives in service of which 53 were steam and 165 were electric 
and Diesel. 

“New locomotives on order on June 1, 1942, totaled 950 
which included 395 steam and 555 electric and Diesel. On 
June 1, last year, they had 517 new locomotives on order in- 
cluding 231 steam and 286 new electric and Diesel.” 


LOCOMOTIVE FUEL AND POWER 


The cost of fuel and power charged to yard and train 
service of Class I steam railways, including switching and ter- 
minal companies, was $33,817,197 for March as compared with 
$27,068,059 for March last year, according to a Commission 
compilation, statement M-230. For the three months ended 
with March the cost was $98,706,429 as against $76,915,992 for 
the same period last year. 


RAIL EQUIPMENT CONSULTANTS 


Appointment of O. J. Parks, of Barrington, New York, as 
a consultant to the transportation equipment branch of the W. 
P. B., specializing in car building and conversion of car building 
— was announced June 15 by Andrew Stevenson, branch 
chief. 

At the same time, Mr. Stevenson announced the appoint- 
ment of Charles P. Whitehead, of Bryn Mawr, as a consultant 
on various problems arising in the manufacture and produc- 
tion of gasoline, steam, electric and Diesel locomotives. As 
to the appointment, the W. P. B. said: 


Mr. Parks, former general superintendent of equipment of the 
General American Transportation Corporation, of Chicago, began his 
railroad career as an apprentice in the car shops of the Pennsylvania 
Railroad in 1892. He remained with that company 23 years before re- 
signing to accept the post of general superintendent (mechanical) with 
the General American Transportation Corporation, where he has been 
in charge of the layout of plants, installation of equipment and design, 
construction and repair of all rolling stock. 

Mr. Whitehead, former vice president in charge of sales of the 
General Steel Castings Corporation, Eddystone, Pa., entered the service 
of that company in 1929 after serving 10 years with the Commonwealth 
Steel Company, of St. Louis, Mo. 





TRANSPORTATION OF LUMBER 


Chairman Nelson, of the War Production Board, in a state- 
ment June 18 relative to facilitating a program of all-out lum- 
ber production, said he was asking owners and operators in 
the Pacific coast lumber industry to conserve truck use by sub- 
stituting water and rail transportation of logs wherever that 
could be done without reducing log output. 

“Similarly,” he said, ‘I am directing an appeal to the gov- 
ernors of the Pacific coast states requesting that they review 
state legislation and practices which may restrict lumber pro- 
duction. For example, in some instances there has been the 
practice to penalize owners of trucks for overloading by means 
not only of a fine but also a penalty that keeps the truck off 
the road for a period of from three to fifteen days; and also 
there is legislation forbidding the hauling of logs on Sunday, 
which legislation presumably was based on the assumption 
that passenger traffic on Sunday used to be much heavier than 
such traffic on weekdays.” 

Mr. Nelson announced appointment of Frederick H. 
Brundage, on leave of absence from his position as associate 
regional forester in the U. S. Forest Service, as western log 
and lumber administrator of the W. P. B. lumber and prod- 
ucts branch. 
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June 20, 1942 


Price Control and Transportation 


Price ceilings on charges for transportation services of 
carries other than common carriers will become effective July 1. 

On that date, according to an announcement made June 17 
by Price Administrator Leon Henderson, the general maximum 
price regulation issued by O. P. A. April 28 will become effective 
as it applies to transportation, storage and related services. 

The charges of common carriers are exempted from O. P. A. 
regulation by the emergency price control act of 1942, but 
charges of others selling transportation services are not. The 
O. P. A. action was made known in an announcement that the 
effective date of the general maximum price regulation as it 
applied to transportation, storage and related services had been 


— to July 1. Continuing, the O. P. A. announcement 
said: 


The general maximum price regulation specifically exempted rates 
charged by railroads and other common carriers offering their services 
to the general public. To other carriers and to services performed in 
connection with transportation the regulation applied on May 11 at the 
wholesale and industrial level and will apply on July 1 at the retail 
level. Supplementary regulation No. 11 makes price ceilings effective 
at all levels On July 1. 

The postponement applies to charges for transportation services of 
carriers other than common carriers; commercial storage and warehous- 
ing; stevedoring companies; car loading and car unloading companies; 
freight forwarders; consolidators or distributors not offering such serv- 
ices to the general public as common carriers; terminal services; 
services of transportation brokers, customs brokers, and transportation 
agents (other than employes of transportation companies); and pre- 
cooling, icing, ventilating and heating of shipments and transporting 
equipment. 

The extension was made, O. P. A. said, because of ‘‘the vital need of 
avoiding any possible interruption in the flow of commodities. Accord- 
ingly, persons furnishing such transportation and allied services are 
given further time in which to conform their establishments to the 
requirements of the general maximum price regulation.’’ 


The postponement does not affect the record-keeping requirements 
of the general maximum price regulation or the requirement that be- 
ginning July 1 persons under the regulation must have available for 
inspection statements showing their ceiling prices. 


The O. P. A. made the following statement of considerations 
involved in the issuance of supplementary regulation No. 11 to 
the general maximum price regulation: 


Supplementary regulation No. 11 postpones until July 1, 1942, the 
effective date of the general maximum price regulation with respect 
to transportation service and various other services allied to trans- 
portation. Maximum prices with respect to part of the above services 
became effective on May 11, 1942; the general maximum price regula- 
tion, however, postponed the effective date of maximum prices for 
services at retail until July 1, 1942. As originally issued, the general 
maximum price regulation was inapplicable to the services of a com- 
mon carrier or other public utility. The services, effective date of the 
general maximum price regulation to which is postponed by supple- 
mentary regulation No. 11, include those of carriers other than com- 
mon carriers, those of persons engaged in furnishing commercial 
storage and warehousing, stevedoring companies, carloading and car 
unloading companies, freight forwarders, consolidators and distributors 
who do not hold themselves out to serve the general public as common 
carriers, terminals, transportation brokers and customs brokers. After 
July 1, 1942, the maximum rates and charges for such services may not 
exceed the applicable maximum price or charge permitted by the gen- 
eral maximum price regulation. The postponement of effective dates 
with respect to those services is occasioned by the vital need of avoid- 
ing any possible interruption in the flow of commodities. Accordingly, 
persons furnishing such transportation and allied services are given 
further time in which to conform their establishments to the require- 
ments of the general maximum price regulation. So that all services 
excepted from the general maximum price regulation either for a lim- 
ited time or without limitation in time may, for convenience of refer- 
ence, be incorporated in one supplementary regulation, the provision 
for postponement until July 1, 1942, of the effective date for dry- 
cleaning services heretofore contained in section 1499.26 (c) (2) of 
supplementary regulation No. 1 has been incorporated into this supple- 
mentary regulation No, 11. 


Supplementary regulation No. 11 follows: 


A statement of considerations involved in the issuance of this 
supplementary regulation, issued simultaneously herewith, has been 
filed with the Division of the Federal Register. For the reasons set 
forth in that statement, under the authority vested in the Price Ad- 
ministrator by the emergency price control act of 1942 and pursuant to 
section 1499.10 of the general maximum price regulation, supplementary 
regulation No. 11 is hereby issued. Section 1499.26 (c) (2) heretofore 
a part of supplementary regulation No. 1 is hereby incorporated into 
this supplementary regulation No. 11. 

1499.46. Exceptions for Certain Services: 

(a) The provisions of general maximum price regulation, other 
than section 1499.11 (a), shall not apply to the following services 
until July 1, 1942: 

(1) Transportation services of carriers, other thai common car- 
riers within the exemption conferred by Section 302 (c) of the emer- 
gency price control act of 1942. 

(2) Commercial storage and warehousing and services incident 
thereto. 
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(3) Services of stevedoring companies. 

(4) Services of car loading and car unloading companies. 

(5) Services of transportation equipment rental companies. 

(6) Services of freight forwarders, consolidators, or distributors, 
not offering such services to the general public as comman carriers 
within the exemption conferred by section 302 (c) of said act. 

(7) Terminal Services. 

(8) Services of transportation brokers. 

(9) Services of custom brokers. 


(10) Services of transportation agents (other than employes of 
transportation companies). 


(11) Packing, crating, marking and labeling of shipments. 


(12) Pre-cooling, icing, ventilating, and heating of shipments and 
of transportation equipment. 


(13) Dry cleaning services sold other than to the person owning 
the commodity upon which the service is rendered, by any dry clean- 
ing establishment. 

(b) Definitions. 

(1) Unless the context otherwise requires, the definitions set forth 
in section 1499.20 of the general maximum price regulation shall apply 
to the terms used herein. 


(c) Supplementary regulation No. 11 (1499.46) shall become effec- 
tive June 17, 1942. 


The Commission, it is unofficially but authoritatively under- 
stood, will pay no attention to the implication of the O. P. A. 
declaration that its general maximum price regulation will 
apply to transportation services other than those performed by 
common carriers, unless and until it is forced to do so by some 
action of O. P. A. 

Attorneys for the Commission have been reading up on the 
subject and their conclusion is that contract carriers, for in- 
stance, are still under the obligation of the interstate commerce 
act to file schedules of their charges with it and to observe the 
charges so filed. In the event O. P. A. issued an order to con- 
tract carriers forbidding them to file any increases in their 
charges, the Commission might feel constrained to direct their 
attention to the fact that the interstate commerce act required 
them to file their schedules, without limit on their charges. 

It is the view of the Commission men that the courts, in 
the event they were appealed to by a contract carrier on 
account of an O. P. A. order, would continue to frown on the 
idea of repeal, by implication, of one statute by language in 
another. They know the charges of common carriers are ex- 
cepted from control by O. P. A. But they do not follow the 
O. P. A. implication that use of the words “common carriers” 
by Congress means the charges of contract and other carriers, 
such as the stock yard railroads, and the transportation facilities 
of big terminals, pass from it to O. P. A. But there is no idea 
that the Commission will take any official position until there 
is necessity for doing so. 

Forwarders subject to part IV take the position that they 
are common carriers. They point out that while the act does 
not define them as common carriers the language employed is 
that used in connection with common carriers. Another fact 
on that point is that the Commission, prior to passage of the 
forwarder act, in one of its reports, said that under the com- 
mon law forwarders were common carriers. Its conclusion was, 
however, that they were not common carriers under the terms 
of the interstate commerce act. The taking of such a position 
by the forwarders, it might be expected, would produce a fight 
the minute O. P. A. undertook anything respecting their rates 
or charges. 

C. D. Todd, Jr., executive secretary of the Contract Carrier 
Division of American Trucking Associations, Inc., submitted a 
memorandum to O. P. A. in which he contended that contract 
carriers by motor vehicle should not be made subject to price 
regulation by the O. P. A. One point made by him was that 
contract carriers by motor vehicle were subject to regulation by 
the Commission. 

The general maximum price regulation requires the charg- 


ing of prices no higher than the highest in effect in the month 
of March this year. 


REVENUE TRAFFIC STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies, carried 210,508,732 tons of revenue freight and had 
freight revenues totaling $445,911,383 for March this year as 
compared with 174,264,125 tons and $345,985,097 in freight 
revenues, respectively, for March last year, according to a Com- 
mission compilation of revenue traffic statistics of those roads, 
statement M-220. The number of revenue passengers carried 
was 46,770,099 and the passenger revenue was $59,094,098 
for March as against 40,046,066 and $40,023,625, respectively, 
for March last year. 

For the three months ended with March the roads carried 
576,211,679 revenue tons and 137,102,135 revenue passengers 
and had freight revenues totaling $1,216,434,617 and passenger 
revenues totaling $169,554,925 as against 478,521,196, 115,469,- 
873, $950,351,322 and $116,638,249, respectively, for the same 
period last year. 
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From Girders to Guns 


@ Uncle Sam needs guns and shells and 
tanks and planes. We hustle not only ore 
but also scrap, whether it be old bridge 
girders or junked automobiles, to the 


hungry mills. We speed steel to the fab- 





ricating plants. Then we rush the finished 


products on their way to meet the enemy. 


Erie is prepared to “keep ‘em rolling.” 
In war as in peace—you can expect fast, 
safe, dependable service whenever and 


whatever you ship via Erie. 


For any transportation information see 


the local Erie man. 


THE HEAVY DUTY RAILROAD 
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Petroleum Transportation 


To develop facts as to the practicability of wooden pipe- 
lines for transportation of petroleum or its products, the House 
rivers and harbors committee held a hearing in which John 
Reno, forest products engineer, representing the National Lum- 
ber Manufacturers’ Association, of Washington, D C., testified 
that wooden pipelines could be built to transport petroleum 
and that pipelines of wood, reinforced with steel bands, were 
now in use in many places, principally as water lines. 

Wooden pipelines would endure and give the desired per- 
formance under pressures as high as those normally used in 
pumping petroleum through ‘steel pipelines, Mr. Reno averred. 
However, he said, the pressure in wooden lines would have to 
be kept “within certain limits.” He said he was unable to 
make an estimate of the cost of wooden pipelines as compared 
with steel pipelines; that he would like to be able to say that 
the cost of wooden lines would be less, but that wooden pipe- 
lines would require more pumping stations than steel lines 
would require. He indicated that the cost factor involved the 
question whether it would cost more to build 10 to 15 small 
pumping stations than to build five or six large ones. 

Representative Dondero, of Michigan observed that “some 
time ago” excavators in Detroit had dug up wooden pipe that 
had been in the ground about 150 years. It was in a good state 
of preservation, he said. 

Representative Angell, of Oregon, read a letter he had re- 
ceived from Deputy Petroleum Coordinator Davies. The letter 
said that the feasibility of using wood in construction of pipe- 
lines had been studied carefully by the petroleum coordinator’s 
office, that many engineering difficulties had become evident 
and that the study had led to the conclusion that wooden pipe- 
lines would be impractical and unfit for transportating petro- 
leum, largely because they could not “stand up” under heavy 
pressure. 

Mr. Reno said that if Mr. Davies had stated that wooden 
lines could not last under pressure of 600 pounds or more, he 
would have agreed with Mr. Davies. 


Swiss Manufacturer Heard 


John Ferla, of Washington, D. C., president of the U. S. 
Asbestos Cement Pipe Co., obtained permission of the commit- 
tee to display and discuss sections of pipe of a patented ma- 
terial that, he said, was made of cement and short-fiber asbes- 
tos. He showed that the pipe could be made with or without 
steel lining. He contended that it would withstand pressure 
as well as steel pipe would, that in construction of a line 1,100 
miles long and of 14-inch diameter it would save 85,000 tons of 
steel, and that it would cost 60 per cent less than steel. He said 
he had manufactured the cement-asbestos pipe in a factory on 
the border between Switzerland and Italy; that his factory had 
produced 68,000 miles of such pipe, including 11,500 miles 
sold in the United States; that Mussolini had taken the factory 
and converted it to the manufacture of bombs; that he (Ferla) 
had called on the War Production Board repeatedly in efforts 
to obtain priorities for 45 tons of steel needed for machinery 
for a factory that he honed to establish in the United States, 
but that W. P. B. had not seen fit to act favorably on his re- 
quest, although he would do his own financing of the enter- 
prise. He said he was a native of Switzerland. 


Maloney Would Probe Rationing 


Senator Maloney, of Connecticut, has introduced S. Res. 
264, increasing by $10,000 the limit of expenditures authorized 
under S. Res. 156. The latter resolution established the so- 
called Maloney committee, with authority to investigate short- 
ages of gasoline, fuel oil and other petroleum products on the 
east coast. 


“We have made a survey of the tank car situation of the 
country, and have been constantly engaged in the search for 
additional transportation facilities,” said Senator Maloney, in 
introducing S. Res. 264. “The benefits of our study have been 
made available to the Office of the Petroleum Coordinator and 
the Office of Defense Transportation. We think that we have 
been helpful. Our work is not quite completed. Upon its com- 
pletion, the committee will make a further report to the Senate. 

“Because of the seriousness of existing conditions, mem- 
bers of our committee feel that there is need for an immediate 
and careful examination of the oil and gasoline situation as it 
applies to the entire country. . .. Many committees of Congress 
have considered the matter, but the confusion of opinion con- 
tinues. .. . Our committee feels duty bound to advise the Senate 
that it is prepared to undertake an immediate and careful 
study of the petroleum situation and the question of the ration- 
ing of gasoline on a national scale. . .” 


The House, in the course of debate on H. J. Res. 324, mak- 
ing appropriations for the Works Projects Administration, re- 
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jected an amendment proposed by Representative Clason, of 
Massachusetts, to permit the use of W. P. A. funds for con- 
struction of pipelines for petroleum products. Mr. Clason said 
O. D. T. Director Eastman had stated that there was “no rea- 
son why we should fool around with a barge canal across 
Florida in connection with the carrying of this petroleum.” 

“For these reasons,” he added, “it seems to me we should 
do as Mr. Eastman says and at once build a pipeline from St. 
Joe on the Gulf coast to Jacksonville. He assures us that at 
the present time ‘there is a good protected waterway to both 
terminals.” 

Representative Cannon, of Missouri, said the whole question 
of pipelines boiled down to the question of priorities; that it 
was impossible to get a single foot of pipe without a high 
priority rating; that any action taken by Congress would be 
ineffective, even if money were available, whether for public or 
private enterprise, and that the considered bill already carried 
ample authorization, so that the proposed amendment amounted 
to “mere surplusage.” 


Mansfield on Barge Situation 


___Chairman Mansfield, of the House rivers and harbors com- 
mittee, in an extension of his remarks in the Congressional 
Record, said the prompt construction of a pipeline across Florida 
was essential to make possible the delivery of oil products via 
intercoastal waterways, “because by this route alone can oil 
shipments be made in the volume and at a cost which will 
make commercial operations in oil products practicable through- 
out the Atlantic coastal area.” 

_He said that “experts in Washington” stressed the lack of 
availability of steel floating equipment, but that he himself was 
“as skeptical about this alleged shortage as the President is 
about the alleged small amount of scrap rubber in this coun- 
try.” He added that it had not been proved to his satisfaction 
that crude oil could not be transported in wooden barges. He 
cited a letter from Mr. Reno, of the National Lumber Manu- 
facturers’ Association, containing the assertion that it was 
entirely feasible to transport oil by wooden pipelines, to store 
oil in wooden tanks, and to carry oil in wooden barges. 


To Speed Barge Movements 


Petroleum Coordinator Ickes has issued formal recom- 
mendation No. 51 calling for immediate stepping up of barge 
movements of oil on the inland waterways to help meet the 
requirements for fuel oil and gasoline in the Atlantic Seaboard 
area. He has authorized a joint barge subcommittee of the oil 
industry to suggest methods of obtaining the maximum effi- 
ciency in the use of all inland waterways barge equipment 
employed, and to assure that all such equipment is utilized 
to meet the critical problems of petroleum supply. 

Petroleum Coordinator Ickes has announced that the move- 
ment of oil to the eastern states by rail tank car in the week 
ended June 6 averaged 666,810 barrels a day, 2,580 barrels 
more than the average daily movement in the preceding week. 

Rail movement of oil to the east coast from the west 
averaged 666,810 barrels daily the week ended June 6, Pe- 
troleum Coordinator Ickes announced June 15. 


_This was an increase of 2,580 barrels a day, over the pre- 
ceding week, when car loadings averaged 664,230 barrels daily. 

While this small increase was less than was expected, 
Deputy Coordinator Ralph K. Davies said he was.still hopeful 
of getting tank car shipments up to 800,000 barrels a day. 

In shipping 666,810 barrels daily into the east, 28 companies 
loaded 22,227 cars. Including cars that were on the way back 
west for reloading, it was estimated that the east coast service 
employed 53,400 cars, taken largely from other sections of the 
country. 


On the basis of an average of 210 barrels a car, the 22,227 
loaded cars carried the equivalent of 4,667,670 barrels of pe- 
troleum and petroleum products in the week. 

Approval of plans for the construction of an eight-inch 
petroleum products pipeline across northern Florida to help 
supply the Atlantic coastal area as far north as Norfolk, Va., 
was announced June 17 by Petroleum Coordinator Ickes. The 
American Liberty Pipeline Co. proposes to build the line with 
second-hand pipe excavated in Texas, and is now negotiating 
financing arrangements with other government agencies, ac- 
cording to the O. P. C. According to the plans, the pipeline 
would stem from Port St. Joe on the Florida Gulf coast to 
Jacksonville on the east coast, a distance of 220 miles. Its daily 
delivery capacity is estimated at 35,000 barrels. Gasoline and 
other products moved through the line would be transshipped 
by barge north and south of Jacksonville through the Atlantic 
Intracoastal Waterway to supply the east coasts of Florida, 
Georgia and the Carolinas. Deputy Coordinator Davies said 
that one substantial benefit of the project would be to reduce 
the need of supplying the coastal areas from the Plantation 
pipeline extended from Baton Rouge, La., to Greensboro, N. C. 
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This would permit pumping of products straight through the 
Plantation line to its terminus at Greensboro, from which point 
the line may be extended northward to tidewater near Norfolk, 
according to plans now under consideration. 

Coordinator Ickes announced June 18 that in the week 
ended June 16, the railroads had moved 731,520 tank cars of 
petroleum into the eastern seaboard area. MLS E 

The coordinator said construction of the pipeline from 
Texas to Illinois would not solve the problem of shortage of 
petroleum in the east but would be a help. The Reconstruction 
Finance Corporation will finance the cost of construction, esti- 
mated at $35,000,000. Details of the arrangement under which 
the pipeline would be owned and operated were being worked 
out, it was said. 


Pipeline and Barge Canal 


The House, on June 17, passed and sent to the Senate H. R. 
6999, the pipeline and barge canal bill introduced by Chairman 
Mansfield of the House rivers and harbors committee. The 
bill came up for consideration under the regular order of busi- 
ness on the House calendar. The House had voted on June 1 
not to take up the bill under suspension of rules that day (see 
Traffic World, June 6, p. 1461). ae 

Passage of bill, without a record vote, followed rejection 
by a roll call vote, 205 to 134, of a motion by Representatives 
Cannon, of Florida, to recommit the bill. 


Another Pipeline Added 


Amendments submitted by Mr. Mansfield and adopted by the 
House reduced the total expenditures authorized for the projects 
embodied in the bill from $144,000,000 to $80,000,000. How- 
ever, another amendment, submitted by Representative Rivers, 
of South Carolina, and agreed to by the House, called for an 
expenditure of not more than $13,000,000, not embraced in the 
original bill, for construction of a petroleum pipeline extending 
about 500 miles from “either Charleston, S. C., or Savannah, 
Ga., whichever of the said cities, or both, on the inland water- 
way meets with the approval of the Secretary of the Navy and 
the Secretary of War, to the Tinsley oil field located in the 
vicinity of Yazoo, Miss.” Thus the authorizations in the bill as 
passed by the House totaled $93,000,000. 

Projects authorized by the bill as amendad are: 


One or more pipelines, of 10-inch diameter, across Florida, from 
vicinity of Port Joe, Fla., to Jacksonville. 

A high-level lock barge canal from the St. Johns River across 
Florida, to the Gulf of Mexico, with a total of five locks, three at one 
end and two at the other, the highest part of the canal to be 52 feet 
above sea level. 

Modification of the Gulf intracoastal canal project between Mobile, 
Ala., and New Orleans, La., !n accordance with recommendations of 
army chief of engineers in his report of April 27, 1942. 

Enlargement of the present Gulf intracoastal waterway from the 
vicinity of Apalachee Bay, Fla.,.to Corpus Christi, Tex., and exten- 
sion of the waterway to the vicinity of the Mexican border, so as to 
provide throughout the entire length of the canal a channel 12 feet 
deep and 125 feet wide. , 


In submitting an amendment for a high-level lock barge 
canal across Florida, in lieu of a sea level canal, Mr. Mansfield 
said the high-level canal would have no salt water in it and 
would preclude possibilities of contaminating the ground waters 
of Florida. The amendment, he said, eliminated the portion of 
the channel inland from the west end of the channel across 
Florida to the east end of the existing intercoastal waterway 
near Carrabelle, Fla., a distance of about 120 miles, “all of 
which would have to be through rock,” and cut down the total 
cost by $50,000,000. ; 

“Then, by adopting a lock canal across Florida we make a 
further saving of $14,000,000, making the total savings $64,- 
000,000,” he said. 

In amending the bill to provide for construction of “one or 
more pipelines” instead of “‘a pipeline,” Mr. Mansfield said the 
line that had been authorized by Petroleum Coordinator Ickes 
was only a 8-inch pipe, affording capacity for only about 30,000 
barrels a day, and that if two 10-inch pipelines in addition to 
the 8-inch line could be built, nearly 200,000 barrels a day 
could be added to the volume of petroleum and gasoline trans- 
ported to the east coast area. 


Eastman’s Approval Reported 


Representative Green, of Florida, in the course of debate 
on the bill, said Director Eastman of the Office of Defense 
Transportation had asked for passage of the bill. He said that 
“the railroads were able to get only 350 locomotives for re- 
Placements although they asked for 725, and that is why Mr. 
Eastman, realizing the necessity for transportation, asks for the 
passage of this bill.” 

Representatives Carter, of California, Dondero, of Michigan, 
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Bender, of Ohio, and Cannon, of Florida, led the opposition to 
the bill. They reiterated contentions that the barge canal 
would be an entering wedge for the Florida ship canal, that 
three years would be required its completion, according to 
Major General Reybold, army chief of engineers, that the proj- 
ect had not been designated as a war measure by the President 
or by the Secretary of War or Secretary of the Navy; that 
Florida or the federal government would have to pay for 
construction of bridges over the canal, and that requests for 
appropriations “up to $300,000,000” for “completion” of the 
canal would follow passage of the bill. The House rejected an 
amendment by Representative Dondero, to limit the authoriza- 
tion to $10,000,000 for a pipeline across Florida. 

Representative Carter said the House had saved the country 
$64,000,000 since the bill was before it under suspension of 
rules, “simply by putting it over this long,” and that if the 
House had waited a little longer it might have saved “the main 
portion of this $80,000,000 this is remaining.” 

Representative McCormack, majority floor leader, read a 
telegram from Governor Edison, of New Jersey, urging enact- 
ment of the bill. Governor Edison said that small boats “such 
as the navy’s PT types” would play an increasing role in naval 
warfare and that rapid transfer of such craft in protected 
waters from the Gulf to the Atlantic and all along the seaboard 
was highly desirable. 

“Were we to vote against this canal development today,” 
said Representative Boggs, of Louisiana, “then our country 
would again be in the situation faced in 1917, when we were 
totally and completely dependent on the railroads for com- 
merce. . . . This barge canal will carry sulphur, will carry salt, 
will carry chemicals . . . petroleum derivatives ... lumber. . 
cotton and numerous and various raw materials that we must 
have in the industrial east if we are to prosecute this war to a 
successful conclusion. No pipeline can carry those com- 
modities.” 

Representative Geen said the problem of getting across the 
ridge of Florida, 29 miles, was the heart of the bill. He said 
that to build a portion of the intracoastal canal without the 
channel across Florida was to increase the “transportation 
bottle” but to leave the “neck” as it was. 

Answering a question by Representative Clason, of Mas- 
sachusetts, Mr. Mansfield said extension of the Gulf canal be- 
yond Corpus Christi to the Mexican border was proposed be- 
cause “one of the largest refineries we have” was in that section 
and because the waterway thus extended would aid in trans- 
portation of tin ore from Mexico to Texas City, where a tin 
smelter had begun operation in April. 

To another inquiry, Mr. Mansfield said there were enough 
steel barges available now to transport all the gasoline needed 
on the east coast, and that for types of oil other than gasoline 
the wooden barges were just as suitable as the steel. Mayor 
La Guardia, he said, had offered 50 high-powered tugs for use 
in towing barges on the intracoastal waterways, Mr. Mans- 
field said. 

Mr. Mansfield said that “two hundred and eighty-seven 
ships have already been destroyed,” and said: 


Admiral Land told me that a tanker will cost between 2% and 
3 million dollars. Count up the cost of 287; not only that, but count 
the cost of the cargoes. . 


“Eighty million dollars is involved in an attempt ‘to cover 
in behind protection the coast-borne traffic of the United States 
and shorten the line of transportation, bring all of the com- 
modities that come down the rivers and contact the intercoastal 
canal—make it possible for that traffic to move in full pro- 
tection, and shorten the line for ordinary transportation,” said 
Representative Sumners, of Texas. “I do not see how we can 
afford not to do this. I am not willing to take a chance. 
Eighty million involved in the question of putting behind walls 
transportation within the United States . . . when you are 
fighting a war for existence, is nothing. .. .” 


PETROLEUM FLOOD IN PART OF EAST 


Declaring that the reduced rates on petroleum and its 
products that were established by the railroads when oil tank- 
ers disappeared from the coastal trade routes, had caused a 
flood of such products in western New York and Pennsylvania 
and part of West Virginia, the Western Pennsylvania Refiners’ 
Traffic Association has asked the Commission to suspend 
tariffs, which, if permitted to become effective, would extend 
the expiration date of rates reduced to help the 17 eastern 
states, from September 15 to October 31, “unless sooner can- 
celed, changed or extended.” 

The members of the association refine crude petroleum 
produced in the oil fields adjacent to them at such points as Oil 
City, Bradford and Franklin, Pa. On September 15, 1941, the 
railroads cut rates from the western oil fields 25 per cent, the 
reduction to expire in one year. 
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In the alternative the objecting refiners suggest a con- 
ference with a view to having something done to avoid neces- 
sity for litigation in war time about such a matter. 

As a result of the reduction intended for the benefit of the 
17 states in seaboard territory, from Maine to Florida, petro- 
leum products flowed into the Pennsylvania refining territory 
so that, according to the request for suspension, it was like 
a torrent because old rate relations were destroyed. The ob- 
jecting refiners said they accepted the situation then because 
the Petroleum Coordinator said it was a necessary relief 
measure. They say the rates are violative of many sections 
of the interstate commerce act and they object to their con- 
tinuance to points in Pennsylvania, New York and West Vir- 
ginia where local crude affords a plentiful supply of petroleum 
products. 


OIL TRANSPORT AND O. P. A. 


A spokesman for the Petroleum Industry War Council on 
June 17 described as “somewhat exaggerated” a report that a 
“serious rift’ had developed between the Office of Price Ad- 
ministration and the Office of Petroleum Coordinator over the 
oil industry’s plea for higher price ceilings on its products so 
as to make allowances for increased costs of transporta- 
tion incurred since the diversion of oil transportation to the 
eastern seaboard from tankers to rail tank cars and pipelines. 

“I would say that there is a difference of opinion, rather 
than a rift, between the O. P. A. and the O. P. C.,” said the 
oil industry council spokesman. 

He added that the “difference of opinion” had existed for 
several months and that there appeared to be no immediate 
prospect of agreement. He said a Petroleum Industry War 
Council committee, headed by Dr. John D. Gill, economist of 
the Atlantic Refining Co., of Philadelphia, Pa., was making a 
continuous effort to obtain upward revision of the petroleum 
products price ceilings established by Price Administrator Hen- 
derson. Petroleum Coordinator Ickes was in sympathy with 
the position of the oil industry committee, it was stated. 

The P. I. W. C. spokesman said, with respect to estimates 
that the loss incurred by the east coast oil industry because of 
failure of O. P. A. to boost the oil price ceilings to the point 
where higher transportation costs would be covered’ by the 
sale prices had reached $38,000,000, that this estimate was a 
conservative one and that the loss had been reported as ap- 
proximating that amount about two weeks ago. 


0. D. T. Traffic Control System 


“In the clatter of teletypes and business machines in a 
basement room at the Office of Defense Transportation the 
round-the-clock drama of war transportation is daily punched 
out on tape and cards which are translated by incredibly in- 
genious mechanical contrivances into a graphic picture of traffic 
conditions on the nation’s railroads and at the principal ports,” 
says an O. D. T. statement, adding: 

The whirling steel tires of America’s freight cars daily drum their 
defiance of the Axis across more than 200,000 miles of main and branch 
lines. Hundreds of thousands of cars move from mines to mills, from 
mills to manufacturers, and from plants to ports behind the drum-roll 
exhaust of speeding locomotives. 

In the smoke and steam, and pelt of cinders, the four ways of the 
land, the rattle of wheels on rail joints provides the overture to the 
clack of O. D. T.'s battery of business machines. 

At the moment when in some distant freight yard a conductor high- 
balls his engineer to get a hundred-car train into motion, the Office of 
Defense Transportation in Washington knows how clear that main line 
is, and whether those cars are likely to reach their destination without 
delay. 

If some of the hundred cars in that train are destined to any one 
of the important ports for shipment abroad, the O. D. T.’s permit 
number is on the shipment, and it has been determined in advance that 
there will be space aboard ship for that cargo. If for some reason 
shipping at that port has been held up, shipments can be diverted to 
another port for export or diverted to storage, either inland or at a 
ort. 

, The broad scope of O. D. T.’s system of port control, and the work- 
ings of its traffic channels control were revealed by Joseph B. Eastman, 
director of defense transportation. 


Master ‘‘Train Sheet’’ 


Just as the train dispatcher on a railroad division keeps a minute- 
by-minute check of his operation on the train sheet before him, Mr. 
Eastman disclosed, so does O. D. T. keep a master ‘‘train sheet’’ of 
the daily movement of all cars, loaded and empty on the 121 major 
railroads of the United States. 

The traffic channels plan, Mr. Eastman explained, was set up to 
make it possible to detect prospective freight bottlenecks and to apply 
preventive measures before serious trouble develops. If signs of con- 
gestion appear on a railroad main line, or at one or more terminal 
points on that railroad, the O. D. T. is prepared to arrange for diver- 
sion of trains around that line or terminal, or to take other necessary 
steps to forestall freight traffic jams. 

“In view of the need for expeditious movement of war products 
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and materials,’’ Mr. Eastman said, ‘‘it was necessary to establish a 
system whereby this office could be provided with an accurate daily 
picture of traffic movement and port conditions so that we should know 
in advance whether any division, terminal or port area was being over- 
loaded.”’ 

The United States was divided into three channels of east-west 
freight haul, and seven channels of north-south flow. The lines drawn 
on the map divide the country into twenty-one zones. 

From each channel and zone, embracing all the major railroads, 
daily reports are received in the Office of Defense Transportation. 
These reports show in detail the number of cars moved into and out 
of each terminal, the number of cars loaded on any individual line, 
those received from connecting lines, and those delivered to connecting 
lines. The figures are broken down into loaded cars and empties. Also 
shown is the number of cars ‘‘on hand’’ or held over on a division. 

These figures pour into the O. D. T. teletype room where cards are 
punched in code. The cards, fed through the machine, are decoded into 
a readable report which forms a running day-to-day record. The 
record is reviewed by regional analysts, all trained railroad men, each 
familiar with the region assigned to him. The analysts, by checking 
receipts against deliveries, can immediately detect the overload of any 
one division, terminal or gateway. 

The gateways—those cities where a number of railway lines con- 
verge, and where joint terminal facilities are often maintained—are 
cross-checked so that O. D. T. may know accurately the condition of 
the several classification yards where inbound freight trains are switched, 
and outbound freight trains are made up for dispatch. 


Diversion of Freight 


When the reports indicate an overloaded condition, Mr. Eastman 
said, O. D. T. immediately contacts the railroad or railroads con- 
cerned and, through cooperative measures, freight is immediately di- 
verted around the potential danger point until all signs of bottleneck 
have disappeared. 

Every twenty-four hours the traffic channels section marks a spe- 
cially prepared map with colored shadings to denote various degrees of 
congestion at whatever points congestion appeared. This map provides 
a graphic picture of freight conditions throughout the country. Accom- 
panying the map is a typewritten statement describing the conditions at 
each trouble spot and analyzing the causes. 

Information as to potential or actual bottlenecks is supplied to the 
War Department and other government agencies, and to the Association 
of American Railroads. 

“The possibility of congestion around port areas is the most se- 
rious,’’ Mr. Eastman pointed out, ‘‘and these areas are watched care- 
fully. Not only is this office informed daily on the volume of freight 
movement into port cities, but an accurate check is kept on the con- 
tents of the cars. We know how many cars move into piers for un- 
loading, how many carloads are on hand in storage, and whether any 
trains are being held out of the yards.’’ 

The first big step in port control, Mr. Eastman explained, was the 
system set up recently by O. D. T. in cooperation with the War and 
Navy Departments, the War Shipping Administration and the British 
Ministry of War Transport. Under this system permits are issued to 
shippers before any freight for export can move into a port area. The 
shipment of cargoes into the port areas is permitted only after definite 
space bookings on the ships have been obtained. 

Freight cars received by railroads in port terminals are reported by 
railroad initial, car number, contents and disposition, to the regional 
office of the O. D. T. There cards are punched in code and the code is 
transmitted to O. D. T.’s Washington headquarters by teletype. 

These port records are transcribed onto a specially prepared form 
and are diagnosed daily by the port control unit. Provisions are made 
at port cities for ground or shed storage of freight if shipping is not 
immediately available. 

Under the port control system, Mr. Eastman pointed out, danger of 
serious congestion is minimized, and in the event a port is suddenly 
blocked by unforeseen contingencies, it is possible to divert shipments 
bound by rail for that particular port to some other seaboard terminal. 

During May and early June, Mr. Eastman said, only one railway 
system showed a general tightening up all along its line. In general, 
freight tonnage during May and early June moved freely through the 
country’s yards and terminals. 

Where conditions in any congested area warrant, Mr. Eastman said, 
an O. D. T. field representative is sent into the area with instructions 
to take whatever steps are necessary to afford immediate relief. 

Cooperation of the Association of American Railroads and the in- 
dividual railroads, Mr. Eastman pointed out, has facilitated the oper- 
ation of both traffic channel and port control, and has made mandatory 
orders unnecessary. 


WAR AND MOTOR TRUCK EMPLOYMENT 


Based on reports from 413 motor carriers employing 52,414 
employes, the American Trucking Associations, Inc., has in- 
formed the Office of Defense Transportation that 4,427 of 
the employes had been lost to war industries and that 3,800 
had gone into the armed forces of the country. The information 
was submitted in connection with O. D. T.’s study of the effect 
on the transportation industry of the war with respect to 
changes in personnel. 





D. C. TRUCKERS’ CLEARING HOUSE 
The District Trucking Association of the District of Colum- 
bia has established a district traffic clearing house, to assist 
members in carrying out provisions of O. D. T. motor con- 
servation order. William D. Doster, of the Kane Transfer Co., 
has been elected chairman of the clearing house. James Rogers 
is president of the association. 
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Restrictions on Travel 


Deferment for the “duration” of all meetings, conventions, 
and group tours not closely related to furtherance of the war 
effort has been called for by Director Eastman of the O. D. T. 
He asked also that all state and county fairs be postponed. 
His statement follows: 


The Office of Defense Transportation continues to receive many 
inquiries regarding the possibility of limitations on travel during the 
months immediately ahead. 

It is difficult to forecast the future with any accuracy, but it is 
clear that travel as usual is out for the duration. 

The volume of passenger traffic on railroad and bus lines is ris- 
ing steadily and is now about fifty per cent greater than last year. 

Hundreds of thousands of troops who must be moved over long 
distances have first call on our passenger facilities. Troop movments 
have been heavy, but they are constantly increasing and will be much 
heavier. The volume of necessary business travel is also rising. 

Private passenger cars have been providing much more intercity 
transportation, measured in passenger-miles, than the railroad and 
bus lines combined. As the use of these cars for such transportation 
is restricted, either by gasoline rationing or voluntarily, travel is 
shifting to the railroad and bus lines, and it is likely that this shift 
will steadily increase in volume. 

The railroad and bus lines are continually being called upon to 
install new service for the transportation of workers to and from the 
great new war production plants. 

Moreover, railroad facilities are being put to great strain in the 
handling of heavy volume of freight shipments which result from the 
rising war production, dislocation of ocean shipping, and war activi- 
ties in regions where hitherto traffic has been sparse. Obviously the 
movement of essential freight traffic must take precedence over all 
passengr traffic which is not involved in the war program, 


Restrictions Proposed 


In the light of these facts, the Office of Defense Transportation 
requests that the American people voluntarily impose the following 
restrictions upon their travel: 

1. Defer all meetings, conventions, and tours of groups not closely 
related to the furtherance of the war effort, since such mass move- 
ments interfere with regularly scheduled traffic and frequently require 
the use of extra equipment. 

In the case of meetings closely related to the war effort, at- 
tendance should be skeletonized along the lines of the splendid ex- 
ample set by the American Legion in its forthcoming convention. 

2. Postpone all state and county fairs. Farmers should not be 
encouraged to use, for nonessential purposes such as these, the tires 
which are so necessary to their livelihood and so necessary to provide 
a continuing food supply. Nor should they transfer the burden of 
such travel to public carriers. 

3. Vacations are desirable from the standpoint of public health, 
efficiency, and morale, and vacation business has furnished a means 
of livelihood to many people in various parts of the country. Clearly, 
however, private passenger cars should not now be used for extensive 
vacation travel, and if such travel should be concentrated in large vol- 
ume on the railroad and bus lines during the summer months, there is 
danger of serious congestion. Business organizations and other employers 
should stagger the vacations of employes throughout the year so 
far as practicable and, to reduce weekend traffic congestion, encourage 
their employes to leave and return from vacations during the middle 
of the week. 

It may be that in certain parts of the country there will be less 
congestion of passenger travel than in others. Therefore, those plan- 
ning vacations should consult agents in advance as to the prospects 
for travel over The lines which they contemplate using. Travelers 
cannot count on normal service, for delays, crowding, and scarcity of 
accommodations will occur as a result of heavy travel, and on some 
lines more than on others. Those who undertake vacation travel must 
expect and be ready to endure such discomforts. 

4. Do not travel, aside from vacations, for mere pleasure or when 
travel can readily be avoided. The railroad and bus lines have taken 
commendable action in eliminating inducement fares, advertising in- 
tended to stimulate travel, excursions, and the operation of special 
trains to recreational events and meetings. 


The Office of Defense Transportation will make every effort in 
conjunction with the carriers to eliminate wasteful operations and 
thus conserve the supply of passenger equipment for the travel which 
should be maintained. 


If the American people will voluntarily impose restrictions upon 
their travel such as have been indicated, there is good reason to hope 
that no drastic control over travel will be necessary. 


Oo. D. T. APPOINTMENTS 


Appointments to the staff of the Office of Defense Trans- 


portation have been announced by Director Eastman as fol- 
ows: 


Warren W. Kelly, of Chicago, has been named associate director 
of the section of materials and equipment. Mr. Kelly, formerly gen- 
eral purchasing agent of the Atchison, Topeka and Santa Fe Railway, 
is a native of Winfield, Kan., and began his railroad career in 1907 
when he joined the Santa Fe engineering department as a transit man. 
In 1929 he became chief engineer of the Santa Fe’s western lines, and 
was elevated in 1938 to the position he has just left. 

Mr. Kelly is a graduate of Rose Polytechnic Institute and a mem- 
ber of the American Railway Engineering Association and the American 
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Society of Civil Engineers. He is also president of the Western Rail- 
way Club. 


Harold R. Sampson, of Chicago, was appointed passenger assistant 
to Henry F. McCarthy, director of the division of traffic movement. Mr. 
Sampson, former general passenger agent of the Chicago and Eastern 
Illinois Railroad, is a native of Washington, Ill., and entered railroad 
service in Indianapolis with the Pennsylvania Railroad in 1922. He 
later saw service on the Illinois Central in the passenger department 
and went to the C. & E. I. as traveling passenger agent in 1929. Mr. 
Sampson is a graduate of James Milliken University, Decatur, Ill., and 
took post-graduate work at the University of Chicago. 

Norton P. Willis, of LaGrange, Ill., was made deputy director of 
the division of railway transport, in charge of rail-truck coordination, 
with offices in St. Louis, Mo. Mr. Willis, formerly assistant to the 
general superintendent of transportation of the Chicago, Burlington 
and Quincy, at Chicago, has been with that railroad since 1917. 

W. T. Long, Jr., superintendent of transportation of the 
Texas & Pacific Railway, has been appointed deputy associate 
director in the division of railway transport of the Office of 
Defense Transportation. His office will be in Dallas, Tex. He 
formerly held positions with the Missouri Pacific and the Cotton 
Belt. He is on leave of absence from the Texas & Pacific. 

The O. D. T. has announced the appointment of three more 
field office managers in the division of motor transport, bringing 
to a total of 46 the number of such managers named. Five 
appointments remain to be made. The three appointments an- 
nounced and the cities where the appointees will make their 
headquarters are: 


Boise, Ida.—Maurice H. Greene, of Boise, former attorney for 
the Commission and for the Idaho Motor Transport Association. 

Davenport, Ia.—Paul V. Kortkamp, of Rock Island, Ill., former 
employe of the Rock Island Storage & Transfer Co. 

Nashville, Tenn.—Victor E. Nichol, of Nashville, former district 
freight agent for the Silver Fleet Motor Express, Inc., of Nashville. 


DUTIES OF PASSENGER CARRIERS 


On account of what seems an inclination of motor com- 
mon carriers of passengers to regard orders and directives of 
the O. D. T. looking to the conservation of rubber, as con- 
trolling, the Commission has deemed it desirable to remind 
them they are under obligation to observe the interstate com- 
merce act. In a notice it has called attention of all such 
carriers to the rules concerning the filing of tariffs and policies 
of insurance, particularly in connection with special or chartered 
party service. As to such service it called attention to the 
fact that it issued regulations in 29 I. C. C. 25. As to insurance 
policies, it says, it prescribed rules in Motor Carrier Insurance 
for Protection of the Public, 1 M. C. C., requiring the filing 
and approval of policies, Rule VIII being the controlling one. 
With respect to those two points, the notice says: 


If the insurance of any regular route common carrier of passen- 
gers presently on file with the Commission does not meet the require- 
ments of Rule VIII with respect to such carrier’s special or chartered 
party service but is otherwise in full compliance with the insurance 
rules and regulations, such carrier will not be required to effect ar- 
rangements to comply with Rule VIII insofar as it shall apply to the 
carrier’s special or chartered party service until the date the insurance 
presently on file is cancelled or expires, provided such date is not 
beyond June, 1943. 


If any such carrier having on file a tariff containing fares and 
charges for transportation of special or chartered parties suspends such 
service, or any portion thereof, for the duration of the war because 
of General Order O. D. T. No. 10 or otherwise, an appropriate tariff 
supplement reflecting that fact should be filed with the Commission 
and posted in the manner required by law, after which compliance with 
Rule VIII as to states to which service is suspended will not be required. 


0. D. T. AND PUBLICITY 


_ President Roosevelt has signed an executive order con- 
solidating into one new agency the information functions of 
the government—foreign and domestic. The new agency, headed 
by Elmer Davis, radio news commentator, will be known as 
the Office of War Information. 

The statements that have been issued by the Office of De- 
fense Transportation have been routed through the division of 
information for the Office for Emergency Management and sub- 
jected to check there. Under the new set-up the director of the 
Office of War Information may issue “such directives concerning 
war information as he may deem necessary or appropriate to 
carry out the purposes of this order, and such directives shall 
be binding upon the several federal departments and agencies.” 

_ Informational activities, said the White House, would re- 
main with the departments and agencies but they must conform 
to the directives issued by the director of the O. W. I. 


RATIONING OF TRUCKS, ETC. 

Director Eastman has announced appointment of two 
more local appeal boards to serve with the O. D. T. division 
of motor transport. He said the local boards would pass on 
appeals taken by persons who had been refused permission by 














1604 


O. D. T. local allocation officers to purchase new trucks. The 
announcement added: 


Five boards now have been named, leaving 12 more to be appointed. 
They will serve in principal regions throughout the country and will 
take the place of the Washington appeal board, which held sessions 
from April 7 to May 22. Personnel of the two new boards and the 
areas which they will serve follow: 

District No. 11—Arkansas, Oklahoma and Louisiana; headquarters 
at Little Rock, Ark. Regular members: J. L. Daniel, Ritchie Grocery 
Co., El Dorado, Tex.; W. R. Daniels, H. R. Cook Truck Line, Jones- 
boro, Ark.; Howard H. Conley, New York Life Insurance Co., Little 
Rock, Ark. Alternate members: M. E. Moore, Arkansas Motor Coaches, 
Inc., Little Rock, Ark.; A. E. O’Hara, Southeast Arkansas Freight 
Line, Inc., Pine Bluff, Ark. 

District No. 12—Texas: headquarters at Fort Worth. Regular mem- 
bers: J. Tom Miller, Jr., Miller Truck Lines, Fort Worth; John 
Massenburg, Dr. Pepper Co., Dallas; W. H. Francis, Dallas. Alternate 
members: H. E. English, Red Ball Motor Freight Lines, Dallas; J. 
P, Kittrell, Dixie Coaches, Inc., Dallas. 


INTERCITY BUS OPERATIONS 

The fifth in a series of special orders pertaining to the 
operation of intercity bus lines has been issued by the Office 
of Defense Transportation. 

The new order (Special Order ODT B-5) affects the opera- 
tions of the Atlantic Greyhound Corporation, Charleston, W. 
Va., and the Carolina Coach Co., Raleigh, N. C. 

Points jointly served include Charlotte, Lexington, Greens- 
boro, Durham, Raleigh and Fayetteville in North Carolina, and 
Norfolk, Suffolk, Portsmouth, Emporia, Petersburg, Martins- 
ville, Danville and Richmond in Virginia. 

The companies are required, effective June 20, to honor 
each other’s tickets between the points named and to divert 
traffic for the purpose of relieving overloads and reducing opera- 
tion of extra sections. 

The order is based on plans submitted to the O.D.T. by 
the two companies. 


HANDLING PICK-UP IN DETROIT 


Allen Dean, manager of the transportation bureau of the 
Detroit Board of Commerce, in a letter to Edward M. Brady, 
director of the local transport section of O. D. T., says De- 
troit has tackled the job of combining the pick-up and delivery 
services of as many common carriers at Detroit as possible. 
He said, however, that there were many obstacles to be over- 
come, not the least of which was a natural competitive view- 
point among the common carrier groups. 

It seemed, said Mr. Dean, that the railroads’ less-carload 
traffic and that of the freight forwarders was already pretty 
well handled in a way that accomplished the greatest utiliza- 
tion of pick-up and delivery trucks. When it came to the 
motor carriers, he said, the situation was different. Three to 
six motor common carriers, he said, might have terminals 
within a radius of two or three blocks, but used separate de- 
livery agencies. He said that it was realized that serious 
hurdles had to be cleared but expressed the belief that the op- 
portunity of equipment and rubber saving was so great that 
the motor carriers which now were exempted from the com- 
pulsory mileage reduction provisions of general O. D. T. or- 
der No. 6 would show an even greater cooperative and self- 
sacrificing spirit than had characterized their attitude in the 
recent critical weeks. 


CONTRACT CARRIER LOAD BALANCE 


The Contract Carrier Division of the American Trucking 
Associations, Inc., undertaking to cooperate with O. D. T. 
on a nationwide scale, according to C. D. Todd, Jr., executive 
secretary of the division, has taken a first step toward setting 
up a clearing house, national in scope, enabling such carriers 
to balance their loads, in compliance with O. D. T. general 
order No. 4. That order requires such carriers to have a 100 
per cent load in one direction and a 75 per cent load, at least, 
in the other. 

To obtain the information, the division has sent a ques- 
tionnaire to more than 3,000 carriers, situated in every state 
in the union. After obtaining that information, according to 
Mr. Todd, it will be indexed and studied in an effort to dovetail 
together various operations. In those instances where a bal- 
anced movement seems possible, the carriers, says Mr. Todd, 
the carriers will be advised to get into contact with each other 
in an effort to formulate an agreement. Such agreements will 
be submitted to O. D. T. for approval. Each carrier that 
responds will be listed and given a number by which it may 
be identified. The list is to be circulated among the carriers. 
Each one of the point-to-point operations of the carrier an- 
swering the questionnaire would be listed. By applying to the 
Washington office of the division, according to the question- 
naire, an interested carrier could obtain information about the 
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services of carriers with which it might desire to make contact. 
In its questionnaire the division, in part, said: 


We definitely feel that the ‘‘clearing house’’ for this information 
should be national in scope because of interstate operators who could 
work with intrastate operators or vice versa. Therefore, if in your state 
there is any similar plan being worked out, we urge that you also file 
with us so that out-of-state carriers will be afforded the benefits that 
both could share. 

Contract carriers should not take a selfish attitude in this matter 
but it is our opinion that better results will be obtained if we, as a 
group, are able to solve our own problems of compliance rather than 
depend on the ‘‘bureaus’’ which are contemplated being put in Opera- 
tion. You could still use these ‘‘bureaus’’ if O. D. T. Order No. 4 is 
amended as per a recent resolution of our division. 


HOUSEHOLD GOODS PLAN 

The Household Goods Carriers’ Bureau is working on a 
plan under which carriers of that sort may comply with O. D. 
T. general order No. 3, providing for the conservation of rub- 
ber. It is under consideration by the O. D. T. It is being 
amended so as to avoid the objections of the anti-trust divi- 
sion of the Department of Justice. 

Creation of a corporation, in which local organizations of 
movers will be members, is the core of the plan. Such a cor- 
poration, known as Transco System, Inc., has been set up by 
common carriers of commodities. That corporation has ap- 
plied to the Commission for authority to pool traffic under 
section 5 (1) of the interstate commerce act, which it con- 
tends it does not need, for its protection in the event it should be 
held that it required such authority (elsewhere in this issue). 
The household goods movers would have a central organ- 
ization in Washington but it would have organization offices in 
probably 100 communities throughout the country, the object 
of which would be to provide for the execution of “match load” 
arrangements. The bureau, in a bulletin to associated secre- 
taries of local organizations, signed by J. F. Rowan, executive 
secretary, says the plan will be made public in its entirety on 
the day approval is given to it by the Department of Justice 
and the O. D. T. 





TRANSPORT OF ARMY SUPPLIES 


Objections by O. D. T. and truck interests have stopped the 
War Department putting into effect a rule that railroad service 
should be used for the transportation of its supplies moving 300 
miles and more, truck transportation for that purpose to be 
limited to a maximum of 300 miles. The truck interests sug- 
gested that all plans for the conservation of gasoline, rubber 
and trucks should be made by O. D. T. Members of Director 
Eastman’s staff suggested that the War Department hold up 
any plan for dividing its traffic on the 300-mile rule until it 
could be considered by, among others, Commissioner Rogers, 
acting as chief of the O. D. T. division of motor transport, who 
had been out of the city speaking before meetings of motor 
carriers in support of conservation plans. 

One of the points made by truck protestants was that motor 
carriers operated regularly over routes more than 300 miles 
long and that therefore such a limitation would not be eco- 
nomical, one illustration being the route of a motor carrier 
between New York and Richmond, Va., something more than 
300 miles. The War Department idea of giving the railroads 
long haul traffic and the motor carriers has been attributed to 
Under Secretary Patterson. He discussed the subject of di- 
version from motor vehicles to rails before the Senate com- 
mittee on small business (see Traffic World, June 13, p. 1536). 

The executive committee of the American Trucking Asso- 
ciations, Inc., gave prolonged consideration, June 17, to the 
idea of the War Department that it should limit hauls for it 
and the army to 300 miles, and use railroad transportation 
for greater distances. Arrangements were made by it for a 
talk on the subject with army officers having charge of trans- 
portation so as to point out to them that a rule of that sort 
would be arbitrary. It would be so, it was pointed out, because 
many motor carriers had routes over which they were au- 
thorized to carry freight longer than 300 miles, and that loads 
for the whole length of their routes were not uncommon, so 4 
rule of that sort would not fit actual conditions, even if the 
department were determined to use motor carriers only for 
“short hauls” and give its traffic to railroads for “long hauls.” 


TRUCK CONSERVATION CAMPAIGN 


A feature of the truck conservation campaign instituted 
by the Office of Defense Transportation, according to an an- 
nouncement made by that office, will be the distribution to 
truck owners of an insignia indicating cooperation in the cam- 
paign. This insignia is a red, white and blue decalcomania. 
It is to be affixed to the right hand cab door of the truck (see 
Traffic World, May 23, p. 1348). 
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Public Aids to Transportation 


Preliminary to the hearings on public aids to transporta- 
tion scheduled to begin before it June 29 in Washington the 
Board of Investigation and Research has had its staff prepare 
exhibits relating to public aids to airways, highways, railways 
and waterways. 

Data in these exhibits are made available by the board 
without its approval and will be the subject of examination at 
the hearings. ‘The board’s objective, according to Chairman 
Smith, is to develop the facts on which the board may later 
reach its conclusions. The exhibits are indicated as follows: 


I. Highway exhibits— 

H-1 Annual expenditures, 1921-1940: a. Primary highways. b. Sec- 
ondary and local roads. c. Town and city streets. d. Urban extensions 
of primary highways (1934-1940). e. All highways, roads, and streets. 

H-2 Comparison of federal expenditures on roads and streets, in- 
cluding Public Roads Administration and Public Works Administration 
grants, with state and local expenditures, 1921-1940. 

H-3 Federal expenditures, by disbursing agencies: a. Primary high- 
ways, 1894-1941. b. Secondary and local roads, 1913-1941. c. Town and 
city streets, 1929-1941. d. All highways, roads, and streets, 1894-1941. 

H-4. Estimate of value of highway, road, and street investment, as 
of December 31, 1920: a. Primary highways. b. Secondary and local 
roads. c. Town and city streets. 

H-5 Amortization of pre-1921 investment in highways, roads, and 
streets, 1921-1940: a. Primary highways. b. Secondary and local roads. 
ce. Town and city streets. d. All highways, roads, and streets. 

H-6 Annual expenditures: Comparison of Board of Investigation 
and Research study with other studies: a. Primary highways. b. Sec- 


ondary and local roads. c. Town and city streets. d. All highways, 
roads, and streets. 

H-7 Valuation and amortization of roads and streets, as of Decem- 
ber 31, 1920: Comparison of Board of Investigation and Research and 
other estimates. 

Il. Railway exhibits— 

R-1 Status of federal and state grant lands as of December 31, 1941. 

R-2 Data on railroad loans and security purchases by Reconstruc- 
tion Finance Corporation, to April 30, 1942. 

R-3 Data on loans to railroads by the Public Works Administration, 
to April 30, 1942. 

III. Waterway exhibits— 

W-1 Annual cost of federal aids to waterways by individual projects, 
year 1940. 


W-2 Consolidated total costs and annual costs for 1940 of federal 
aids to waterways. 

W-3 Cost analysis for the Mississippi River. 

W-4 Cost analysis for the Illinois Waterway. 

W-5 Cost analysis for the Chesapeake Bay and tributaries. 

W-6 Cost analysis for the Atlantic Intracoastal Waterway. 

W-7 Cost analysis of the Gulf Intracoastal Waterway. 

IV. Airway exhibits— 

A-1 Estimated air mail revenues, air mail payments, and costs of 
the Post Office Department assigned to air mail, to December 31, 1941. 

A-2 Federal aids to airways, 1926-1941. 

A-3 Air mail payments to the carriers and cost to the carriers of 
air mail service, 1938-1941. 

A-4 Capital expenditures, income, expenses, and use of public air- 
ports, separated between those used and those not used by scheduled 
air carriers, 1937 and 1938. 


Highways 

In explanation of the exhibits relating to the highways, 
the board said the measurement of public aids to highway 
transportation involved (1) determination of annual expendi- 
tures made by all governmental agencies on highways, roads 
and streets; (2) calculation of annual costs of such facilities 
to reflect the fact that annual expenditures provide highway 
services for a longer period than the year in which the ex- 
penditures were made; (3) comparison of annual expenditures 
and annual costs with a view to determining which is the 
more appropriate basis for use in a study of public aids; (4) 
allocation of annual expenditures and/or annual costs among 
the various classes of motor vehicle users; and (6) comparison 
of payments made by motor vehicle users with costs assignable 
to them. The board said the research staff had completed 
the first of the above steps and part of the work involved in 
the second and third steps. Annual costs, however, had not 
been determined, it said. The tax division of the board had 
made considerable progress in compiling data on payments 
by motor vehicle users. 


Costs of Waterway Aids 


In exhibit W-2, consolidated total and annual costs of fed- 
eral waterway aids—a staff statement not approved by the 
board—appears the following: . 

Total costs of the federal waterways program, as administered by 


the War Department, Board of Engineers for Rivers and Harbors, to 
June 30, 1940, have been as follows: 


ES, LETT i eee ae ee $1,839,219,053.02 


Nokon cs alone auras Ceweewadinte'swet 703,843, 300.35 
falue of plant, stocks, and undistributed items ........ 49,814, 714.25 
BE Aickawwsaneucienceews tannins pitta anukwecae tween $2,592,877,067.62 
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A further breakdown of these totals is contained in the table sub- 
mitted at the end of this exhibit (here omitted). 

Total expenditures, differing from total costs only in adjustments 
for accounts receivable and accounts payable, have been $2,583,253,657.24. 
Total appropriations, including balances unexpended and balances un- 
allocated, have been $2,723,223,698.33. 

These figures represent amounts directly charged to navigation by 
the army engineers. There is a strong probability that some expendi- 
tures have been made for flood control which are included in the totals 
shown, particularly in the earlier period of waterway development when 
the constitutionality of direct federal expenditures for flood control had 
not beeen clearly established. On the other hand, there is a strong prob- 
ability that some expenditures now charged to flood control aid navi- 
gation. The problem of cost allocation in the consolidated report pre- 
sents insuperable difficulties of analysis, and no attempt has been made 
to go behind the army engineers’ reports. For individual projects, 
however, careful attention to cost allocations will be given where im- 
portant multiple purposes exist in specific waterway improvements, 

To June 30, 1890, total appropriations for waterways were $122,- 
124,145.12. This is 6.64 per cent of the cumulated total appropriations 
to June 30, 1940. On the basis which has been used for individual proj- 
ect analyses (See Exhibit No. W-1), an annual cost for federal aid to 
waterways, for the year 1940, may be worked out as follows: 
Unadjusted cumulated total costs, new work .......... $1,839,219,053.02 
LeSs 6.64 per cent write-off for obsolescence ........... 122,124,145.12 

Adjusted total costs, new work 
IER COMER OE GA TOE CONG oo hn ki ciiicnriwcinscevisssces 
3.5 per cent interest on plant and undistributed items .. 


ie Gi Siac Saas eda ae orm $1,717,094,907.90 
73,319,952.57 


1,743,515.00 
Average annual maintenance, 1936-1940 ................. 38, 209,985.73 
Total annual federal costs, 1940 ..................05- $113,273, 453.30 


Little meaning can be attached to an average federal cost per ton 
on all water-borne commerce, since separate channels differ so greatly 
in their physical and traffic characteristics. Any study of federal ex- 
penditures for waterways which is to contribute to an understanding 
of public policy must analyze individual projects in the light of local 
or regional characteristics. However, a statistical average federal cost 
can be computed from the above summary at $0.186 per ton for the 
total commerce of 607,900,000 tons reported for 1940. Assuming that 
the reported value of $36.45 per ton in 1938 still holds—the army engi- 
neers stopped reporting value of traffic in that year—the ad valorem 
subsidy to waterway traffic represented is % of 1 per cent. 


Inactive Waterways 


In studying individual waterways, 212 federal projects have been 
eliminated from consideration on the grounds that no federal funds 
have been expended on them for at least 10 years and no traffic has 
used them for at least 3 years. No questions of transportation or fis- 
cal policy seem to be involved in these projects. 

The cumulative total of federal costs on these projects has been: 
For new work 


se a a ee ara ater ara ag ocr as $16,718, 765.57 
I SII i ceca pay a Sly oon Ke cie a ur aewe.e ahs dueaea ees 1,404,321.07 
ND Saas ida te Meu agesia mao wae oe tna a oa wees $18, 123,086.64 


The costs represented by these projects may be compared with the 
allowance of $122,124,145.12 for obsolescence in the preceding computa- 
tions. The remainder of this write-off would apply to improvements 
made prior to 1890 on channels which are still useful to transportation. 


Other Aids to -Navigation 


In addition to improvements administered by the army engineers, 
other federal agencies render miscellaneous services to navigation. 
The more important of these are the Coast and Geodetic Survey, which 
spends something less than $1,000,000 a year for services to transporta- 
tion and the U. S. Coast Guard (Light House Service) which spends ap- 
proximately $10,000,000 a year for lighthouses. Available records do not 
permit accurate allocation to water-borne domestic commerce of costs in- 
curred by agencies other than the army engineers, and in any case, these 


costs would be so small as not to add significantly to the total findings 
on public aid. 


BRIDGE WASHOUT AND ROUTING 


Due to the washout of a bridge near Lennoxville, Quebec, 
Canada, on the line of Canadian National Railways and Grand 
Trunk Railway between Montreal, Que., and Portland, Me., the 
Commission, division 3, by service order No. 78, dated June 
15, has directed those two carriers “immediately” to forward 
traffic routed over their lines between Montreal and Portland 
by routes most available to expedite its movement and prevent 
congestion, without regard to the routing thereof made by 
shippers or by carriers from which the traffic is received, or 
to the ownership of the cars. All rules, regulations, and prac- 
tices of the carriers with respect to car service are suspended 
and superseded in so far only as conflicting with the directions 
thereby made. 

The Commission said it appeared, due to the washout, that 
the carriers were unable to transport the traffic offered to 
them between. Montreal and Portland so as properly to serve 
the public and that an emergency existed requiring immediate 
action, in its opinion. In part, the order said: 


That inasmuch as such disregard of routing is deemed to be due 
to carrier’s disability, the rates applicable to traffic so forwarded by 
routes other than those designated by shippers, or by carriers from 
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which the traffic is received, shall be the rates which were applicable 
at date of shipment over the routes so designated. 

That inasmuch as the necessity for such disregard of routing 
arises from circumstances beyond control of carriers, car hire pay- 
ments covering both railroad and privately owned cars shall be made 
on the basis of the handling of cars as originally routed. 

That in executing the directions of the Commission contained in 
this order the common carriers involved shall proceed without refer- 
ence to contracts, agreements, or arrangements now existing between 
them with reference to the divisions of the rates of transportation 
applicable to said traffic; that such divisions shall be, during the time 
this order remains in force, voluntarily agreed upon by and between 
said carriers, and that, upon failure of the carriers to so agree, said 
divisions shall be hereafter fixed by the Commission in accordance 
with pertinent authority conferred upon it by the interstate commerce 
act. 





Railroad Earnings 


Preliminary reports from 89 Class I railroads, representing 
81.5 per cent of total operating revenues, made public by the 
Association of American Railroads, showed that those rail- 
roads, in May, 1942, had estimated operating revenues amount- 
ing to $481,560,054, compared with $360,649,415 in the same 
month of 1941, or an increase of 33.5 per cent. 

Freight revenues of the 89 Class I railroads in May, 1942, 
amounted to $391,179,639 compared with $301,151,330 in May, 
1941, or an increase of 29.9 per cent, says a statement by the 
association, adding: 


Passenger revenues in May, 1942, according to these preliminary 
reports from 89 Class I railroads, totaled $59,366,778, compared with 
$31,390,160 in May, 1941, or an increase of 89.1 per cent. 


Eastern District 


Thirty-five Class I railroads, representing 90.4 per cent of total 
operating revenues in the eastern district, in May, 1942, had estimated 
operating revenues of $257,915,150 compared with $202,797,411 in May, 
1941, or an increase of 27.2 per cent. 

Freight revenues of those railroads in May, 1942, amounted to 
$208,932,658 compared with $168,984,446 in May, 1941, or an increase of 
23.6 per cent. 

Passenger revenues of those roads in May, 1942, totaled $33,023,806 
compared with $18,799,884 in May, 1941, or an increase of 75.7 per cent. 


Southern District 


Seventeen Class I railroads, representing 66.2 per cent of total oper- 
ating revenues in the southern district, had estimated operating rev- 
enues in May, 1942, of $56,764,740 compared with $37,335,706 in May, 
1941, or an increase of 52.0 per cent. 

Freight revenues of those railroads in May, 1942, amounted to 
$46,054,597 compared with $31,484,510 in May, 1941, or an increase of 
46.3 per cent. 

Passenger revenues of those roads in May, 1942, totaled $7,571,593 
compared with $3,093,143 in May, 1941, or an increase of 144.8 per cent. 


Western District 


Thirty-seven Class I railroads, representing 74.6 per cent of total 
operating revenues in the western district, had estimated operating 
revenues in May, 1942, of $166,880,164 compared with $120,516,298 in 
May, 1941, or an increase of 38.5 per cent. 

Freight revenues of those railroads in May, 
$136,192,384 compared with $100,682,374 in May, 
of 35.3 per cent. 

Passenger revenues of those roads in May, 1942, totaled $18,771,379 
compared with $9,497,133 in May, 1941, or an increase of 97.7 per cent. 
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BURLAP BAG SHORTAGE 


Farmers will have to depend largely on bags made of sub- 
stitutes for burlap, on odd-size bags, and on re-use of old bags 
for handling their crops this year, the U. S. Department of 
Agriculture has advised farmers. In a summary of the Agricul- 
tural bag situation, the department said: 


An over-all view of the agricultural bag situation indicates that 
due to the war emergency and inadequate shipping space limiting 
importations, there will be no more heavyweight burlap for agricultural 
bags this year. 

Consequently, it is essential for farmers to plan for greater use 
of cotton bags (Osnaburg or sheetings) or paper bags. In many cases 
it will be necessary that farmers use unusual or odd-shaped bags. In 
order to utilize the fullest extent of existing loom facilities, textile 
mills are finding it necessary to weave fabrics of certain widths and 
constructions not generally used by agricultural bag manufacturers. 

Agricultural bags requiring lightweight burlap are now available in 
small quantities for a short time, possibly as late as December, 1942. 
Even this burlap supply will not provide more than a small per- 
centage of the lightweight burlap requirements, so that substitutes 
for practically all burlap bags of this type will have to be utilized 
from available cotton bags or paper bags. 


RAIL ADVERTISING EXPENDITURES 


Class I railroads in the calendar year 1941 had total ad- 
vertising expenditures of $11,257,281 as compared with $11,- 
704,335 in 1940, according to a tabulation based on reports made 
to the Commission. 


For 1939 the expenditures totaled $12,083,783; 1938, $9,- 
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752,671, and 1937, $11,704,335. Commenting on the figures, 
Robert S. Henry, assistant to the president, Association of 
American Railroads, said: 


The 1941 figure thus represents a decrease of $447,054, or 3.8 per 
cent, under the preceding year; a decrease of $826,502, or 6.8 per cent, 
under 1939; an increase of $1,504,610, or 15.4 per cent, over 1938; and a 
decrease of $264,250, or 2.3 per cent, under 1937. 

In 1941, the railroads spent $2.11 for advertising out of each $1,000 
of gross operating revenues; in 1940, they spent $2.72; in 1939, they 
spent $3.02; in 1938, they spent $2.74; and in 1937, they spent $2.77. 

Of the 1941 total expenditures, newspapers received 37.3 per cent: 
magazines received 13.1 per cent; and radio received 2.2 per cent. The 
comparable figures for 1940 were 38.5 per cent for newspapers; 10.7 
per cent for magazines; and 2.3 per cent for radio. 

Of the total amount spent for space in newspapers, magazines and 
radio time and talent in 1941, the newspapers received 70.8 per cent: 
magazines 24.9 per cent; and radio 4.3 per cent. 


Clement on Railroads and War 


The American railroads, in their successful handling of 
wartime transportation “offer an outstanding proof of what 
private industry can accomplish,” said M. W. Clement, presi- 
dent of the Pennsylvania Railroad, in an address on “Rail 
Transportation in the War,” at the dedication of the new tech- 
nological institute of Northwestern University, Evanston, IIl., 
June 15. There was nothing in that performance, he continued, 
“to suggest that any better job would be done or that as good 
a job could be done if the task were entrusted to any other 
agency than the American railroads themselves.” 

It should not be overlooked, he continued, that the rail- 
roads were the only transportation industry in the war effort 
that was building up its facilities “entirely out of the funds 
of the railroads themselves.” Subsidized competitors were “in 
difficulties under war conditions” while the railroads “have 
gone on—a strictly regulated and highly taxed industry, mov- 
ing without noticeable effort the largest volume of traffic the 
roads ever carried—fulfilling a destiny that could be ac- 
complished only by the ingenuity of American transportation 
men and the industrial men allied with them.” Continuing, 
he said: 

Whether railroad transportation in the future will continue to move 
on will depend on how much more war traffic the railroads are called 
on to carry, and the restrictions that are placed on the railroads. 

The building of cars has been practically stopped. The acquisition 
of engines is being limited. The building of the facilities is slowir 
down under priorities. 

Such are the fortunes of war. 

Without too many restrictions, the railroads can go on handling 
the load that is placed upon them to the end of the war, just as they 
have since its beginning. 

Rationing of transportation will come only as a result of restrictions 
placed upon the railroads which prevent expansion of their facilities 
and their capacity. 





DISPOSITION OF SALVAGED RUBBER BY RAILROADS 


C. H. Dietrich, executive vice-chairman, freight claim di- 
vision, Association of American Railroads, has sent to members 
of the division copies of a letter from H. S. Rogers, chief, rubber 
and rubber products branch, War Production Board, with in- 
structions as to the disposition of salvaged rubber and rubber 
products rejected by consignees because of damage. 

Crude rubber and latex is to be offered to the Rubber Re- 
serve Company, Washington, D. C., a governmental agency, the 
letter says. As to automobile tires and tubes, the disposition 
is complicated by the fact that distribution is restricted by 
regulations of the Office of Price Administration and comes 
under the jurisdiction of local tire rationing boards. In order 
to “centralize information with respect to this material and 
such other rubber products as may accumulate,” the letter 
says, railroads should communicate with H. C. Havens, inventory 
and requisition section, W. P. B., Washington, for advice as 
to disposition, “at least to the extent it can be brought back 
into commercial channels.” 


WAR AND TRUCK EFFICIENCY 


Wartime requirements were making motor truck haulage 
much more efficient in terms of safe, speedy, continuous opera- 
tion, Fred M. Lautzenhiser, technical consultant of the War 
Production Board’s automotive branch, said June 16 at a meet- 
ing of the National Safety Council’s institute for traffic training 
in Yale University, New Haven, Conn. 

“Operators and shippers are recognizing that certain scien- 
tific principles applied to such factors as load distribution give 
results of considerable importance when rubber is scarce and 
the number of trucks available under the nation’s rationing 
procedure is strictly limited,” Mr. Lautzenhiser said. 

“Trucks, truck-tractors and trailers are being much more 
intelligently selected and used for war hauling. There are far 
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fewer breakdowns of badly overloaded trucks, these days. The 
hauling industry is learning rapidly from experience that in- 
telligent load distribution pays, particularly from the viewpoint 
of keeping trucks in use on the road.” 

Mr. Lautzenhiser, who was formerly chief engineer of the 
International Harvester Co., Chicago, defined intelligent load 
distribution as “coordination of body length with wheel-base 
and the mounting of the fifth wheel at the proper point in re- 
spect of the tractor’s rear axle.” 

With the shortage of trucks, particularly heavy-duty trucks, 
he said, it was imperative to make the best possible use of 
present haulage facilities and “it is gratifying to observe an 
increasingly and much more intelligent coordination of tractors 
and semi-trailers in place of heavy trucks.” 

“War has forced recognition of scientific principles in load 
distribution,” he added. ‘The benefits are particularly im- 
portant from the standpoint of conservation.” 


MERCHANDISE WAREHOUSE OCCUPANCY 


Director Capt of the Commerce Department’s Bureau of 
the Census has announced that, on the basis of reports from 377 
warehousing firms, the percentage of space occupancy in pub- 
lic merchandise warehouses at the end of April was 85.2 per 
cent, compared with 85 per cent for March. 

The report by the census bureau showed that of the 
33,286,335 square feet of occupiable space intended for public 
warehousing of general merchandise, 28,358,021 square feet 
were occupied. The number of merchandise warehouse build- 
ings operated in the United States in April was 1,116, com- 


pared with 1,112 in the preceding month, according to Direc- 
tor Capt. 


WAREHOUSE RECEIPTS UNDER O. P. A. 


Sales of warehouse receipts are covered by the general 
maximum price regulation, and are not exempt under the sec- 
tion of the regulation which exempts securities, the Office of 
Price Administration has announced in a statement continuing 
as follows: 


Warehouse receipts are negotiable documents of title representing 
goods which have been placed in warehouses, O. P. A. said. When goods 
whose price ceilings are subject to control under the general maximum 
price regulation are sold, the price ceilings in the transaction are 
fixed under the regulation—regardless of whether the goods themselves, 
are physically transferred, or the transfer is effected by transfer of 
the warehouse receipt from seller to buyer. 

The general maximum price regulation is applicable to all com- 
modities which are not expressly excepted therefrom. One section of 
the regulation excepts ‘‘securities.’’ And the term ‘‘security’’ is itself 
defined in the regulation as including any note, stock, bond, and inter- 
est or instrument commonly known as ‘‘security.’’ 

Although warehouse receipts, like other documents of title, are 
often used as security for loans, they are not themselves commonly 
known as securities. Accordingly sales of warehouse receipts are sub- 
ject to the regulation. 

A large portion of the business of the nation is transacted through 
transfers of warehouse receipts and other documents of title. And if 
these were excepted from the general maximum price regulation, this 
portion of the nation’s business would escape price control completely. 

The canning, distilling, and wine businesses are among many in 
which warehouse receipts play an important part. The receipt itself 
is the document given to the owner of the goods as evidence of his 
title to goods stored in the warehouse. It can cover any and all types 
of goods placed in warehouses. 





INTERSTATE TRADE BARRIERS 


_ Removal of some of “the more glaring obstructions” to 
interstate trade for the duration of the war, as agreed to by 
the states, should be made permanent, according to Under Sec- 
retary of Commerce Wayne Chatfield-Taylor. Speaking June 18 
at Dallas, Tex., before the annual convention of the U. S. Junior 
Chamber of Commerce, he said that though state governments 
were now cooperating fully with the federal government to 
remove some of the obstructions, the implication remained that 
as soon as the war was over, the restrictions would be imposed 
again. 

“While the necessity for lifting the obstruction during the 
war period is obvious,” said he, “I see no reason why we should 
resume the practice of these restrictive rackets after we have 
earned our victory. If we learn anything during these tragic 
years, we should learn that a local economy, a national economy, 


=? world economy, based on scarcity and restriction, is doomed 
0 failure.” 


TAX ON TRANSPORTATION 


The House committee on ways and means has voted to 
Place a five per cent tax on transportation of freight and ex- 
press. As to a report that the tax would apply only on ship- 
ments carried by common carriers it was stated that the de- 
tails of the tax had not been worked out but that contract 
farriers no doubt would be included in the tax. 


1607 


Money for T. P. & W. 


The Traffic World Washington Bureau 


President McNear, of the Toledo, Peoria and Western, has 
sent back to George Voelkner, Assistant Federal Manager of 
the railroad, a voucher for $150,000, representing partial pay- 
ment to Mr. McNear of the cash balance the railroad corpora- 
tion had on hand when the federal government took over the 
railroad. 

In a letter to Mr. McNear, June 12, Mr. Voelkner called 
attention to the fact that a quarterly payment of income tax, 
surtax, and excess profits tax of the corporation in the amount 
of $79,765.50, would be due June 15. On returning the voucher, 
Mr. McNear suggested that the federal manager make the tax 
payment. He said the federal manager was in full possession 
of the railroad and its records and that he alone had the force 
and facilities for the handling of such matters as the determina- 
tion of income taxes. On June 15 Mr. Voelkner advised Mr. 
McNear by letter that the federal manager had made the 
quarterly tax payment, pursuant to Mr. McNear’s request and 
that the amount of the tax check represented a return to the 
railroad of assets of the railroad corporation in the federal 
manager’s possession and would be charged to the corpora- 
tion’s account. : ; 

John W. Barriger, federal manager of the railroad, said 
June 19 at his office in Washington that he would have no dif- 
ficulty in sending to Mr. McNear within a week or two the 
difference between the amount of federal taxes paid and 
$300,000, “possibly more.” He indicated that the payment 
might be made after he made his next visit to Peoria “some 
time next week,” and observed that Mr. McNear apparently 
was in no hurry to obtain the money. He said he had told Mr. 
McNear to “let us know’ whenever he needed any money. 
The road was continuing to operate at a profit, he added. 





Rail Wage Dispute Costs 


The direct cost to the taxpayers of the rail wage dispute 
of 1941 was approximately $56,000, according to computations 
made with respect to the expenses incurred as the result of 
the appointment of the emergency fact-finding board headed 
by Wayne Lyman Morse, dean of the Law School of the Uni- 
versity of Oregon. The railroads and railroad labor organiza- 
tions, of course, spent thousands of dollars in addition to the 
expenses borne by the government. 

The cost of the board in the 1941 case was greater by far 
than that in any case in which a board had been appointed prior 
to that time. One reason was that the 1941 board was com- 
posed of five members. Usually the boards appointed by the 
President under the railway labor act consists of three mem- 
bers. The cost to the government of the 1938 board in the 
case in which the railroads unsuccessfully sought a wage re- 
duction was $11,275. 


The 1941 board, however, achieved the record of being 
the most expensive since the railway labor act was passed, be- 
cause the time of its existence was extended by the President 
and because the President used the members as mediators and 
arbitrators, after the board’s first report had been made. 


The board was created by proclamation of the President 
dated September 10. The board had 30 days under section 10 
of the railway labor act within which to report to the Presi- 
dent. The board began hearings September 16 and closed them 
October 22. The time for making its report was extended by 
the President to November 1 after counsel for the carriers 
and employes had formally agreed to such extension. 


Later, the time for making the report was extended to No- 
vember 5. This was stated of record as being due to the death 
in the family of Board Member Willitts. The board submitted 
its report to the President November 5. 


The employes refused to abide by the recommendations 
made by the board in its report and fixed strike dates. The 
President, November 25, asked the board to reconvene and re- 
port to him December 1. The five members of the board called 
on the President November 27. The board began its second 
hearing November 28. It began mediation of the dispute No- 
vember 29. A mediation agreement was reached December 
1. The board reported to the President December 5 the result 
of its further hearing and mediation. 


Members of the board, however, were kept on duty off and 
on until December 17 when the details of various phases of 
the dispute were finally settled. The board convened at Chi- 
cago December 13 as a board of arbitration. Chairman Morse 
acted as arbitrator in the express agency dispute. 

Thus, members of the board were engaged from September 
16 to November 5 in the first phase of the case; from Novem- 
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ber 27 to December 5 in the second phase, and intermittently 
from December 5 to December 17. 

Members of the board for each day served received $75, 
plus $5 for living expenses, and their railroad fare. If the 
board had reported by October 10—within the 30 days pre- 
scribed by section 10 of the railway labor act—each member, 
based on the compensation of $75, would have received about 
$1,600, not including Sundays. The total for the board would 
have been about $8,000. That amount would have been ex- 
— of the allowances of $5 a day a member and railroad 
are. 

From October 10 to November 5 the board members served 
another 22 days, not including Sundays, and, at $75 a day, the 
total for the board was around $8,000. 

After November 5 and to December 5 the members put 
in about 8 or 9 days. At the $75 rate, cost totaled around 
$5,000. After December 5 at least some of the members put in 
considerable time to December 18. The actual number of days 
for which claims for compensation were filed by the members 
have not been made available. 

In addition to payments to the members for compensation, 
subsistence, and railroad fare, the government paid the board’s 
printing expenses and, where it was necessary, rent for hear- 
ing and conference rooms. These expenses were included in 
the total cost of $56,000. 

Question was raised as to the power of the President to 
extend the time within which the board could submit its first 
report and also as to his power to reconvene the board after 
it had reported. Chairman Morse contended that the Presi- 
dent had “implied power” under the law to reconvene ‘the 
board and that as to the grant of extension of time that was 
permissible on the ground that the 30-day requirement of sec- 


tion 10 of the railway labor act was directive rather than 
mandatory. 


Trucking Wage and Hour Case 


L. Metcalfe Walling, administrator of the wage and hour 
and public contracts divisions of the U. S. Department of Labor, 
has expressed approval of the decision of the Supreme Court of 
the United States in No. 939, Overnight Motor Transportation 
Co., Inc., vs. William H. Missel, the trucking wage case decided 
June 8 (see Traffic World, June 13, p. 1525). Said he: 


In Overnight Motor Transportation Company vs. Missel the Supreme 
Court made it abundantly clear that the overtime benefits of the fair 
labor standards act are limited neither to that marginal group of work- 
ers who are paid wages at or near the minimum rates prescribed in the 
act, nor to employes who happen to be compensated on an hourly basis. 
The court held that salaried workers who are employed in interstate 
commerce or in the production of goods for interstate commerce must 
be compensated for weekly hours in excess of 40 at not less than one 
and one-half times their regular rate of pay, and that the regular rate 
for this purpose is to be computed through dividing the weekly wage by 
the number of hours worked in the particular week, where the employ- 
ment contract is for a fluctuating workweek. This is the method of 
computation which has heretofore been approved by the wage and hour 
division. 

However, in Walling vs. A. H. Belo Corporation, the Supreme 
Court ruled by a 5 to 4 decision that the ‘‘regular rate’’ on which over- 
time must be paid could be fixed by a contract between the Dallas 
Morning News and its employes. 

It is expected that a considerable amount of litigation will be nec- 
essary before the contours of the Belo decision are fixed, since the 
court stated that it could not “provide a rigid definition of regular 
rate when Congress has failed to provide one.”’ 

I believe it only fair to warn that the court in the Belo decision 
was passing on the particular state of facts before it and that generally 
the division will continue to be guided by the broader interpretation 
contained in Overnight Motor Transportation Company vs. Missel. 

The Solicitor of Labor and his staff have begun a legal analysis 
of the decisions with a view to guiding the division in its formulation 
of an appropriate administrative policy insofar as this may involve a 
deviation from the advice heretofore given by the administrator through 
interpretative bulletins. 





LABOR IN RAIL PLANS 


The group of institutions acting to protect their interests 
as holders of first and refunding mortgage 4 per cent bonds 
and secured 4% per cent bonds of the C. R. I. & P., in an 
answer to representations of the Railway Labor Exec- 
utives’ Association with regard to the imposition of terms and 
conditions for the benefit of labor, in Finance No. 10028, Rock 
Island reorganization, said it appeared the interests of labor 
were fully protected in existing obligations. They point out that 
there are terms and conditions attached to the plan authoriz- 
ing the parent company to take over its Texas subsidiary, the 
Chicago, Rock Island & Gulf. They assert the reorganization 
plan will not disturb that situation. Therefore the application 
of the labor association for a supplemental report for the pre- 
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scription of terms and conditions should be denied, they 
declare. 

The Erie Railroad, in a reply to exceptions by the Railway 
Labor Executives’ Association, in Finance No. 13569, Erie 
Railroad Company Ferry Abandonment, based on the failure of 
the examiner to suggest terms and conditions for the benefit 
of labor, calls, attention to the fact that the examiner, in that 
case said that as the record stood it did not afford a proper 
basis for conclusions as to the extent that employes would be 
affected by the proposed abandonment. Therefore he recom- 
mended the Commission defer action on the question of im- 
posing labor conditions until it had more facts. The Erie said 
the proposed report should be adopted without change. 


Red Cap Wages 


Judge Philip L. Sullivan, in the federal district court at 
Chicago June 15, entered an order dismissing No. 1097, Willard 
S. Townsend et al. vs. New York Central et al., in which the 
International Brotherhood of Red Caps sought to collect from 
eight railroads $827,003.82 and a like amount as indemnity, 
on behalf of 1,068 red caps, on the allegation that they had 
received less than the minimum wages required under the fair 
labor standards law. The case was heard over a year ago (see 
Traffic World, April 19, 1941, p. 997). , 

The union alleged that the so-called “accounting and 
guarantee” system, under which the railroads paid the red 
caps, from the time the law went in effect, October 1, 1938, 
to various dates between April and June, 1940, when the de- 
fendant railroads put the existing 10-cents-a-piece plus wages 
system in effect, had resulted in the red caps getting less than 
the required minimum wages of 25 cents an hour to October, 
1939, and 30 cents an hour thereafter. Under the accounting 
and guarantee system, the union said, red caps were required 
to report tips each day and were then paid the difference be- 
tween the sum of the tips received and the required minimum 
wages. The allegation was that red caps were required to 
report tips up to the minimum wages, whether or not they 
were actually received, under threat of discharge. 

Judge Sullivan held that there was nothing intrinsically 
illegal in the accounting and guarantee system and that co- 
ercion of the red caps in the reporting of tips in excess of 
those actually received had not been proved. 

Railroads named in the suit, and amounts involved were: 


New York Central, $357,300.25; Chicago, Rock Island and Pacific, 
$9,832.10; Chicago, Milwaukee, St. Paul and Pacific, $9,274.32; Atchi- 
son, Topeka and Santa Fe, $2,385.05; Chicago and Western Indiana, 
$43,949.23; Chicago and North Western, $45,516.19; Pennsylvania, 
$281,190.87; Illinois Central, $77,555.81. 





RAIL VACATION DISPUTE RENEWED 

Wayne Lyman Morse, dean of the Law School of the 
University of Oregon, and member of the National War Labor 
Board, has consented to sit as a neutral or arbitrator in an 
effort to settle differences of opinion between management and 
employes with respect to application of the agreement pro- 
viding for vacations entered into last December by the railroads 
and the fourteen non-operating railroad brotherhoods. 

The representatives of the carriers and employes asked 
the National Mediation Board to select a neutral or arbitrator 
to sit with them and Mr. Morse agreed to accept the recom- 
mendation of the board that he take the place. The proceeding, 
it is explained, is not one under the railway labor act. Mr. 
Morse will be paid for his services by the carriers and em- 
ployes. All the mediation board had to do with the matter was 
the making of the recommendation that Mr. Morse act as neu- 
tral or arbitrator. Mr. Morse, who was chairman of the Presi- 
dent’s emergency fact-finding board in the big wage case of 
1941, acted in a similar capacity in connection with the formu- 
lation of the vacation agreement. 


W. M. C. POLICY COMMITTEE 

Representatives of the Railway Labor Executives Associa- 
tion have asked Chairman McNutt, of the War Manpower Com- 
mission, to appoint three railroad labor representatives on the 
management-labor policy committee of the commission. Pend- 
ing action on their request they have acted as “observers’ In 
conferences at the commission. The chairman had proposed 
the appointment of only one representative of railroad labor 
(see Traffic World, June 13, p. 1552). The policy committee 
has deferred action on a proposal to “freeze” vital war workers 
to their jobs. ; 

John J. Corson, an official of the Social Security Board, 
has been made chief of the industrial and agricultural employ- 
ment division of the War Manpower Commission. He will co- 
ordinate war manpower functions of the O. D. T. employment 
service and of other federal agencies. 
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Maritime Labor Relations 


Captain Edward Macauley, member of the Maritime Com- 
mission, has been appointed deputy administrator of the War 
Shipping Administration, it was announced June 17 by Admiral 
ead Shipping Administrator. In a statement, the W. S. 

. said: 
A Captain Macauley, U. S. Navy, retired, has served as a member of 
the Maritime Commission since April, 1941, during which time he 
supervised the Commission’s training of officers and seamen for the 
United States merchant marine. He is also chairman of the Maritime 
War Emergency Board. 

As deputy administrator, Captain Macauley will be responsible, 
on behalf of the War Shipping Administrator, for maritime labor 
relations and for the training and recruitment of personnel for the 
manning of vessels operating within the jurisdiction of the War Ship- 
ping Administration, activities which will aid in coordinating wartime 
shipping operations of vessels of the United Nations. 

The War Shipping Administration announced the creation 
of 2 division of maritime labor relations. The division will be 
under the supervision of Captain Macauley. 

The division of maritime labor relations will formulate the 
general labor policy of the War Shipping Administration, co- 
operating closely with other activities of the administration 
concerned with the recruitment of personnel and the manning 
of vessels of the United States and United Nations. 

Hubert Wyckoff has been appointed director, and Erich 
Nielsen, assistant director, of the new division. Mr. Nielsen 
has been assigned to attend as observer the Joint Maritime 
Commission of the International Labor Office to be held in 
London June 22. 


TRAINMEN CONTRIBUTE FOR BOMBER 


A. F. Whitney, president of the Brotherhood of Railroad 
Trainmen, has presented a check for $75,000 to Secretary of 
the Treasury Morgenthau. The money, said an announcement 
by the brotherhood, was contributed by its members to be used 
toward the purchase of an army bomber “which they hope will 
blast Tokyo or Berlin, or be successful in sprinkling iron daisies 
on the man that everybody hates.” The brotherhood said it 
had invested more than $17,000,000 in government securities. 

The brotherhood’s international convention, scheduled to 
take place in 1943, has been called off, and the money that 
would have been spent on the convention will be invested in 
war bonds, according to the announcement. 


1940 RAIL STATISTICS 


The fifty-fourth annual report of statistics of railways in 
the United States for the year ended December 31, 1940, pre- 
pared by the Commission’s Bureau of Statistics, has been issued 
and is available at the Superintendent of Documents, Wash- 
ington, D. C., at $1.50 a copy. The report also includes 
selected data relating to other common carriers, except motor 


—. subject to the interstate commerce act for the year 


CANADIAN ORE VESSELS ON GREAT LAKES 


The House has passed and sent to the Senate H. R. 7100, 
authorizing vessels of Canadian registry to transport iron ore 
on the Great Lakes for the period of the war and thereafter for 
six months or earlier as Congress or the President may direct. 
The bill lifts restrictions imposed by U. S. coastwise laws 
against foreign vessel operations between ports of the United 
States. The purpose is to increase the ore shipping facilities. 


TRANSPORTATION AND WAR 


“Without transportation the war effort would fail,’ says 
the War Manpower Commission in a statement pointing out 
the various activities supporting the fighting forces of the 
nation. The agricultural and industrial soldiers—fighting with 
rake and hoe, with pick and shovel, with lathe and furnace, with 
cargo vessel and locomotive—are fighting too, according to the 
Commission. 





POSTAGE RATE ON BOOKS 


The House has passed, with amendments, S. 337, a bill to 
establish reduced postage rates on books. As passed by the 
Senate, the bill would have fixed the rate at 1% cents a pound 
on books generally. The House amended the bill by striking 
out that provision and substituting one establishing a rate of 
3 cents a pound on religious and educational books, leaving the 
rate on other books at third class or parcel post. Further action 
on the measure was necessary. 


ACME STEEL STRAP IN WAR 
_ The use of steel strapping in the packing of many war ma- 
terials is described in the current number of Acme Process 
News, published by the Acme Steel Company. Articles and 
illustrations show the application of stéel strap to shipments of 
mortar ammunition, crated airplane parts; dehydrated foods 
and meat products. 
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Questions and Answers 


e In this column will be answered questions of both legal and 
practical nature that confront persons dealing with trafic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 


or that involves a situation too complez for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 


questions from nonsubscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. O. 


ANN i 0A SOTERA TE LL LTT ITS 


Freight Charges—Shipping—Liability of Consignor 


Ohio.—Question: We are confronted with a request from 
one of the steamship lines operating from New York and Nor- 
folk to South Africa, to furnish them with an additional $130.27 
balance due on a shipment which we made from Norfolk, Va., 
January 29, 1941. : 

The essence of this balance due is that the shipment actually 
consisted of grades that are known as cotton factory sweepings, 
cotton waste and included in this shipment there were also 
some bales of what is known as rayon cotton waste, or in other 
words, cotton and rayon waste or factory sweepings combined. 

As you know at this time the Neutrality Act was in force 
to the extent that cliange of title to merchandise had to be 
executed prior to shipment. 

Our negotiations with our client in South Africa have 
always been on the basis of a letter of credit which was de- 
posited in the bank in New York against which we drew with 
our invoice with supporting ocean bills of lading which ladings 
were taken out consigned to “Order of X Company, Notify 
(our client),” which, of course, makes it more or less an order 
notify shipment, making the bill of lading negotiable so we 
can handle through the bank. 

It so developed that according to the steamship company 
they assessed freight charges on this shipment when it was 
originally made on the basis of the rate provided for on cotton 
factory sweepings. Apparently later investigation developed in- 
dicating that the shipment had some rayon sweepings in it, also, 
which they claim takes a different rate as of the date of ship- 
ment. 

They have now demanded we pay them this balance due 
bill and we are of the opinion that we are more or less behind 
the eight ball to a certain extent in that we do not have a letter 
of credit covering such a balance due bill. Likewise, the orig- 
inal letter of credit was completely used up with this shipment 
and several others we made at the time from other ports. 

We have written the steamship line concerning this and 
told them we do not know how to go about collecting this addi- 
tional money and at the same time since the shipment was 
handled as an order notify our clients are the beneficial owners 
and we are not responsible for this additional freight. They 
have indicated we should have had this balance due bill ad- 
justed sooner in that they called this to our attention before 
the boat arrived in South Africa and that we should have 
amended the letter of credit. Letters of credit are not so easily 
altered, as pointed out by the steamship line, in view of which 
the writer would ask if you can let me have your advice or 
citations, and advise me what alternative we have, and also 
as to whether or not this steamship line can force us to pay 
this bill. 

Would this come under the jurisdiction of the Maritime 
Commission or would it be governed by the Neutrality Act? 

Answer: Primarily the liability for freight is on the per- 
son who makes the contract, that is to say, where there is no 
charter party, the shipper of the goods or the person on whose 
behalf they were shipped. (The Arizpa, 63 Fed. 2d 42.) Thus 
a shipper who is the owner of the goods sent by a general ship 
is liable for the freight at all events, independent of the bill 
of lading, and the actual shipper, although acting in fact only 
as agent for another, is also liable unless he made it clear in 
contracting that he did not intend to be bound. The master, 
although he signs a bill of lading expressing that upon the 
delivery of the cargo freight is to be paid by the consignees, 
does not thereby renounce his claim for freight against the 
consignor, but may hold the latter liable as upon an ordinary 
bill of lading, nor does the delivery to the consignee without 
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payment of freight of goods shipped under a bill of lading en- 
gaging the master to deliver the goods to the consignee “he or 
they paying freight” discharge the shipper from liability for 
the freight. 

Which party, the consignor or consignee, is liable for an 
undercharge in transportation charges is a matter for deter- 
mination by a court and not by the Maritime Commission, nor 
is it a matter which is covered by the provisions of the Neu- 
trality Act. 


Motor Carrier Certificates—Levy Against by Judgment Creditor 


Missouri.—Question: The following question has me in a 
quandary as to how to proceed: 

I have secured judgment against a certificated interstate 
common carrier. Upon demand for settlement, he claims he 
has no funds with which to make settlement; he further claims 
that he does not have assets in excess of his exemptions under 
our law. However, his interstate certificate is treated by him 
as being of no value, whereas, it does have a definite market 
value in excess of his exemptions. I cannot find any cases deal- 
ing with this fact situation. 

It will be greatly appreciated if you will advise me whether 
levy can be made upon his certificate; and if so, whether in 
preparing the application for transfer, who may affix the signa- 
ture of the transferor—the sheriff? Also, if the purchaser 
should be operator of more than twenty vehicles, will the sale 
stand unconfirmed pending approval of the Commission, and 
must it be so made? 

Answer: It is our understanding that levy can be made 
upon a carrier’s certificate. In the event the party who pos- 
sesses the certificate should refuse to sign the papers for the 
transfer, either the sheriff, chancellor of the court, or whoever 
has the authority by law of the State can execute the papers. 
It is our opinion that the same procedure applies to a transfer 
under these circumstances as applies to the sale of personal 
property in the various states. The sale will stand unconfirmed 
pending the approval of the Commission. A receiver can be 
appointed to carry on the operating rights without interruption 
until the Commission acts on the application for transfer. 


Tariff Interpretation—Stopping of Volume Shipments in Transit 
to Complete Loading or to Partly Unload 


Ohio.—Question: There has been considerable discussion 
in this city as to the proper interpretation of Items 3000 and 
2980-A as contained in Eastern-Central Motor Carriers Asso- 
ciation, Agent, Freight Tariff No. 14-B, MF-I. C. C. No. 40. 
These items referred to cover stopover volume shipments in 
transit to complete loading or to partly unload and split de- 
liveries and pickups, respectively. 

Several tariff men insist that these items as written, both 
the stopover in transit for partial unloading and split delivery 
services may be performed on a single shipment, while another 
element insists that paragraph (I) of Item 3000 specifically 
precludes the application of this item together with 2980-A. It 
is contended by this latter group that the phrase “except as 
otherwise provided in tariff’? would not permit the use of both 
items in connection with one shipment, because there is no ex- 
ception otherwise provided in the tariff which would permit 
such usage. (They offer an illustration of an “exception” to 
paragraph (I) of Item 3000 by referring to Item 1780-B, Note 
Four, therein which covers ratings on fish.) The former, how- 
ever, maintain that provision is otherwise provided for such 
joint service, quoting Item 2980-A as their authority. 

It is the writer’s opinion that in order to have both these 
services applied on one shipment, Item 2980-A would have to 
be specific and positive in permitting its use together with Item 
3000, and furthermore, that in order to use two separate “spe- 
cial service” features in connection with one shipment, that 
both rules would have to be definite and unquestionable in per- 
mitting such joint use. 

In order to clarify a considerable amount of confusion that 
exists at the present time, I would sincerely appreciate your 
comments, together with any Commission decisions you may be 
able to offer. 

Answer: It is our opinion that paragraph (I) of Item 3000, 
which covers the stopping of volume shipments in transit to 
complete loading or to partly unload, prohibits the additional 
application of Item 2980-A, which provides for split deliveries 
and pickups to the same shipment, unless otherwise authorized 
in this tariff. 

Paragraph (I) of Item 3000 provides that, except as other- 
wise provided in the tariff, Item 3000 will not apply when de- 
liveries are for more than one consignee or at more than one 
address at the final destination, nor when pickup is from more 
than one consignor or from more than one address at point 
of origin. 


Tariff Interpretation—Application of L. C. L. Quantity Rates 


_ Utah.—Question: We have noted your answer to our in- 
quiry in your April 18th issue of the Traffic World, page 1066. 


TRAFFIC WORLD 


This does not answer our question. What we want to know 
is there any justification for railroads assessing higher rates 
on carload traffic than their published merchandise rates which 
are designated as L. C. L. rates. We are familiar with Rule 
15 of the Classification which provides that the charges for a 
car fully loaded must not exceed the charge for the same lot 
of freight if taken L. C. L. This brings up the question as to 
what constitutes a car fully loaded. There is nothing in the 
tariffs to say how much material must be put in a car and it 
would seem that if the tariff minimum weight, or more, was 
placed in the car the same could be considered fully loaded in 
accordance with the tariffs. 

It has always seemed unreasonable to us for shippers to 
have to pay a higher rate on a carload of material, where all 
the loading and bracing is performed by shipper, than would 
apply to a small quantity of the same material which the rail- 
roads would have to load themselves and in addition perform 
pick-up and delivery service. Will you please advise if there 
is any relief from such a situation? 

The condition has only arisen in the past few years since 
the advent of trucking competition. The railroads were forced 
to publish these low minimum merchandise rates in order to 
meet truck competition but by reason of their designating them 
as L. C. L. rates they have raised an obstacle to applying them 
to carload shipments. This is not a reasonable situation and 
there should be some means of forcing the carriers to not exceed 
the merchandise rates on carload shipments. 

Answer: We are unable to locate any decision of the Com- 
mission which has a bearing on this question, other than the 
decision in Haberman vs. Pennsylvania R. Co., 234 I. C. C. 167 
and 235 I. C. C. 475, in which case the Commission held that 
the L. C. L. rate was applicable under Rule 15 of the Consoli- 
dated Classification to cars “fully loaded.” In this case the 
Commission said: 


The baskets of sweet potatoes were loaded two tiers high and cov- 
ered the entire floor space of the cars; and other commodities could 
have been loaded therein only at the risk of damage and interference 
with the required ventilation. The shipments possibly could have been 
loaded more heavily, but that was at the option of the consignors, who 
had full dominion over the cars. The variation in weight of these 
shipments makes it obvious that the cars were not fully loaded in the 
sense of using all available space. However, the words ‘‘fully loaded” 
in the above quoted phrase must be given a practical meaning. Under 
the circumstances of this proceeding, we are of the view that the cars 
should be considered as fully loaded. 

Complainants required expedited service and expected second- 
morning delivery. They were accorded carload services on these ship- 
ments from the time the cars were placed for loading at the origins 
until they were placed for unloading in Pittsburgh. The fact that, 
under an alternative tariff provision, they were assessed less-than- 
carload rates because charges computed in that manner made lower 
than the carload rate and minimum did not change the character of 
these particular shipments. 


Tariff Interpretation—Application of Proportional Rates 


lowa.—Question: I wish you would give me your opinion 
regarding the following matter. A carload of oats moved from 
Minneapolis Elevator to Keokuk, were transited at that point, 
and the rolled oats shipped to Circleville, Ohio. The oats orig- 
inated at Flandreau, S. D. 

Supplement No. 2 to T. P. & W. Transit Tariff No. 446-B, 
No. I. C. C. 239, Item 145-A, authorizes this transit. Agent 
B. T. Jones’ Grain Tariff 535-A, I. C. C. No. 3300, on page 130, 
names a rate from Peoria of 14%c under the heading, ‘“Trans- 
Mississippi River Territory, see Note 50.” Note 50 provides 
that this grain may originate in Trans-Mississippi River terri- 
tory and be handled through Northwestern milling points and 
accorded transit privileges at interior milling points. I contend 
that this is the proper rate to apply. : 

The T. P. & W. claims that the rate of 17%c from Peoria 
to Circleville should apply usder heading: ‘Northwestern, see 
Note 40.” Their contention is that, under Item 145-A of the 
transit tariff referred to above, the proportional rate from 
Peoria to destination, applicable on traffic from the above points 
must be applied; that this wording means from Minneapolis 
or St. Paul; that, regardless of whether the origin of this ton- 
nage was Trans-Mississippi River territory, as long as Minne- 
apolis is in the Northwestern territory 17'%c is the applicable 
rate. They also contend that, on tonnage originating in Trans- 
Mississippi River territory, a rate of 2614c from Peoria to New 
York named on page 125 of Agent Jones Tariff No. 245-G, 
I. C. C. No. 3356, would apply and the fact that the tonnage 
originated in Trans-Mississippi River territory has no bearing. 
They claim that the transit tariff supersedes the tariff naming 
the rate. I claim they are mistaken and that, if I furnish Trans- 
Mississippi River territory grain, the 28%c rate is the proper 
rate; that the transit tariff does not govern the tariff that names 
the rate, except to the extent that it points out whether the 
grain rate is to be used or the grain products rate on the out- 
bound products. 

Answer: In our opinion, prior to the amendment of Item 
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145-A of Supplement 2 to T. P. & W. Tariff I. C. C. No. 239 
by Item 145-B, of Supp. 4, by the elimination of the paren- 
thetical clause “applicable on traffic from above points,” the 
rates applicable on shipments, such as those described in your 
letter were the 17%c rate from Peoria, IIl., to Circleville, Ohio, 
and 28%c from Peoria, IIl., to New York, N. Y. 

The provisions of the transit tariff must, in our opinion, 
be observed in determining the rate to apply from the transit 
point, both as to the commodity and as to the measure of the 
rate. 


Tariff Interpretation—Loaded Car Transported in 
Error as Empty 


illinois Question: We would be glad to have the benefit 
of your opinion with reference to any available ruling or au- 
thority in connection with the following situation. 

A car of oil is consigned from and to an industry in the 
same switching district. The consignee, after receiving the car, 
billed it as an empty tank car back to the consignor, after- 
ward discovering that the car had not been unloaded, and it 
was then returned to the original consignee for unloading. The 
erroneous movement was made as indicated in accordance with 
the instructions for movement of the car as an empty tank car. 
For this movement, must the carrier assess switching charges 
for a loaded car or for movement of an empty tank? 

Answer: In its decision in Morris & Co. vs. Missouri, K. 
& T. Ry. Co., 49 I. C. C. 101, the Commission found unreason- 
able the charges assessed on a tank car of cottonseed soap 
stock which moved from East St. Louis, Ill., to Oklahoma City, 
Okla., as an empty car. 

While there appears to be no contention by the shipper in 
this case with respect to the right of the carrier to collect 
freight charges on the commodity contained in the supposedly 
empty car, we see no ground for waiving freight charges, as 
the carrier has actually performed a transportation service, 
even though as the result of an error on the part of the shipper. 

In our opinion, liability cannot be placed on the carrier, 
by reason of its not having discovered that the car had not 
been unloaded. 


Free Transportation 


Editor The Traffic World: 

I have been interested for sometime in the various news 
items and editorials concerning free transportation on rail 
lines. I was a bit surprised at the editorial reference in your 
June 13 issue, implying that the pass situation was “a rotten 
thing.” 

Maybe it is. I don’t know enough about it to know. I 
happen to work for a railroad—for about 20 years. I’ve never 
been required to travel on company work on a pass so my 
riding on passes has been in connection with vacations and to 
learn about the railroad. 

There’s quite a bit at issue and apparently too much hasn’t 
been thought about the matter. 

In the first place, I am wondering if too many haven’t seen 
the various I. C. C. announcements that in the “past year,” if 
those who had ridden on passes had paid their fares, the rail- 
roads would have received about $20,000,000 more than they 
did, and if some misconceptions or erroneous conclusions were 
drawn therefrom. Of course it’s doubtful that everyone riding 
on passes would have made those trips if they had to pay fare. 
It would be interesting to know, too, just how much it cost the 
railroads to provide the transportation given employes, or those 
entitled to free transportation, in a year. It would likely be a 
much smaller figure than supposed by those who would like 
to see the pass privilege canceled. 

Some of those who argue against passes seem to feel that a 
person riding on a pass has every item taken care of, and that 
a person with a pass, on a vacation trip, need only take some 
pocket change along—that everything else is taken care of in 
the pass, disregarding such items as sleeping car charges, din- 
ing car checks, sight-seeing trips, hotel and restaurant bills, 
plus incidentals. 

Another thing that hasn’t been explained, perhaps, or per- 
haps not fully, is that the railroads themselves have, within the 
Past five years, curtailed the issuance of passes. Believe your 
columns have shown that within some regions of the country 
{most parts, as I understand it), only one limited pass or for 
One trip will be given a rail employe with less than five years 
Service, passes for two trips for from five to ten years of serv- 
ice and so on until an employe with around twenty or more 
years of service can have only sufficient passes for four trips, 
be they for ten miles or across the country and back. (Trips 
on account of extreme illness or death are excepted, as the 
matter is understood.) I imagine the various railroads pass 
bureaus would say that invoking the above rules has very much 
reduced the issuance of passes. 
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There is one important phase of the pass matter that ought 
to be emphasized, it would appear. The railroads have an im- 
portant service to sell. It’s a big service with a lot of features 
involved. Every railroader I’ve talked with has appeared de- 
sirous of telling the public, largely through friends and acquain- 
tances, of the railroads’ services, of the things to be seen and 
visited, largely at points where they’ve been on a vacation trip 
or when visiting a relative. It’s no secret that a person can 
best sell wares with which they’re acquainted. The railroads 
are probably glad that their employes can use the experience 
gained on the trips they’ve made to help sell some prospect a 
trip or to help “quiet” a complaining patron. 

A number of rail employes I know have gone out of their 
way to make trips over Sundays and holidays, by passenger 
train to some rail junction, and then have ridden a freight train 
100 miles or so. Why? So that they could see for themselves 
how certain big rail yards work; how time-freights have been 
broken up, reclassified and hurried forward. These employes 
have then ridden some of the reassembled time-freights on into 
such points as the Chicago outer-yards and have then watched 
how the belt lines have taken the trains on, on their lines. Is 
there any doubt that such an employe, after making a few 
trips like this, can the better quote schedules, and can the 
better trace either an 1. c. 1. or carload shipment? They know 
what they are talking about. They can explain a certain opera- 
tion and make it interesting and I’ve seen such an employe 
explain an apparent inexcusable delay so that the complainant 
actually realized what had happened and felt at least a bit 
mollified. That’s worth dollars and cents to the railroad. These 
fellows could not have done this so much if they had had to 
pay their full fare. As it was, they did this on their own time, 
paying their own sleeping car and meal expenses. 

A study of the matter will probably convince an earnest 
investigator that the average rail employe, riding on a train 
on a pass, will not usually ask for nor receive reservations on 
a train, but will usually accept anything that’s available. If 
already on a train, if space becomes crowded, it will usually 
be found that they will make way for a fare-paying passenger. 
Too, their pass is probably “good” on only about one train out 
of five. Most passes are only honored on a few out of the many 
trains run. 

Now, there’s no doubt that there have probably been plenty 
of violations of the pass privileges, but it may be submitted 
that they’re a lot less now than then; that the railroads have, 
in a large way, “cleaned their own house” and that the present 
pass system is neither “rotten” nor intolerable. There’s a lot 
more to it than the idea that “they ought to be cut out.” He 
who says something like that just lamentably discloses that 
he doesn’t know much about it. 

Des Moines, Ia., June 15, 1942 


What Mr. Jacobs says may contain information for the ‘‘public’”’ 
but not for transportation people. And it does not bear at all on the 
present situation with respect to passenger congestion. He makes the 
common railroad mistake of assuming that, unless one works for a 
railroad, one is incompetent to discuss the subject.—Editor The Traffic 
World. 


H. H. Jacobs. 








Heavier Loading of Cars 


Editor the Traffic World: 

We have noted a number of items in the Traffic World 
having to do with Service Order No. 68. The last was the 
— of Mr. Stover June 6 (see Traffic World, June 6, p. 

Being a killer of hogs exclusively, and in the past utilizing 
the tariff provision of follower cars, this company has been 
hard pressed since the cancellation of Rule 24. With few ex- 
ceptions, the buyer of pork meat food products is not in posi- 
tion to buy straight cars of pork meat food products, especially 
the cured product,—i. e. 30,000 pounds—and under the above 
arrangement, since the A. A. R. is demanding heavier loading 
and with tariff authority for only three stops, we are finding 
spoilage and damage heavy. This is something we have never 
had before under the follower car rule. 

Mr. Stover’s idea may be splendid in so far as dead freight 
is concerned. It does not follow that it would be applicable 
to pork products especially where they are loaded loose. Can 
you imagine 60,000 pounds of green hams loaded in one car or 
60,000 pounds of green bellies? Wonder what the two bottom 
tiers would look like? 

We have no axe to grind with the government, Mr. East- 
man, or the A.. A. R., but the writer is of the opinion that 
little, if any, common business sense is used by the average 
shipper when it comes to the shipment of meat irrespective of 
its character. The mere fact that we are having claims now on 
heavier loaded cars is something unusual. We have been able 
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to show the regional advisory board up until three months ago 
no claims filed on carload shipments. 
G. Frank Morris, 
Traffic Manager, 
Kohrs Packing Company. 
Davenport, Ia., June 15, 1942. 


Dry Goods Traffic Meeting 


At the final of several sessions, held in connection with the 
annual convention of the National Retail Dry Goods Association 
at Chicago June 15 to 18, the association’s traffic group went 
on record as favoring a system of quantity rates for freight 
forwarders under the new freight forwarding regulatory law. 
The group adopted a report from its transportation committee 
which recommended volume rates on quantities weighing from 
1,000 to 2,000 pounds; 2,000 to 3,000 pounds; 3,000 to 5,000 
pounds; 5,000 to 7,500 pounds; 7,500 to 10,000 pounds; 10,000 
to 20,000 pounds, and over 20,000 pounds. It also recommended 
the adoption of a plan of consolidation by forwarders under 
which smaller shipments would be concentrated in shipments 
weighing over 20,000 pounds, and the approval of a graduated 
scale of rates on shipments weighing less than 100 pounds to 
alternate with a rule for concentration. 

Finally, the report recommended that the group and the 
N. R. D. G. A. go on record as opposing “any move on the part 
of railroad or motor carriers to discontinue accessorial services.” 
The report explained that this was intended to give the boards 
of directors of the group and of the association power to act 
without further authority should proposals of eastern and 
western railroads to eliminate pickup and delivery services 
in the war period come to the action stage. 


The rest of the report dealt with matters for information 
only. It was adopted unanimously. As to the position of the 
association on the pickup and delivery matter, however, no 
action could be taken because the group adopted the report 
after the final general session had been held. It was expected 
that the association’s board of directors might ratify the group’s 
action, on behalf of the association, at some later date. 


The Future of Transportation 


At the first traffic group session, the morning of June 16, 
there was a symposium on “What’s Ahead for Transportation,” 
in which John Petritz, district supervisor, Commission’s bu- 
reau of motor carriers, Chicago, participated for the motor 
carriers; Fred Carpi, assistant to the general traffic manager, 
Pennsylvania Railroad, Philadelphia, for the railroads; A. L. 
Hammell, vice-president in charge of operations, Railway Ex- 
press Agency, Chicago, for express, and Thomas J. Bradley, 
president, Acme Fast Freight, Inc., New York, for the freight 
forwarders. 

Mr. Petritz said the immediate future of highway trans- 
portation was difficult to predict because there remained for 
distribution in the coming two-year period only 150,000 new 
motor trucks, whereas, in recent normal years, the yearly sales 
had been 700,000. He said there were still enough parts for 
the maintenance of existing equipment, but that present indi- 
cations were that there would only be about one-third the 
number of tires to replace those now in use. He said whatever 
pools of truck equipment and tires remained would be allocated 
first among common motor carriers. Out of the difficulty, how- 
ever, he added, would probably emerge “the finest transporta- 
tion system the country has ever known,” because the inevitable 
result would be the reduction of long-haul highway service and 
the allocation of transportation to the type of equipment most 
likely to handle it efficiently and economically. 


Mr. Carpi said that railroad performance in the next year 
or two would be hard to predict in spite of “a fairly accurate 
knowledge of the volume of war materials and armed forces 
that will require transportation,” because it was difficult to 
estimate the impending traffic in consumer goods. There would 
be a tremendous decline in the transportation of construction 
materials fairly soon, he said, because industry was now almost 
completely converted to the war effort and the great construc- 
tion job almost finished. That conversion also meant a diminu- 
tion of traffic in normal civilian goods, he added, which would 
“in some degree offset the expected increase in war traffic.” 

Mr. Hammell said that the Express Agency was meeting 
the requirements of its regular customers and did not antici- 
pate material curtailments in its service because of the war 
traffic. Tests indicated that blackouts would cause some inter- 
ference, he said, because at such times all movement had to 
come to a standstill. The agency had lost 4,200 men to the 
armed forces and war industries, he added, and although it has 
not as yet experienced a “real labor shortage” the training of 
new men “presented a problem.” Despite reductions in service 
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because of the governmental taking over of airlines and equip- 
ment, he said that “as a practical proposition most of the advan- 
tages to be had from the use of air express service are still 
available.” ; : 

Mr. Bradley said freight forwarding as it was known at 
present was born in the period of World War I and probably 
would get its greatest impetus in World War II. He spoke 
exultantly about the new forwarder regulator law as “at length 
placing the forwarder legitimately in the transportation pic- 
ture,” and thanked the department store traffic men for their 
assistance in getting the bill adopted. He predicted a great 
growth of air freight carriage after the war. 


Officers Elected 


Arthur D. Bibbs, traffic manager, The Halle Brothers Com- 
pany, Cleveland, O., was reelected chairman of the group. 
Other officers elected included: 


Vice-chairman, W. C. McDermott, Woodward and Lathrop, Wash- 
ington, D. C.; members of the board of directors, T. E. Kopke, La Salle 
and Koch, Toledo, O.; H. E. Grant, The Dayton Company, Minneapolis, 
Minn.; J. Peveroff, The May Company, Cleveland; Stanley Zybura, 
M. D. Neil and Company. Akron, Ohio; M. Bullock, Hergun Company, 
Buffalo, N. Y.; E. C. Valdez, Desmonds, Los Angeles, Calif.; Lynn Has- 
well, Mandel Brothers, Chicago. 


Forwarder Rate Structures 


At the afternoon session, June 17, Thomas P. Scanlan, 
general traffic manager, Lifschultz Fast Freight, Inc., Chicago, 
spoke on “Freight Forwarder Regulation and Rates.” After a 
brief outline of the new federal forwarder regulatory law, he 
described steps under way toward building tariffs under that 
law. He said that work was still in the formative stage and 
that he could not predict with certainty on what general basis 
the rates in those tariffs would be made. As far as his company 
was concerned, however, he said they would be made with the 
spread between less-carload and carload rates in mind, and 
they would probably be something above the carload rates, 
except that first and second class rates would be protected. 
His company was now a party to the National Motor Freight 
Classification, he said, and its rates would be made under the 
ratings named therein except where rail exceptions resulted in 
lower charges. There were tentative plans for shipper. partici- 
pation on forwarder rate making, he added, somewhat similar 
to those operating through rail and truck rate bureaus; but it 
was probable, in the case of the forwarders, that such a plan 
would operate through a single rate bureau with nationwide 
jurisdiction under the supervision of the Freight Forwarders 
Institute. 

At the morning session, Irving C. Fox, N. R. D. G. A. 
general counsel, answered questions about federal price regu- 
lation. On that point, Leonard Mungeon, manager of the group, 
warned department store traffic men to state plainly the deliv- 
ery terms on all orders. Those who habitually omitted f. o. b. 
destination or distribution point instructions on orders might 
find sellers taking advantage of ceiling prices without includ- 
ing those delivery services, he said. 


There were open forum discussions on the loss of receiving 
and marking department personnel to the armed services and 
war industries; the warehousing of merchandise formerly kept 
in the reserve stockrooms of stores; the acceptance of goods 
before the date on which they were required; changes in rout- 
ing methods and policies to counterbalance rising transportation 
costs; transit insurance and loss and damage claim settlements. 


1. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Glenn Russell Atkinson, Cincinnati, O.; Thomas 
C. Bowie, Jr., West Jefferson, N. C.; Lasserre Bradley, Lexing- 
ton, Ky.; Allan R. Browne, Kansas City, Mo.; Eugene Coffelt, 
Bentonville, Ark.; Walter C. Crew, Colorado Springs, Colo.; 
James Lamar Flemister, Atlanta, Ga.; James Ira Ford, Pasca- 
goula, Miss.; Donald V. Gassie, Washington, D. C.; Edgar S. 
Greenwald, Chicago, Ill.; Frank Stanton Hodge, Hutchinson, 
Kan.; John J. Hooker, Nashville, Tenn.; Charles R. Iungerich, 
Champaign, Ill.; Hayes Kennedy, Chicago, Ill.; Meryl Bolton 
Klinesmith, Grove City, Pa.; Stanley A. McLaughlin, Jersey 
City, N. J.; John Kyger Meskimen, Topeka, Kan.; John Weston 
Miller, Springfield, Mo.; Samuel Rabson, Center Moriches, 
N. Y.; John Frank Regester, Bloomington, Ind.; Henry A. 
Robinson, New York, N. Y.; Joseph M. Rogull, New York, N. Y.; 
John Jones Sharon, Chicago, Ill.; Arnot L. Sheppard, St. Louis, 
Mo.; Warren Eugene Slagle, Kansas City, Mo.; Russell A. 
Smith, New York, N. Y., Donald M. Starnes, Cheyenne, Wyo:; 
Charles Franklin Strop, Jr., St. Joseph, Mo.; Claire I. Weikert, 
St. Paul, Minn.; Albert Williams, Nashville, Tenn,, and Clarence 
Olin Woolsey, Springfield, Mo, 
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Traffie Lesson No. 49 


Forty-Ninth of a Series of Fifty-Two Articles on the Fundamentals of Freight Traffic by 
G. Lloyd Wilson—Concealed Loss and Damage Claims 


e Concealed loss or damage may be defined as loss or 
damage found after a shipment has been delivered to the 
receiver and not apparent or known at the time the shipment 
left the carrier’s hands and could not have been readily ob- 
served or have become apparent unless the container had been 
opened and the goods unpacked. 

Concealed loss claims are those made for the loss, theft, 
or pilferage of shipments when the loss is not discovered until 
after the shipments have arrived at destination and delivery 
has been made to representatives of the consignees at the dis- 
tribution stations or actually delivered by employes of the car- 
riers or their agents, in store-door delivery services or in trap 
or ferry car services, to the consignees at the latters’ places 
of business. 

The representatives of the consignees accept the goods in 
apparent good order and condition and sign cloar or clean 
delivery receipts for the goods. Subsequent investigation, how- 
ever, discloses that the contents of the packages do not equal 
in amount the quantity placed in them by the shipper as indi- 
cated by the seller’s invoice, packing slip, or other statement 
of quantity. 

Concealed Damage Claims 


Concealed damage claims are filed for damage to the goods 
discovered after the shipments have been received by the con- 
signees or delivered by the carriers at destination in apparent 
good order and clear receipts have been signed for the ship- 
ments by the consignees. Further examination, however, reveals 
that the goods have been damaged in transportation without 
the damage being apparent from the condition of the packages 
at the time of delivery. 

If the appearance or condition of the packages indicate 
that the contents are in bad condition—for example, if the con- 
tents rattle in the boxes, if the outside surfaces are wet or 
sticky, or if the containers are leaking—the representative of 
the consignee should not sign a clean receipt for the goods until 
the packages have been opened in the presence of a representa- 
tive of the deliverying carrier, and the condition of the contents 
should be noted on the freight delivery receipts. 

If this is done when damage or loss is suspected, it removes 
the claims from the category of concealed loss and damage 
claims and places them in the class of ordinary claims, with the 
additional advantage of the facts with respect to the loss or 
damage witnessed by a representative of the carrier. In such 
cases, all that remains to be proved is that the goods were in 
good condition and the amounts of goods invoiced and billed 
actually were in the packages at the time the goods were re- 
ceived by the originating carrier. 


Concealed Loss and Damage Payments 


The amounts paid in concealed damage claims by class I 
railroads have increased considerably in the last decade. Four 
groups of commodities are responsible for nearly half of the 
total concealed damage claims—crockery, glassware, stoves, 
and furniture. Of the four, claims for concealed damage to fur- 
niture have increased most rapidly. Improved containers, smaller 
containers, and improved products, have contributed to keeping 
concealed damage claims down on crockery and glassware, and 
improved containers and better interior packing are being used 
in an endeavor to reduce the concealed damage claims on stoves 
and furniture. In the opinion of the chief engineer of the 
Freight Container Bureau of the Association of American Rail- 
roads, the trend toward annual models in furniture and light 
Weight, insubstantial furniture has contributed greatly to the 
increased amounts paid in concealed loss and damage for fur- 
niture." The handling of less-than-carload shipments in pool car 
and combination rai] and motor services is believed to contribute 
to the increase in concealed damage claims in recent years. 

Table No. 1 shows the concealed loss and damage claim 
payments for 1914 and from 1921 to 1941, inclusive. 


Freight Delivery Receipt 


The receipt given a carrier by a consignee for freight ship- 
ments without examination of the contents of the packages in 
the presence of a representative of the carrier is prima facie 
evidence of the receipt of the goods in good condition and cor- 


*Dahill, Edward, Chief Engineer, Freight Container Bureau, Asso- 
clation of American Railroads, Concealed Damage—A Container Engi- 
heer’s Diagnosis, Buffalo, N. Y., November 1, 1940, p, C-6148—3. 


rect quantity. This receipt, however, is rebuttable by evidence 
proving that the goods were not in good condition or in correct 
quantity when received from the delivering carrier. It is neces- 
sary, not only to prove damage or shortage, but to prove that 
the goods were not in the same condition or in the same quan- 
tity as shipped when they were received. 


Inspection of the Goods by Carriers’ Representatives 


As soon as concealed loss or damage is discovered by the 
consignee, it is desirable, if not imperative, that the agent of 
the delivering carrier be notified so that arrangements can be 
made to have the containers and their contents examined by a 
representative of the delivering carrier. The instructions accom- 
panying the Standard Form for Presentation of Loss and 
Damage Claims provide: 


In order that the carrier may have an opportunity to inspect goods 
and thereby properly verify claims, any loss or damage discovered 
after delivery should be reported to the delivering agent, as far as 


Table No. 1 
CONCEALED LOSS AND DAMAGE CLAIM PAYMENTS 


Amts. Paid in Concealed Per Cent of Total 
--Loss & Damage Claims—, —Claim Payments— 
Concealed Concealed Concealed Concealed 
Damage(M) _ Loss (L) 
$ 914,518 $ 688,879 
2,225,913 1,319,058 
1,510,351 583,840 
544,439 
504,784 
322,270 
301,261 
267,406 
202,632 
177,914 
160,646 
116,451 
57,039 
48,101 
62,215 
65,896 
60,510 
90,070 
73,581 
3,094,132 54,074 
3,651,302 53,054 
4,194,428 58,470 
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possible, immediately upon discovery, or within forty-eight hours after 
receipt of goods by consignee.? 

In some cases, the containers are not unpacked immediately 
or even soon after delivery, but the goods in the containers are 
taken into store awaiting use or reshipment. In some cases, 
the concealed loss or damage is not discovered for a long time 
after the goods have been delivered. If the concealed loss or 
damage is discovered within the period within which claims 
may be filed, the agent of the delivering carrier should be 
notified immediately so that inspection can be made. It is 
desirable that unpacking be suspended as soon as the loss or 
damage is discovered so that the carrier’s inspector may see 
the goods and containers as packed. 


Inspection Report 


Most carriers require that the inspectors sent by the deliv- 
ering agents to verify concealed loss and damage claims make 
a detailed report of their findings. A typical report of this sort 
requires the following information to be supplied: (1) A descrip- 
tion of the shipment; (2) point of origin; (3) the name and 
address of the consignor; (4) the name and address of the 
consignee; (5) way-bill number and date; (6) car initials and 
number; (7) date of arrival of the shipment; (8) date and time 
of delivery of the shipment to the drayman; (9) name of the 
drayman; (10) date and time the shipment was received by 
the consignee; (11) a statement as to whether or not the goods 
were unpacked before the inspection was made; (12) a state- 





2 Standard Form for Presentation of Loss and Damage Claims, para- 
graph 3. 
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ment of the time the consignee gave notice and requested in- 
spection of the goods; (13) a statement of the evidence dis- 
covered by the inspector indicating robbery during transporta- 
tion, in cases where shortage is claimed; (14) a statement of 
the opinion of the inspector as to whether or not there was 
sufficient space in the package to contain the goods alleged to 
be missing; (15) a statement as to whether or not a comparison 
of the check of goods with the invoice or weighing of the pack- 
age verified the alleged loss; (16) a statement as to whether 
the box, if wooden, was new or used; (17) a statement as to 
whether or not the box was strapped or corded; (18) if a fibre- 
board box was used, a statement as to whether or not the flaps 
were glued or sealed; (19) a statement of the circumstances and 
results of inspections of previous shipments for the same con- 
signee; (20) whether or not the condition of the package or the 


























Figure No. 1 
A. A. R. Standard Form No. FCD-16 
CTE eke eae ed eke Sieh CAEN S Ree Railroad Company 


INSPECTION REPORT OF LOSS OR DAMAGE DISCOVERED 
AFTER DELIVERY OF FREIGHT 








Dc. cst scab cence cass voice dau Date of Inspection........... 
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Date shipment arrived........ Date and hour delivered 
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What protection was given shipment while in possession of 
truckman? 


LOSS 
Was there sufficient space in package to contain missing goods? 


Did comparison of check with invoice, or weighing package, 
SED 554s 465 Sha SSEEMANES RAGA Swale nbs Boe H SSK CREE SeE Ss 


DAMAGE 
Was damage of such nature that it could have been noticed at 


If improperly boxed, crated, wrapped or packed, how in your 
judgment should they have been packed or prepared for 
shipment? 


If similar inspections made of previous shipments for this con- 
signee state circumstances and results....................005. 
Describe fully the nature and extent of loss or damage. (If nec- 
essary, attach special memorandum hereto.)................. 


ie tee biel aa Inspector 
Ee Ee eS ee Consignee 
(over) 


contents indicated the cause of the loss or damage; (21) whether 
or not the loss or damage was of such nature that it could have 
been noticed at the time of delivery; (22) changes suggested to 
reduce the susceptibility to loss or damage, if, in the opinion 
of the inspector, the goods were improperly boxed, crated, 
wrapped or packed; (23) a full statement of any additional 
factors or information that may have any material bearing 
upon the question of the responsibility of the carriers for the 
claimed loss or damage; (24) a statement of the condition of the 
container or contents indicating that the loss or damage was 
suffered while goods were in possession of carriers; (25) the 
destination station; (26) the date of the inspection; (27) the 
signature of the inspector; (28) the signature of the consignee. 

A copy of an inspection report is shown in Figure No. 1. 

The details contained in this report indicate the care that 
must be taken by shippers and carriers to establish as com- 
pletely as possible the nature, extent, and cause of the con- 
cealed loss or damage in order to discover, first, that the alleged 
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loss or damage actually occurred; second, where the loss or 
damage occurred; and, third, whether the loss or damage 
occurred when the goods were in the possession of the carrier, 
before they left the possession of the shipper, affer they were 
delivered to truckmen either at the point of origin or destina- 
tion, or after they had been delivered to the consignee at desti- 


nation. The best possible evidence must be adduced to discover 
these vital facts. 


Supporting Documents 


In preparing concealed loss or damage claims, the claim- 
ants proceed precisely as in the case of regular loss or damage 
claims, preparing a “standard form for presentation of loss and 
damage claims,” and supporting the claim with the original bill 
of lading, or bond of indemnity, if the original bill of lading 

















Figure No. 1 (Reverse) 
INSTRUCTIONS 


Loss discovered after delivery of shipment to consignee shall 
be reported by the consignee or consignor to agent of carrier 
immediately upon discovery, and in any event within fifteen days 
after receipt, and contents and container held for inspection by 
carrier, with a statement of facts or circumstances evidencing 
loss prior to delivery by carrier. Inspection by carrier shall be 
made when practicable, and in any event within forty-eight 
hours, and shall include examination of package and contents 
for evidence of abstraction of the missing goods, checking con- 
tents with invoice and weighing for comparison with shipping 
weight; also investigation of TRUCKMAN’S record of handling 
shipment. Report of inspection shall be made in duplicate on 
THIS FORM and signed by carrier’s agent and consignee, one 
copy thereof to be retained by consignee and attached to claim 
for loss if made. In case no inspection is made by carrier's 
agent, consignee’s inspection shall be accepted as carrier’s in- 
spection. If investigation develops that the loss occurred with 
carriers, the 15-day clause shall not be invoked. 

Damage to contents of package discovered after delivery of 
shipment to consignee shall be reported to agent of carrier 
immediately upon discovery or in any event within 15 days after 
receipt, and container and contents held for inspection by car- 
rier, with a statement of facts or circumstances evidencing 
damage prior to delivery by carrier. Inspection shall be made 
by carriers when practicable, and in any event within 48 hours 
after notice. In case no inspection is made by carrier’s agent, 
consignee’s inspection shall be accepted as carrier’s inspection. 
Report of inspection shall be made in duplicate on THIS FORM 
and signed by carrier’s agent and consignee, one copy thereof 
to be retained by consignee and attached to claim for damage 
if made. If investigation develops that the damage occurred 
with carriers, then the 15-day clause shall not be invoked. 

In case inspection is not made by carrier’s representative, 
detail of findings of inspection by consignee shall be furnished 
earrier’s agent immediately upon completion of inspection. 

Notice of loss or damage may be given carrier’s agent by 
telephone or in person, and in either event shall be confirmed 
by mail. 

Failure of consignee to comply with the foregoing regula- 
tions shall be regarded as indicating complete delivery of freight 
by carrier in good order. : 





In case of damage or injury to a shipment which is not 
totally destroyed or worthless, it is the legal duty of the con- 
signee or owner to promptly accept the property, and in the 
interest of all concerned to employ promptly every reasonable 
and available means to conserve the lading and minimize the 
loss. It is not a proper practice for the consignee or owner to 
refuse to accept such goods when tendered for delivery by the 
carrier. Acceptance of such goods does not jeopardize any proper 
claim which the consignee or owner may have against the car- 
rier for damage or injury to the property and for which the 
carrier may be legally liable. 

(over) 


has been surrendered to the carrier or lost or mislaid; the 
original paid freight bill; the original or a certified copy of the 
invoice; and other evidential data proving the loss or damage 
claimed. 


Shipper’s Form 


In addition to these documents, the claimants are required 
to submit answers made by the shippers to a series of questions 
pertaining to the shipments on which concealed loss or damage 
claims are filed. The form of these questions was first recom- 
mended by a committee of shipping interests and the Confer- 
‘ence Committee of the Freight Claim Association in join' 
session in New York in 1917.’ : 

This so-called shipper’s form is used in lieu of affidavit 
required previously by the shipper to support a concealed loss 
or damage claim. The form contains the following identifying 


3 Recommended, November 27, 1917. 
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data: (1) The shipper’s claim number; (2) the consignee’s claim 
number; (3) the point of origin of the shipment; (4) the date 
of the shipment; (5) the name of the shipper; (6) the com- 
modity; (7) the point of destination; (8) the number of pack- 
ages comprising the shipment; and (9) the name and address 
of the consignee. 

Following this preliminary identification data, a series of 
cogent questions are asked and answers to them are required 
to be made in writing and signed by a responsible employe of 
the shipper. 

The first question is: “When and where were the goods 
packed?” This information is required to establish whether or 
not the goods were actually packed by the shipper before the 
particular transportation movement on which loss or damage 
resulted. 

Second, several questions are grouped to inquire into the 
records bearing on the actual contents of the packages and the 
materials used in packing. “Were all the articles for which 


claim is made packed in container and in good order?” “If 
property shipped did not fill container to capacity, what mate- 
rial occupied the remaining space?” is another question asked 
in order to establish the probability of the fact of the loss and 



















Figure No. 2 


Standerd Form for the Handling of Concealed Loss and 
Concealed Damage Claims 
SHIPPER'S FORM 
information in Lieu of Affidavit Required from Shipper in Sup- 
port of Claim for Concealed Loss or Concealed Damage 
Shinper’s Claim No. .....ccsscee Consignee’s Claim No 


DESCRIPTION OF SHIPMENT 









IN OE SIN ooo cd as eicca'e nts NN So eslb as oon ewes ens 
RR rere yr ee ree Number of Packages............ 
ES oro ncvg's einlamentc olnnate 6 aha CE, Cerca iixe one eduieranaee os 


Commodity 





1. When and where were the goods packed?.................. 


2. Were all the articles for which claim is made packed in 
in container and in good order? 





How was package protected against abstraction of or dam- 
age to contents (strapped, sealed, or otherwise?) 


When (date and hour) was shipment delivered to truck- 
man? 








What protection was given to shipment while in possession 
of truckman? 








State whether or not shipment was insured against loss or 
damage while in transit over any portion of the route 
If insured, state whether any provision of the insurance 
gee ie We dg lag | a 












*Applicable to import and coastwise shipments only. 
















1 hereby certify the foregoing statement of facts to be true 
in every particular. 
RE ME ak odes aseaauséweeb 


In what capacity employed 


to give clues as to where or when the loss occurred. The records 
of claim investigation contain numerous instances where pilfer- 
ers have been discovered and arrested after having been traced 
through the materials used to fill the containers after the goods 
have been removed. 

A third group of questions inquire into the outside protec- 
tion of the packages against pilferage or breakage. “How was 
the package protected against abstraction or damage to con- 
tents by being strapped, sealed, corded or otherwise specifically 
protected?” In some cases, shipping rules require that the 
packages be so protected, while in other cases the fact that the 
packages were protected when shipped and not so protected 
when received, establishes the fact that they have been tamp- 
ered with. A fourth group of questions seek to establish the 
identity of the cartage agency used to transport the goods to 
the station of origin and the time the goods were delivered to 
the trucker. This information is compared with the data con- 
cerning the time the goods were delivered to the originating 
carrier. If too long a time has elapsed between the time when 
the carrier received the goods and the time when he delivered 
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the goods to the carrier, an inference is raised that the loss or 
damage may have occurred while the freight was in the hands 
of the cartage agent. This is especially true if the goods were 
in possession of the truckmen overnight or during a meal period 
where the contents of the truck may not have had adequate 
protection against theft. The questions asked in this connec- 
tion are: “When (hour and date) was the shipment delivered 
to truckman? If not delivered by truck, state how delivered.” 


Figure No. 3 


Standard Form for the Handling of Concealed Loss and 
Concealed Damage Claims 
CONSIGNEE'S FORM 
Information Required from Consignee in Support of Claim for 
Concealed Loss or Concealed Damage 


Shipper’s Claim No Consignee’s Claim No 


DESCRIPTION OF SHIPMENT 


Destination 
.......Number of Packages 
Consignee 


Point of Origin 

Date Received............ 
Shipper 

Commodity 


iB 








What protection was given shipment while in possession of 
truckman? 


On what date was carrier notified of loss or damage? 


If condition of container at time of such examination indi- 
cated cause of loss or damage, explain fully 


If condition of contents or interior packing indicated loss 
or damage, explain fully 


State whether or not shipment was insured against loss or 
damage while in transit over any portion of the route 


If insured, state whether any provision of the insurance 
policy covers carrier’s liability 

*Applicable to import and coastwise shipments only. 
What condition of container or contents indicated that loss 








in every particular. 
Dated at 


In what capacity employed 


Figure No. 4 


AFFIDAVIT CONCERNING WEIGHT AND QUANTITY OF 
MATERIAL 
State of 
County of 
Before me, the subscriber, a 
in and for said County and State, personally came 
who, being by me duly sworn, did say that 
he is (they are) employed by as 
that he (they) loaded Car 
forwarded 


yee > ee: eee 
In Testimony Whereof, I have hereunto set my hand and 
Notarial Seal, the day and year aforesaid. 
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More Capital to Carry Out t ' a 


Your Government Contracts 


Your inventories (raw materials and 
finished goods) can be made a source . 

of added working capital through ’ 
the “Tidewater Method” of Field \ 
Warehousing. \ 
Your own bank supplies the funds. 

Goods remain on your premises, and . 

may be drawn upon as needed. Write 
for particulars. 


TIDEWATER FIELD 
WAREHOUSES, INC. 
17 State St., New York City \ 


Joseph E. Lowe, Vice-President Wy 


A Unit of the Chain of Tidewater ¢ 
Terminals and Inland Warehouses 


Se Loe es The Chain of Ta 
AND INLANAR 


WALTER B. McKINNEY, President ‘fret 


NEW YORK OFFICE: 17 State Street CHICAGO OFF!(@portat 

MERCHANTS WAREHOUSE COMPANY BAYWAY TERMINAL CORPORATION NORFOLK TIDEWATER TERMINALS LINCOLN TIDEWATER TERMIME WARE 
10 Chestnut St., Philadelphia (operated by Lincotn Tidewater Terminals) Norfolk, Virginia 17 State Street, New York, N.Y ambur 
George M. Richardson, Vice-President Bayway (Elizabeth), New Jersey James A. Moore, Vice-President Arthur Link, Vice-Presiden! Bishop, 


R. S. McElroy, Manager and General Manager ‘Gener, 





‘ORLD June 20, 1942 





That midway station is America’s 
immense terminal and warehousing 
industry with its miles of piers and 
wharves and billions of square feet of 
storage space. 

For decades this vast enterprise has 
been serving a vital economic need. 
Today it has assumed even greater 
importance, for it has become a major 
factor in advancing our all-out effort. 

Among the large, important ware- 
housing groups.that have responded 
unreservedly to the Nation’s call is 
the Chain of Tidewater Terminals 
\ and Inland Warehouses. 

1] Naturally Government require- 
ments must and will receive first con- 


| Teater Terminals 
LANAREHOUSES 


sident ‘feet Station Bldg., Philadelphia, Pa. 









THERE’S AN INTERMEDIATE 
STATION THROUGH WHICH GOODS MUST PASS 


sideration. Uncle Sam demands 
priority rights to service and space. 
But consumer goods, too, are essen- 
tial to the country’s welfare. They, 
too, must be provided for... and are. 

During recent months you may 
have sought accommodation in Chain 
Warehouses for your goods, but, be- 
cause of Government requirements, 
space could not then be allotted to 
you. But that may have been only a 
temporary condition. When next you 
seek such accommodations they may 
be available. We suggest, therefore, 
that when such a need arises you get 
in touch with us, and let us know 
your requirements. 














GO OFFIGportation Bldg. SEATTLE OFFICE: 632 Skinner Bldg. 

‘ER To WAREHOUSE COMPANY NEWARK TIDEWATER TERMINAL, INC. MERCHANTS WAREHOUSE COMPANY BOSTON TIDEWATER TERMINAL, INC 

ew Y ork, N. Feng Sts., Buffalo, N. Y. Port Street, Newark, New Jersey 453 Commercial St., Boston, Massachusetts 666 Summer St., Boston, Massachusett 

ce-President ishop, Vice-President J. A. Lehman, Vice-President T. W. Haskell, Manager T. W. Haskell, Vice-President 
“General Manager and General Manager 


and General Manager 
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Deliveries may have been made by the carrier’s own pick-up 
service, or in freight cars by trap or ferry car service. 


Another question in this group inquires what protection 
was given to the shipment while in possession of the truckman. 
The statements of fact in answer to these pertinent questions 
must be certified to by the representative of the shipper as 
being true in every particular, to the best of his knowledge 
and belief. 


In connection with import or coastwise shipments, questions 
are asked with respect to the insurance of the goods and provi- 
sions of insurance policy pertaining to carriers’ contract. 


The place and date, the signatures of the employe of the 
shipper, and the capacity in which he is employed are indicated 
in the “Shipper’s Form,” and filed with the claim as a sup- 
porting document. 


A copy of the Shipper’s Form used to support concealed 
loss and damage charges is shown in Figure No. 2. 


Consignee’s Form 


A corresponding and complimentary form, the ‘“Consignee’s 
Form,” containing answers to questions by a responsible em- 
ploye of the consignee, is also required to be filed by claimants 
to support concealed loss or damage claims. The general pur- 
pose of these questions and answers of the consignee is to 
verify or refute and simplify the statements made about the 
shipments by the shippers. 


The first part of the form identifies the claim and the ship- 
ment by showing the shipper’s claim number, the consignee’s 
claim number, the point of origin, date of shipment, shipper, 
commodity, destination, number of packages and consignee. 


The first group of questions pertain to the trucking or 
other mode of delivery of the goods to the consignee. “When 
(hour and date) was shipment received at your place of busi- 
ness ?” ‘“‘Name of truckman.” “What protection was given ship- 
ment while in possession of truckman?” “If not received by 
truckman, state how received?” 


The next group of questions have to do with the time and 
place of the discovery of the alleged loss or damage. “On what 
date was the loss or damage discovered?” 


Another group of questions pertain to the notification of 
the carrier by the consignee of the discovery of the loss or 
damage and the inspection of the goods by the carrier’s repre- 
sentative. “On what date was the carrier notified of the loss 
or damage?” A copy of the inspector’s report is attached to 
the claim as a supporting document, if an inspection is made. 


The next group of questions are directed to the condition 
of the container. “What kind of container was used?” “How 
was the package protected against abstraction of goods or dam- 
age to contents, by strapping, sealing or other protection?” 
If the condition of the container at the time of examination 
indicated the cause of the loss or damage, an explanation is 
requested. 


The last of this series of questions relates directly to a 
similar question asked of the shipper and the answers are not 
only checks, one on the other, but serve to indicate, if the state- 
ments of the shipper and consignee are correct, how the loss 
or damage occurred. If, on the other hand, the containers were 
not strapped, sealed, or corded when received and the consignee 
may fairly be presumed to know that they should have been, 
the consignee is under some obligation to explain why the 
containers were not inspected immediately, in view of these 
suspicious circumstances. 


Finally, questions are asked about the space occupied. If 
the property received did not fill the container to its full 
capacity, the question is asked as to the material used to fill 
the remaining space. These questions, like several others asked 
of the consignee, serve to check on the data supplied by the 
shipper and serve to assist in determining the fact and shed 
some light on the theft. 


Questions are asked as to insurance of import and coastwise 
shipments. The consignee is also asked what condition of con- 
tainer or containers indicated that the loss or damage occurred 
while the goods were in the possession of the carriers. 


The consignee’s answers to the questions are dated and 
signed by a responsible employe of the consignee and certified 
to as true to the best of his knowledge and belief. The “Con- 
signee’s Form,” like the “Shipper’s Form,” is filed to support 
concealed loss and damage claims in lieu of affidavits formerly 
required to be filed by consignees. 

A copy of this form is reproduced in Figure No. 3. 

In some cases, claimants use “Shipper’s” and “Consignee’s” 
forms supplied by the carriers, but many large industrial traffic 
departments use similar forms with their companies’ names 
printed on them. In all cases, duplicate copies of the forrns, 
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together with a duplicate copy of the “Standard Form for 
Presentation of Loss and Damage Claims” and other supporting 
documents should be retained by the claimant. 


Weight Affidavits 


In case of concealed loss or damage claims and in certain 
types of overcharge claims an affidavit concerning the weight 
and quantity of the material shipped is sometimes required or 
desirable. A typical standard form of this sort prepared in 
blank to be filled out and signed by an employe or employes 
of the shipper before a notary public, is reproduced in Fig- 
ure No. 4. 


Time Limits for Concealed Loss and Damage Claims and Suits 


The time limits for filing concealed loss and damage claims 
and for instituting suits based on such claims are precisely the 
same as in the case of ordinary loss or damage claims. 


Chandler Act Reenactment 


The House has passed and sent to the Senate H. R. 7121, 
the McLaughlin bill providing for reenactment, substantially, 
of the Chandler act permitting voluntary adjustment of railroad 
obligations. 


“This bill has to do with railroads which do not need the 
complete reorganization afforded by chapter 77 of the bank- 
ruptcy act,” said Representative McLaughlin, of Nebraska, in 
explaining the bill to the House. “It was originally enacted 
in 1939 to enable railroads which were in need of minor ad- 
justment of their financial structures to bring about such 
changes by voluntary agreement.” 


Mr. McLaughlin said the Chandler act had worked ex- 
cellently in two outstanding cases in which resort to it had 
been had—the Baltimore & Ohio and the Lehigh Valley cases. 


One of the outstanding changes made by the bill, said he, 
was that it would make the adjustment act, embodied in chap- 
ter XV of the federal bankruptcy act, permanent instead of 
temporary legislation. Outlining other changes made by the 
bill in the Chandler act, Mr. McLaughlin said: 


H. R. 7121 would allow the Interstate Commerce Commission to 
propose a modified plan. This was not permitted under the original 
chapter XV. Another change would permit noncarrier corporations 
obligated on securities of carriers to file petitions and have the same 
benefits which carriers had under chapter XV. Noncarrier corporations 
which contro! two or more carriers have been brought within the juris- 
diction of the Interstate Commerce Commission by act of Congress. 
It was felt by the committee that it is proper that this amendment 
should be made. Another amendment would allow a single judge of 
the three-judge court, with certain limitations, to conduct all hearings 
and enter all orders, subject to review on application of any party 
in interest or on the court’s own motion. This amendment is in line 
with similar amendments, enacted in the present session of Congress, 
affecting three-judge-court procedure in other types of cases. 


Another change allows reasonable expenses, including reasonable 
attorneys’ fees, where modification of the proposal is adopted and 
found by the court fo be beneficial to the petitioner or any class of 
creditors or to be in the public interest. The latter amendment re- 
sulted from a criticism made by one of the witnesses which appealed 
to the members of the committee who attended the hearings and to 
the full committee. In the Peoria & Eastern Railway case a number 
of modifications to the plan was suggested by persons appearing on 
behalf of holders of obligations of the petitioner. Some of these 
modifications were adopted, but the court in entering its final order 
observed that while the modifications were beneficial and while the 
proposers were to be complimented for the beneficial work they had 
done, nevertheless, because of the absence of a specific grant of power 
in chapter XV, the court was powerless to award any expenses, includ- 
ing reasonable attorneys’ fees to those who had proposed the modifica- 
tions. The committee felt that where proposals are made to the plans 
and such proposals are found to be beneficial and a finding is defi- 
nitely made by the court to that effect, it is only fair and proper that 
reasonable expenses be allowed to those who proposed the changes 
and such expenses should include reasonable attorneys’ fees. As I 
have stated, such reasonable expenses, including such reasonable at- 
torneys’ fees, are only permitted under the bill (H. R. 7121) in the 
event the proposals are adopted and are found to be of benefit to the 
petitioner or any class of creditors or to be in the public interest. 


ADMITTED TO PRACTICE AFTER HEARING 


The Commission, in a formal order in Ex Parte No. 151, 
has announced the admission to practice before it of Claire I. 
Weikert, of St. Paul, Minn. Usually the Commission announces 
an admission to practice without the issuance of a formal order. 
In the matter of Mr. Weikert’s application it held a hearing. 
Its conclusion was that he possessed the qualifications of a 
practitioner prescribed by its rules. The applicant, the order 
said, had taken the oath and had been enrolled as a practi- 
tioner. 
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HEN you specify the Duryea Cushion 

Underframe for a new freight car, your 

draft gear problem is solved for that 
car, permanently. With conventional draft gear, 
replacements are a necessity—but Duryea Cushion 
Gear lasts the entire life of a car, never sticks or 
loses its capacity. 


By-products of DURYEA Protection 


You save on inspection, parts and labor. You 


THE BIG 9 OF DURYEA SAVINGS! 


Each Duryea-Cushioned Car will: 


Minimize damage claims. 6. Reduce slack to a predeter- 


mined ideal. 
Avoid delays and tie-ups from 


gear failure. . Keep off the “cripple track’’ 
Eliminate draft gear replace- ——tenp cating 
ments on the car. . lessen danger of accidents to 


. Reduce maintenance cost on 


every part of car. 


. Permit faster switching, and 


higher speeds. 


train crews by eliminating 
sudden jolts. 


. Create greater shipper good- 


will. 


increase revenue by keeping cars in order and 
off the cripple track. And, due to greater shock- 


proof security, you have fewer damage claims and 
give better service. 


Besides these savings, here are some of the extra 
’ economies you get with Duryea-Cushioned Cars: 


* Reduced packing and bracing requirements, 
permitting quicker dispatching of cars. 


* Longer life of couplers, striking blocks and 
other parts. 


* Elimination of hot boxes due to waste-grab. 


* No spacing blocks needed on twin or over- 
hanging loads. 


* No more loose center plate rivets. 


HOW DURYEA CUSHIONING saves car and contents. Left: Block of 
wood (sill) placed against wall will splinter when hit with heavy 


sledge. Right: With spring allowing block (sill) to slide, hardest 
blows fail to cause damage. 


Duryea Gears pay for themselves over and over 
again, The more you investigate Duryea-Cushioned 
Cars, the more savings you will discover. Get the 


facts. Write for illustrated booklet TODAY. 


0. C. DURYEA CORPORATION, 30 Rockefeller 
Plaza, New York, N. Y. - Field Bldg., Chicago, IIl. 


DURYEA CeaAcome UNDERFRAME 


For Freight Cars 
The Modern Safeguard For Shockproof Shipping 


PHANTOM VIEW shows construction 
of Duryea Underframe, with floating 
center sills and giant cushioning 
springs. Duryea Cushion Gears al- 
ways function at full efficiency. 


MR. RAILROAD OFFICIAL! The 
Duryea Underframe saves money— 
can be supplied by any car builder 
—costs little—pays for itself quickly. 
Why not investigate for your road¢ 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members 
usually not sufficient, because often they are received too late to 
of value. Tus Trarric Worn goes to press in Chicago Friday 
each week. News of coming or past events, such as meetings, 
ners and election of officers, ie desired. If publicity ie looked for 
should be made the duty of someone in the club to keep us 

quately and promptly informed.—Editor THs Trarric Wor.p. 





Fates’ 


The executive committee of the Associated Traffic Clubs of 
America has designated L. B. Freeman, secretary of the asso- 
ciation, to be treasurer to succeed W. T. Vandenburgh, who 
died. Mr. Freeman will serve until a new treasurer is reg- 
ularly elected. This would normally be at the annual meeting 
of the association, scheduled for Baltimore in October, but 
the matter of whether to hold that meeting or to pass it has 
not as yet been decided by the executive committee. At a 
meeting of the association’s board of directors, held early in 
the year, the decision was left to the executive committee. 





Members of the Traffic Club of the New Haven, Conn., 
Chamber of Commerce attended a “war clinic,” in the offices 
of the Chamber, June 19, at which problems of war transpor- 
tation were discussed. The principal speaker was John F. 
Maerz, field manager, Connecticut State Office of Defense 
Transportation. 





J. W. Munsell, new president of the Traffic Club of Pitts- 
burgh, was born on a Missouri farm. 
lie received his early education in the 
schools of Downing, Mo., and later 
studied at Quincy, Ill., and at the Mis- 
souri State Normal College, Kirksville. 
After two years teaching school, and 
another two years as an itinerant pic- 
ture seller in North Carolina, he re- 
turned to Downing and went to work 
as an apprentice, without pay, for the 
Keokuk and Western, later absorbed 
by the Chicago, Burlington and Quincy. 
In 1900 he joined the Atchison, Topeka 
and Santa Fe, and, after five years as 
local agent at several stations, became 
traveling freight agent at Fort Madi- 
son, Iowa. March 1, 1940, he was ap- 
pointed general agent for the Santa Fe at Pittsburgh, the posi- 
tion he now holds. 








Nine graduates of the course in freight traffic management 
sponsored by the Traffic Club of Denver at the Denver Op- 
portunity School were guests of the club at a dinner at the 
Oxford Hotel June 11. The speakers were Walter Kiesler, 
traffic manager, Ralston Purina Mills, and Graham R. Miller, 
principal of the school. Carl Evenson, general agent, Chicago 
and North Western, president of the club, was toastmaster. 
The club paid tribute to the instructors, Henry Steinmetz, 
Western Weighing and Inspection Bureau, and Arlie Ferdon, 
Great Western Sugar Company. 

The Traffic Club of New Orleans held a ladies’ day lunch- 
eon at La Louisiane Restaurant June 15. Evelyn Chapman, 
executive director, New Orleans Red Cross Chapter, spoke on 
“The Women’s Auxiliary Army Defense.” The club’s annual 
fishing tournament is scheduled to end June 30. 





Dr. Charles F. Hiller, University of Houston, spoke on “Re- 
education for Democracy” at the final luncheon of the season 
of the Traffic Club of Houston June 16. The club held its 
annual picnic at Lyondell Park June 20. 

The Traffic Club of Wilmington, Del., will hold its annual 
golf outing at Springhaven Club, Swarthmore, Pa., June 22. 
In addition to golf, there will be swimming and tennis. Dinner 
will be served. R. J. McCormick is chairman of the sports 
committee in charge. 








The Traffic Club of New England will hold its annual out- 
ing at the club house and grounds of the United Shoe Ma- 
chinery Athletic Association, North Beverly, Mass., June 25. 
There will be a baseball game between a team of industrial 
traffic men, headed by E. R. O’Hara, and a team of transporta- 
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tion men, headed by E. F. Cunningham. There will also be a 
program of field sports. Luncheon and dinner will be served. 
C. A. Gardner is chairman of the committee in charge. 





The Columbus Transportation Club will hold its annual 
spring golf outing and dinner at the Wyandotte Country Club 
June 23. There will be golf matches, archery contests, a card 
of boxing bouts and other entertainment. Widdie Morgan and 
John Call are in charge of arrangements. 





The Traffic Club of Baltimore will hold its summer outing 
at Gwynn Oak Park June 22. There will be baseball, swim- 
ming, quoits and other sports and games. Luncheon and 
dinner will be served. 





The annual summer outing of the Transportation Club of 
the Rochester, N. Y., Chamber of Commerce will be held at 
Newport, Irondequoit Bay, June 25. There will be a program 
of sports and games and dinner will be served. The affair is 
being arranged by an outing committee, O. G. Meyer, chairman. 





Marie L. Miller, who was elected president of the Women’s 
Traffic Club of Greater New York 
June 9, is with the Bigelow-Sanford 
Carpet Company. She is a native New 
Yorker, educated at Washington Uni- 
versity in Missouri and at Brown Uni- 
versity. She has been with the Bige- 
low-Sanford Company 13 years and is 
now its secretary and assistant to its 
traffic manager. Other officers elected 
are: First vice-president, Phyllis Bar- 
ten, Panama Railroad Company; sec- 
ond vice-president, Ellen S. Reed, 
Wells Fargo and Company; recording 
secretary, Margaret Carty, American 
Tobacco Company; assistant secretary, 
Ethel A. Appleton, Richards Shook 
Corporation; treasurer, Jeanne F. Car- 
stens, Universal Carloading and Distributing Company; mem- 
bers of the board of directors, Mabel Warren, Kennedy-Menke 
Company; Gertrude Cohen Zuch, Acme Transfer and Storage 
Company; Eva Klein, International Forwarding Company; 
Bertha Shnipper, Cooney Eckstein and Company. 


Cee or ™ 


i 





Henry F. Zentgraf, new president of the Traffic and Trans- 
portation Association of Pittsburgh, is 
city freight agent for the Chicago, 
Rock Island and Pacific Railway. He 
began his railroad career in 1916 with 
the Buffalo, Rochester and Pittsburgh 
Railway. In 1929 he became chief 
clerk with the Rock Island and in 1936 
was appointed to the position he now 
holds. Those elected to serve with him 
are: Vice-president, Norman R. Heck, 
Jones and Laughlin Steel Corporation; 
recording secretary, J. Robert Kunkel, 
Illinois Central; -financial secretary, 
Arthur C. Nalepa, H. J. Heinz Com- 
pany; treasurer, Howard T. MacGowan, 
Atchison, Topeka and Santa Fe Rail- 
way; custodian, Chester A. Thorpe, 
Acme Fast Freight, Inc.; Historian, H. L. Montgomery, Ameri- 
can Radiator-Standard Sanitary Corporation; members of the 
executive committee, William H. Fisher, Jr., Oliver Iron and 
Steel Company; Arthur C. Roy, D. L. Clark Candy Company; 
Edward W. Armstrong, Pennsylvania Railroad; C. M. Carlson, 
Wheeling and Lake Erie Railroad. 








The Charlotte, N. C., Traffic and Transportation Club has 
elected the following new officers: President, W. P. Hickey, 
assistant general freight agent, Seaboard Air Line Railway; 
first vice-president, W. E. King, secretary, F. & R. Coal and 
Oil Company; second vice-president, E. E. Baker, sales repre- 
sentative, Miller Motor Express; secretary-treasurer, E. A. 
Woolen, chief clerk, Chesapeake and Ohio; members of the 
board of governors, George W. Brice, traffic manager, Duke 
Power Company; E. Eskridge, commercial agent, Seaboard 
Air Line Railway; J. S. Felder, assistant terminal manager, 
Horton Motor Lines, Inc.; George J. Fella, warehouse super- 
intendent, Great Atlantic and Pacific Tea Company; Fred A. 
Greene, secretary-treasurer, Interstate Milling Company; E. B. 
Hardin, treasurer, Piedmont and Northern Railway; L. Worth 
Harris, president, Harris Brothers Transfer Company; J: 
Wesley Lowther, Lowther Trucking Company; G. J. Mitchell, 
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district freight agent, Clinchfield Railroad; G. I. Snyder, gen- 
eral agent, Railway Express Agency. 





The motion picture, “George Washington’s Railway,” was 
shown at a luncheon meeting of the Los Angeles Transportation 
Club June 15. Dave R. Evans, general agent, Chesapeake and 
Ohio-Pere Marquette Railways, was chairman in charge of the 
meeting. 





The Transportation Club of Des Moines will hold a_ buffet 
dinner and entertainment at the club rooms in the Savery 
Hotel June 29. Admission will be free to members. 





The Transportation Club of St. Paul will hold a patriotic 
party and dinner dance at the White Pine Inn, Bayport, Minn., 
June 25. There will be favors for the ladies. Albert A. Belt- 
mann is chairman of the committee in charge. 





The Flint, Mich., Traffic Club will hold its annual golf 
outing and dinner party at the Atlas Valley Country Club, 
Grand Blanc, Mich., June 25. S. L. Dobbs, Buick Motor 
Division, is chairman of the committee on arrangements. 

The Junior Traffic Club of Chicago will hold a golf outing 
at the Gleneagles Country Club June 25. Dinner will be served 
after which prizes will be distributed. 





The Traffic Club of Detroit and the Motor City Traffic 
Club of Detroit jointly will hold a steamboat excursion to 
Put-In-Bay July 2. Refreshments will be served ashore and 
dinner on the boat. There will be games for children. George 
A. Wright is chairman of the committee for the Motor City 
Traffic Club and Ed Edson for the Traffic Club of Detroit. The 
Motor City Club is organizing its bowling league for the 1942- 
1943 season which will get under way September 17. 





The Traffic Club of St. Louis will hold its annual outing 
at the Norwood Country Club July 21. There will be golf, 
swimming, baseball and other athletic contests. In the evening, 
there will be a dinner dance. 


1. C. C. CHAIRMANSHIP 

Questions about the chairmanship of the Commission, due 
to be settled before July 1, it is understood, are causing dis- 
cussions among members of the regulating body. The three- 
year term of Joseph B. Eastman ends with June. There has 
been some talk of returning to the old custom of rotation of the 
chairmanship and the return, by reason of that fact, to the 
one-year term, to be held by the senior commission when the 
rotation was begun. 

Three years ago Commissioner Caskie, who had held the 
chairmanship for a few months and was getting ready to resign, 
persuaded his colleagues it would be in the interest of good 
administration to provide for a three-year term beginning with 
Commissioner Eastman. 

Under the rotation rule, Commissioner Aitchison, who has 
been acting as chairman while Chairman Eastman has been also 
holding the directorship of the Office of Defense Transportation, 
is figured as the man on whom the honor would fall. He was 
chairman in 1919 and 1925. Commissioner Splawn was chair- 
man for the full term of one year preceding the chairmanship, 
for a few months, of Commissioner Caskie. Commissioners 
Rogers, Alldredge, Patterson and Johnson have never been 
chairmen. 

There has been some comment adverse to the holding of 
the chairmanship by Mr. Eastman while also being at the head 
of O. D. T.—not personal, but general, against what is referred 
to dual office-holding. The questions to be decided are as to 
whether the three-year term idea is to be followed; if not, 
shall the old rotation system be restored; and, if restored, who 
shall be the first of the chairmen under the rotation rule. 


N. Y. Foreign-Trade Zone Report 


So vital has become the New York Foreign-Trade Zone in 
the promotion of international trade, especially in the fostering 
of “good neighbor’ relations with Latin American republics, 
that not even war can interfere with its continuance, accord- 
ing to the annual report for the year ended June 30, 1941, for- 
warded June 16 to Congress by Jesse Jones, chairman, Foreign- 
Trade Zones Board. 

Early in February the War Department announced it 
would be necessary to acquire most of the facilities of the for- 
eign-trade zone at Stapleton, Staten Island, for military use, 
the report said. It added that while military requirements 
come first, the board received so many protests from the users 
of the zone, especially importers of Latin American products, 
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that it directed the City of New York to establish the facility 
elsewhere in the port where operations could be continued dur- 
ing the period of the emergency. Continuing, it said: 


The zone is now established on piers Nos. 72, 73, 74, 75, 84 and 
adjacent uplands, North River, Borough of Manhattan, and will be 
returned to the Staten Island site when these facilities are no longer 
necessary for war purposes. Because of the importance of several 
operations which have been developed in the foreign-trade zone, the 
War Department will permit these functions to continue. 

These operations include the tungsten ore refining plant and the 
American Frascatti, built by the Netherlands interests for the ware- 
housing and sale of Sumatra leaf tobacco. Incidentally, the 1941 
Sumatra tobacco crop was shipped to the zone subsequent to the 
occupation of Java by the Japanese and is now safely warehoused in 
the special building constructed at the zone for this purpose. 


The board in its report urged that foreign-trade zones be 
established in other ports, especially in the Gulf area where 
Latin American products, it said, could be handled “to a distinct 
advantage to our war economy.” 

The board recently announced that a formal application 
had been filed for the establishment of a zone at Houston, Tex., 
and that officials of the Port of New Orleans were planning to 
proceed with the establishment of a zone at that port. 

Although the New York foreign-trade zone had been in 
operation less than four years, the grantee reported to the 
board that 1940 operations resulted in a substantial net income 
to the City of New York. 

Gross operating income of the New York zone in the calen- 
dar year 1940, the latest available statistics, are shown by the 
report to have totaled $518,454. Operating and administrative 
expenses were reported at $438,654. This resulted in a profit 
to the City of New York, the grantee, of $79,890. Activities 
at the zone have increased each year since its inauguration in 
February, 1937, and facilities and services were used to full 
capacity during the first six months of 1941. 


Government Barge Operations 


A trend to unbalanced movement of freight that had be- 
gun in 1940 after several years of comparatively balanced 
movement was accentuated in 1941, to the extent that freight 
in the latter year moved 31 per cent southbound and 69 per 
cent northbound, said a report of the government-owned Inland 
Waterways Corporation on its operations for the calendar year 
1941. The report, made public June 17, was submitted to Sec- 
retary Jones of the Commerce Department by Chester C, 
Thompson, president of the Inland Waterways Corporation and 
chairman of its advisory board. 


Mr. Thompson reported the “degree of unbalance” of gov- 
ernment barge operations for individual rivers as follows: 
Upper Mississippi River, 19 per cent downstream, 81 per cent 
upstream; Illinois River, 20 per cent downstream; Lower Mis- 
sissippi River, 35 per cent downstream; Warrior River, 40 per 
cent downstream, and Missouri River, 91 per cent downstream. 

“This situation,” said the report, “is attributable prin- 
cipally to two factors. The grain which normally moves down- 
stream to New Orleans for export is not now shipped via this 
port due to war conditions, and southbound shipment of domes- 
tic consumption grain has been greatly reduced. In 1941 grain 
movement was 19 per cent less than in 1940 54 per cent less 
than 1939, and 72 per cent less than 1938. Simultaneously up- 
stream movement of coal and coke increased 70 per cent com- 
pared with 1940—the largest tonnage of these commodities ever 
handled by the Corporation—and upstream movement of sul- 
phur increased 165 per cent. This unbalanced movement re- 
sults in barges moving one way either lightly loaded or empty. 
Obviously, with a more balanced movement nearly double the 
tonnage could be handled with very little increased cost.” 


Tabulated in the report were tonnages handled by the cor- 
poration in 1940 and 1941, showing a total of 2,309,467 tons for 
the Mississippi River system, representing an increase of 17 
per cent over 1940, and a total of 284,844 for the Warrior River 
operations, an increase of 26 per cent over 1940, the overall 
percentage of increase being 12 per cent over 1940. The in- 
crease on the Lower Mississippi was 7 per cent while that on 
the Upper Mississippi was 36 per cent, on the Illinois River 36 
per cent, and on the Missouri River, 72 per cent, according 
to the report. 

“Substantial additions to the corporation’s floating equip- 
ment were made during 1941,” said the report. “Fifteen new 
still cargo barges were built and placed in service. These 
barges are 280 feet long, 48 feet wide and have a carrying 
capacity of 2,800 tons each. Cost of this equipment was 
$945,975. Six fuel oil barges were also built at a cost of 
$242,695.35. These barges will transport only oil used as fuel 
by the Corporation’s own towboats, and will not be used for 
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Summer heat always has increased tire problems. This 
year it not only affects your own operations, but the} failu: 
alwa 


in he 


interests of the entire nation as well. Every tire loss is 
a serious loss to America. Your trucks must be kept} 


running at peak efficiency ... your loads must go}tire | 





through on schedule ... but at the same time your tires} unde 


WHAT YOU CAN DO FOR YOUR TIRES 


® DON’T OVERLOAD. An overworked tire heats up, wears rapidly and fails prematurely. 
Hot summer weather speeds up damage. 


® MAINTAIN CORRECT INFLATION. Both under-inflation and over-inflation cause rapid 
wear, damaging strain. Check pressure frequently. 


® MATCH TIRES ON DUAL WHEELS. Outside tire should have slightly more tread than 
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inside tire, to compensate for road crown, equalize load. exper 
® REDUCE YOUR SPEED. Tires always wear faster in hot weather. High speed accelerate § throu 
that wear. SLOW DOWN. plus k 
® HAVE TIRES INSPECTED FREQUENTLY by your General Tire dealer. troub 














HAVE YOUR WORN TIRES RENEWED BY 
THE FACTORY CONTROL KRAFT SYSTEM 
THAT GUARANTEES UNIFORM QUALITY 






In three years, the Kraft System has proved to operators 













from coast to coast that its factory control methods pro- tam 
vide the first assurance of uniform quality tire renewing. has 
From start to finish, every tire Kraft-Renewed locally possi 
is handled exactly as at the factories of The General a tire 
Tire & Rubber Company. No guesswork. Only the B that 
Kraft System renews tires by these factory controls: . 
GENERAL TIRE ae tinue 
* Factory-Trained Men * Factory-Approved Equipment Hailey Corio pi eet Kr THE 
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TIRE RENEWING 


* Factory-Specified Methods ® Factory-Laboratory Control 
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must be protected against wear and premature 
failure. There are certain fundamental practices which 
always help save tires. They are absolutely essential 
in hot weather. Together with the services of a truck- 
tire expert they will help keep your trucks rolling 
under the most difficult of tire-operating conditions. 


HOW YOUR GENERAL TIRE DEALER CAN HELP 


Modern tire engineering and maintenance, as 
practiced by your General Tire Dealer, can be a 
tremendous aid in holding tire wear to a minimum 
even under the increased strain of summer 
operation. Your General dealer is a truck-tire 
expert. His knowledge of how to protect tires 
through proper inflation, loading, matching— 
plus his ability, by regular inspection, to discover 
trouble before it becomes serious—have saved 


money for leading operators for many years. 


This year, when tire care is an absolute must in 
your maintenance program, take advantage of the 
experience, modern equipment, trained personnel 
and over-all “know-how” of your General Tire 
dealer. Put your tire problems in his hands and 
be assured that you are going all the way to get the 


most from every pound of rubber on your fleet. 


MWITH EVERY TIRE CERTIFICATE 


BUY A LONG-MILEAGE GENERAL 


The ability of General Tires to deliver long mileage 


—proved on the books of leading operators for 26 years— 


has gained new importance with the need to get the greatest 
possible mileage per pound of rubber. Today, when you use 


a tire certificate to buy a General Truck Tire, you are making 


tinued operation of your fleet. 


Bthat certificate produce the maximum, in terms of the con- 
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the transportation of oil for others. The acquisition of these 
barges will reduce costs and provide more efficient operation 
of the Corporation’s towboats.” 


Private Carriage “Promoted”? 


The report said a record tonnage of coal and sulphur was 
handled in 1941, and that substantial increases in northbound 
movement of sugar, coffee, peanuts, rice, cocoa beans, and sisal 
also occurred. It noted that the corporation filed its tariffs 
covering port-to-port all-water rates with the Commission on 
March 1, 1941; that joint rail-water rates, governing “approx- 
imately 75 per cent of the business of the corporation,” had 
been so filed for many years, and that rail-barge-rail rates had 
been established in accordance with the formulae permitted by 
the Commission’s order in Ex Parte 96. Continuing, it said: 


As a result of the pioneering and experimenting which this cor- 
poration was created to do, and which it still carries on, many pri- 
vately owned water carriers have embarked in business on the inland 
waterways of the United States. These carriers are generally successful 
and the inland river barge business has become a most important ele- 
ment of transportation in this country. . . 

I am pleased to report that during 1941 a much better understand- 
ing was reached between this corporation and its competitors, which 
marked a decided change of policy. With other officials of this en- 
terprise, I have fully cooperated with all privately owned water car- 
riers, to the end that the industry itself could be promoted and cer- 
tain practices of the past that worked against the best interest of all 
water carriers could be alleviated. . 


Net Operating Losses 


The report said the vice-president of the corporation re- 
ported the direct saving to the public on traffic handled by it 
in 1941 amounted to $2,312,400, and that the total savings on 
traffic handled by it from June 1, 1924, to December 31, 1941, 
totaled $37,324,400. This, it said, was the difference between 
the charges paid on traffic routed via it and what the charges 
would have been if the traffic had moved all-rail. 

The corporation reported consolidated operating revenue 
for 1941 of $8,200,017.22, compared with $7,442,083.07 in 1940, 
and operating expenses for 1941 of $8,347,577.51, compared 
with $7,658,055.25 in 1940, its net operating loss thus being 
$147,560.29 in 1941, compared with a net operating loss of 
$225,972.18 in 1940. Tax accruals boosted the net loss to 
$177,230.30 in 1941, compared with $252,393.53 in 1940. The 
report showed that the consolidated freight revenue (includ- 
ing the Mississippi and Warrior systems) in 1941 was $7,691,- 
515.4 compared with $6,925,402.64 in 1940. The principal in- 
crease in costs was in the “transportation expenses” item, with 
the 1941 total being $5,802,679.29, compared with $5,106,203.52 
for 1940. 


GMC ARMY TRUCK CHECKING SERVICE 


“Preventive maintenance” methods of insuring the con- 
tinued efficient operation of motor vehicles, first introduced in 
the motor truck industry fourteen years ago, have been adopted 
by the United States Army, according to the General Motors 
Corporation. It has stationed a service manager at each of the 
army’s nine corps area headquarters, with supervision over 
civilian representatives at Army camps where they teach selec- 
tees and enlisted men the preventive maintenance methods. 
The idea behind the plan is “repair before failure.”’ It includes 
regular lubrication and oil changing and other basic precautions 
against truck break-down, all contained in a standardized pre- 
ventive service characterized by constant checking of motor 
vehicle operation. 


SOUTH CAROLINA STATE PORTS AUTHORITY 


Under an act of its general assembly, the state of South 
Carolina has set up the South Carolina State Ports Authority 
to develop harbors on its seacoast and to construct and operate 
terminal facilities in connection with those harbors, all to 
“foster and stimulate the shipment of freight and commerce 
through said ports, whether originating within or without the 
state... ,”’ and “to cooperate with the United States of America 
and any agency, department, corporation or instrumentality 
thereof in the maintenance, development, improvement and use 
of said harbors and seaports in connection with and in further- 
ance of war operations and needs of the United States.” 

Under the act, the authority has power to issue bonds to be 
retired out of net revenues derived from its facilities; to furnish 
free service to the federal government and its agencies, and to 
acquire properties by purchase and condemnation. Included in 
the act is an appropriation of $25,000, half from the funds of the 
state and half from the funds of the three seaboard counties, 
Charleston, Georgetown, and Beaufort. 

Under the law, the authority consists of five members, and 
elects its own chairman, vice-chairman and treasurer. The 
members of the board are: James H. Hammond, Columbia, 
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chairman; Cotesworth P. Means, Charleston, vice-chairman; 
Howard E. Danner, Beaufort, treasurer; Herbert L. Smith, 
Georgetown, and Milton A. Pearlstine, Charleston. H. A. Man- 
ning, formerly director of the rate bureau of the South Car. 
olina Public Service Commission, is executive secretary of the 
authority. 


W. S. A. RATE ORDERS 

The War Shipping Administration has issued rate orders 
Nos. 38, 44, 45 and 46, prescribing maxima rates in which the 
W. S. A. will concur as a condition to granting, or to the con- 
tinued recognition, of warrants authorized by the ship war- 
rants priorities act. No. 38 covers rates on petroleum prod- 
ucts from U. S. Gulf and Caribbean ports to Atlantic and Gulf 
ports and between U. S. Pacific coast ports. No. 44 covers rates 
from Australia to interior points in the United States via U. §, 
rates from Beira, Portuguese East Africa, to U. S. Atlantic and 
Pacific coast ports. No. 45 covers petroleum products between 
U. S. Gulf ports and also between other U. S. ports and from 
Caribbean to U. S. Atlantic and Gulf ports. No. 46 covers 
Gulf ports. 


MARITIME ARBITRATION BILL 
The House has passed and sent to the Senate H. R. 7112, 
to codify and enact into absolute law title 9 of the United 
States Code, entitled “Arbitration.” The law provides for ab- 
bitration of maritime transactions and contracts involving 
transactions in commerce. 


NEW “MARITIME EAGLE” STAMP 


The Maritime Commission has announced that its official 
symbol, the “maritime eagle,” has been chosen by the Post- 
master General as the basic design for a new war stamp to be 
placed on sale July 4. The commission noted that shipyard 
workers wore “maritime eagle” badges and that officers and 
men of the merchant marine wore “maritime eagle” pins. 








CONSTRUCTION OF SAILING SHIPS 


An inter-American committee to direct construction of about 
100 sailing ships, to operate between U. S. Gulf ports and ports 
of Central and South American countries has been appointed, 
and the Reconstruction Finance Corporation will finance the 
construction, according to reliable sources in the federal gov- 
ernment. It was stated that all the ships would be built in 
shipyards on the Caribbean. 


CANADIAN TUGS IN ALASKAN TRAFFIC 


In Treasury Decision 50654, Herbert E. Gaston, Acting 
Secretary of the Treasury, has waived provisions of the coast- 
wise laws to permit Canadian tugs to tow American and Ca- 
nadian vessels between (1) Pacific Coast points in the conti- 
nental United States and points in Alaska and (2) points in 
Alaska. He said he deemed such action necessary in the con- 
duct of the war. 


ARMY SHIP NEEDS AND SUGAR 


Under Secretary of War Patterson has issued the following 
statement: 

The increased need for ships to transport troops and munitions 
overseas to active theaters of operations will drastically cut down the 
quantity of shipping formerly available to carry sugar from the Carib 
bean area and to carry supplies of food to that area. The result will 
be that a surplus of sugar will be accumulated in the Caribbean area 
and normal shipment of foodstuffs to the Caribbean will be curtailed. 

To meet these unusual conditions imposed by the war, it is hoped 
that the peoples of those islands will utilize a large part of the land 
now devoted to sugar production to the raising of foodstuffs for local 
consumption. Every two thousand acres of land put into food pro- 
duction will save one medium-sized cargo vessel for use in war trans- 
port, 


LEND-LEASE SHIP SERVICES 


“The struggle to move materials in sufficient quantities 
to the places where they are most needed has assumed para- 
mount importance,” said a report on lend-lease operations, sub- 
mitted by President Roosevelt to Congress on June 15. 

The report made that statement in discussing activities 
of the Combined Shipping Adjustment Board, created January 
26, 1942 (see Traffic World, Jan. 31, p. 323). It noted that the 
British Ministry of War Transport directly controlled the 
movement of British shipping, while American vessels OP- 
erated under orders from the War Shipping Administration. 
It added that Norway, the Netherlands “and many other United 
Nations” had contributed their ships and sailors “to the serv- 
ice of the common cause,” for charter operations under B. ™. 
W. T. or W. S. A. direction. Continuing, it said: 

The job of the Combined Board is to see that the shipping of the 
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jni Nations is utilized in the most effective manner, by eliminating 
ae and unnecessary duplication of services, and by me eg 
the possibilities of joint economies in the use of the two portion 

” ame available cargoes in excess of available ships, agp -_ 
routing have become matters of strategic selection among — = 
needs. The ships which carry lend-lease goods are a ane 
Combined Board through the Ministry of War Transport pene = 
Shipping Administration after appraisal of all —. needs. hacen 
American-controlled shipping is assigned to carry lend-lease ca — 
jend-lease funds are used to finance their operation, in order = pre — 
dollar exchange problems from impeding vital movements to = “4 
areas. Additional sums have been provided to service and “upp — 
yessels of other United Nations which carry materials to an 

our shores, 





ALIEN SEAMEN IN CREWS 


Secretary of the Navy Knox has issued an order waiving 
compliance with provisions of law to the extent necessary to 
permit employment of aliens in the unlicensed crew of sub- 
sidized or unsubsidized vessels of the United States in a per- 
centage not to exceed 50 per centum of the entire unlicensed 
crew employed. 





W. S. A. PAY TO AGENTS 


The War Shipping Administration has issued general order 
No. 12, part 330, setting forth terms of compensation payable 
to general agents and agents performing services for W. S. A. 
in connection with operation of dry cargo vessels. 





WAIVER OF COASTWISE LAWS 


i Secretary of the Treasury Gaston has issued an 
Pe Ye. petra ed with the coastwise laws to permit = 
in the U. S. coastwise and intercoastal trades of foreign | ag 
vessels the use of which or title to which has been acquire 
by the Maritime Commission or the War Shipping Administra- 
tion. The vessels must be operated by or for the W. S. A., or 
by charterers or lessees. 





MEDAL FOR SEAMEN 


les and regulations governing the award to American 

sane of the on we marine ogy morte service medal, 

J announced by the Maritime Commission. 
- pcan under public law 524, is authorized and di- 
rected to provide and award a medal to each person In the 
American merchant marine, who on or after September 3, 1939, 
has distinguished himself by an outstanding deed of conduct or 

rice in the line of duty. 
‘sel It is intended that the medal shall be regarded as an 
outstanding distinction and that it shall be awarded only tg 
definite proof of outstanding conduct or service in the line o 

made available. - 
aia pont ission has set up a merchant marine medal 
awards committee of which Vice-Admiral Arthur P. Fairfield, 
U. S. navy (retired), is chairman. The committee will — 
reports on individuals proposed for the medal and will make rs 
recommendations to the commission. The awards will be made 
by the commission. 





MARINE WAR RISK INSURANCE 


ivision of wartime insurance of the War Shipping 
PO Pe has issued revision 1 of its general a 
The revision incorporates certain changes In ee adop * i 
since March 24, 1942, and includes certain additional regu - 
tions designed to expedite war risk insurance pe ge “ 
to eliminate needless paper work. The new regulations include: 


ium from the first to 
_ The extension of time for payment of prem 
the pie business day following quotation or acceptance of —, 

2. The extension of the ‘‘good safety’’ warranty in the cargo policy 
to provide that the insurance will attach even though cargo — — 
loaded prior to acceptance of risk and payment of premium, in e 
event that cargo is in good safety in port at time the insurance is con- 
sum q : 

. x The establishment of a minimum —— of $10.00 for each 
licy issued by the War Shipping Administration. 

1“ + The 7A Aber of return premiums of less than $100.00 unless 

amounting to 5% or more of the original a and the adoption of 

standard forms of application for return premiums. 

5. The elimination of preliminary negotiations as to insurances by 
telephone, except in cases of emergency where the delay involved in 
communicating by telegraph or letter might result in delaying the move- 
Ment of a vessel. 


odifications are necessitated by the very great in- 
ue ag amaber of risks insured by the War Shipping Ad- 
ministration, and are designed solely to make it possible for the 
Administration to provide prompt and efficient service to per- 
sons insured, according to the W. S. A. 


Claims for Coal 


Changes in marketing rules and regulations covering set- 
tlement by producers of claims against carriers for coal con- 
fiscated by the carriers or lost in transit have been ordered 
by Acting Director Dan H. Wheeler of the Bituminous Coal 
Division of the Department of the Interior. 


Under the new regulations, producers who undertake to 
negotiate a settlement or otherwise collect from a carrier for 
coal confiscated in transit, must charge the carrier not less 
than the effective minimum mine price for regular sale of 


the particular coal to the carrier, according to the division 
statement, continuing as follows: 


Where the producer undertakes to negotiate a settlement or other- 
wise collect from a carrier for coal lost in transit, the new regula- 
tions provide that the carrier must be charged not less than the in- 
voice price which the producer had charged the original purchaser. 
This rule provided, however, that when the coal lost had been con- 
signed by the producer to himself, the carrier must be invoiced at 
not less than the lowest applicable minimum price for that coal when 
sold by the shipper from the point to which it was consigned. 

The regulations, contained in rule 8 of section 12 of the marketing 
rules and regulations, previously required that all coal confiscated 
or lost in transit should be invoiced to the carrier at not less than 
the applicable minimum price for such coal for sale to the carrier at 
the place of confiscation or loss. 

The change was ordered on the basis of evidence in a hearing 
at which Trial Examiner Scott A. Dahlquist presided. In his report, 
the examiner pointed out that under the old rule, a producer in some 
instances would be required to bill a carrier for coal lost in transit 
at a price higher than the invoice price he charged the original pur- 
chaser. Such instances were where the coal was destined to a mar- 
ket area and for a use which took a lower minimum and invoice price 
than the applicable railroad fuel price. Railroad companies objected 
to making settlement on this basis because they contended the ordi- 
nary standard of damages is based on the market value of the lost 
coal at its destination, and the railroads expressed the fear that 
they would be subject to the charge of making illegal rebates if they 
were required to pay more than this market value. 

The Acting Director pointed out that the new rule is in accord 
with established legal procedure for collection of damages for coal 
lost or confiscated in transit, and that it applies only in cases where 
the shipper undertakes to negotiate the settlement or collection of 
damages by arrangement with the carrier and the consignee. Since 
coal, when it is placed in the carrier’s cars, becomes the property 
of the consignee, it is the consignee’s right to recover damages if it 
is lost or confiscated. Evidence in the hearing showed, however, that 
in most instances where the coal is lost or confiscated, the railroad 
notifies the shipper, who consigns a new shipment to the purchaser, 


and negotiates with the carrier for payment of the coal that was lost 
or confiscated. 





ILLINOIS CENTRAL PASSENGER CHANGES 


Effective June 28, the Illinois Central will make changes in 
passenger service “‘to fit the pattern of railway operation dic- 
tated by wartime needs and urged by the federal government,” 
according to J. V. Lanigan, the railroad’s passenger traffic 
manager. The new schedules call for a greater proportion of 
daytime service, more local stops, the use of coaches handling 
a larger number of passengers, and reductions in mileage. Net 
savings will be five locomotives and eight passenger cars, says 
Mr. Lanigan. 

Two main-line locals between Jackson, Miss., and New 
Orleans, La., are to be discontinued, and two trains in Iowa 
are to have their runs shortened. Two other locals, between 
Memphis and New Orleans, are being changed from night to 
day service by the extension of daytime runs to fill their terri- 
tory. Schedules of through trains between Chicago and New 
Orleans are being lengthened and stops added. 





GENERAL TIRE’S BLACKOUT PRODUCTS 


The General Tire and Rubber Company has developed two 
new products for use in blackouts. They will be distributed 
by its dealers. The first, called Saf-T-Blak, is a film for ap- 
plication to windows, gray on the outside and white on the in- 
side. The second is Saf-T-Glo, a luminous material for mark- 
ing air-raid shelters, first aid stations, stairways, and similar 
points in blackouts. It produces a glow that can be seen from 
the ground but not from the air. 


MOTOR PASSENGERS AND REVENUES 


Class I motor carriers of passengers, excluding charter 
or special, had passenger revenues totaling $16,455,910 for 
March, an increase of 63.4 per cent over March last year when 
their passenger revenues totaled $10,072,074, according to a 
Commission compilation of revenues and passengers of 149 of 
such carriers, statement M-700. The number of passengers 
carried for March was 23,280,965 as compared with 15,063,097 
for March last year, an increase of 54.6 per cent. 
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Docket of the Commission 





NOTE—items in the docket marked with an asterisk (*) have been 
added since the last issue of THs Trarric Word. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


June 22—Amarillo, Tex.—Capitol Hotel—Jt. Bd. 170: 
MC 100290 Sub. 1—B & B Trucking Co., Follett, Tex., certificate to 
extend operations, 
June 22—Brooklyn, N. Y.—St. George Hotel—Examiner Schubert: 
1. & S. M-1965—Sugar syrup, Edgewater, N. J., to N. Y. points. 
MC 102609—Regal Trucking Co., Inc., New York, N. Y. 
June 22—Brooklyn, N. Y.—Hotel St. George—Examiner Weems: 
27002—John Nix & Co. et al. vs. Railway Express Agency, Inc., et al. 
June 22—Brooklyn, N. Y.—St. George Hotel—Examiner Clifford: 
MC F-1818—National Transportation Co., purchase, G. B. Basehore 
et al. 
June 22—Chicago, iI!1.—Sherman Hotel—Jt. Bd. 21: 
MC 42487 Sub. 67—Consolidated Freightways, Inc., Portland, Ore., 
certificate to extend operations. 


June 22—Cieveland, O.—Hotel Cleveland—Examiner Schutrumpf: 
1. & S. M-2023—Wool and materials between Galion, O., and Phila- 
delphia. 
MC C-343—Wool between Cleveland and Philadelphia. 
June 22—Memphis, Tenn.—Hotel Peabody—Examiner Walsh: 
28553—National Cotton Seed Products Association, Inc., vs. A. B. & 
C. et al, 


June 22—Montpelier, Vt.—U. S. Court—Exam. Dahan and Jt. Bd. 132: 
MC 83690 Sub. 1—Brattleboro Parcel Express, Brattleboro, Vt., cer- 
tificate to extend operations. 
MC 103545—J. Q. Willson, Lunenburg, Vt., certificate. 


June 22—Raleigh, N. C.—Sir Walter Hotel—Examiner McCaslin: 
MC 103198—McCotter Trucking Co., Washington, N. C., permit. 


June 22—Salt Lake City, Utah—Utah Hotel—Examiner Way: 
i. & S. 5100—Express L. C. L. emergency charge. 
June 22—St. Louis, Mo.—York Hotel—Jt. Bd. 135: 
MC 52827—Lueking Transfer Co., Inc., St. Louis, Mo., certificate. 
MC 52854—Weber Drayage & Warehouse Co., St. Louis, Mo., certifi- 
cate or permit to extend operations, 
June 22—St. Louis, Mo.—York Hotel—Examiner Kilroy: 
* MC 96451—Gregory Moving Co., St. Louis, Mo. 
June 22—Trenton, N. J., State Com.—Examiner Schweickhardat: 
MC 80504—Shein’s Express, Inc., Trenton, N. J. 
June 22—Washington, D. C.—Argument: 
Finance 13509—Erie abandonment. 


June 23—Brooklyn, N. Y.—St. George Hotel—Examiner Schubert: 
MC 96427—Gustave Sobo, Newark, N. J. 
MC 73935—Hoffman’s Express, West Long Branch, N. J., certificate 
or permit. 


June 23—Brooklyn, N. Y.—St. George Hotel—Examiner Clifford: 
MC F-1832—Lancaster & New York Motor Freight Service, 
lease, Laura Scheck. 


June 23—Chicago, I1!1.—Sherman Hotel—Jt. Bd. 21: 
MC 102805 Sub. 1—Crous Cartage, Chicago, Ill., certificate to extend 
operations, 


June 23—Cleveland, O.—Hotel Cleveland—Examiner Schutrumpf: 
MC 86069 Sub. 2—D. W. Rhinemiller, Cleveland, O., permit to extend 
operations. 


June 23—Concord, N. H.—Public Service Comm.—Examiner Dahan and 
Jt. Bds. 189 and 70: 
MC 33573 Sub 1—Sydney Transportation Co., Claremont, N. H. 
MC 72139—A. C. Barwood, Hanover, N. H. 


June 23—Dallas, Tex.—Baker Hotel—Commissioner Patterson: 
28000 Sub. 82 and 84—Application of T. & N. O. for approval of 
proposed modification of systems or devices. 
28000 Sub. 85 and 86—Application of M.-K.-T. of Texas for approval 
of proposed modification of systems or devices. 
28000 Sub. 87—Application of Houston Belt & Terminal for approval 
of proposed modification of systems or devices. 
* 28000, Sub. 83—Application of T. and P. for approval of proposed 
modification of systems or services. 


June 23—Kansas City, Mo.—Pickwick Hotel—Examiner Harrison: 
MC 40029 Sub. 1 and 2—Lawrence Elliott Truck Transportation, Jeffer- 
son City, Mo. 


June 23—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 230: 
MC 47644 Sub. 7—Northern Transportation Co., St. Paul, Minn., cer- 
tificate to extend operations. 


June 23—Washington, D. C.—Examiner Brinkley: 
Finance 10714—Alabama, Tennessee and Northern reorganization. 


June 23—Washington, D. C.—Argument: 
* Finance 13545—Pennsylvania, Ohio & Detroit abandonment. 
June 24—Brooklyn, N. Y.—St. George Hotel—Examiner Clifford: 


MC F-1847—Lincoln Transit Co., Inc., purchase, Atlantic Coast Lines, 
Inc. 


Inc., 
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June 24—Chicago, IIl.—Sherman Hotel—Jt. Bd. 73, 21 and Ex. Ormond: 
MC 29761 Sub. 1—Steel Motor Service, Inc., Chicago, Ill., certificate 
to extend operations. 
MC 96099—Acme Cartage & Transfer Co., Chicago, IIl., certificate, 
MC 30990 Sub. 2—Roberts Cartage Co., Chicago, Ill., certificate to 
extend operations. 
June 24—Cleveland, O.—Hotel Cleveland—Jt. Bd. 27: 
MC 77921 Sub. 1—R. O. Stine, Cleveland, O., certificate. 
“— 89765 Sub. 1—Phelps Coal Co., Erie, Pa., permit to extend opera, 
tions. 


June 24—Concord, N. H.—Public Service Comm.—Examiner Dahan and 
Jt. Bd. 114: 
MC 71171 Sub. 1—E. U. Bloom, Lee, N. H., certificate to extend 
operations. 
MC 103478—Farmington Motor Car Co., Farmington, N. H., certificate. 
June 24—Greensboro, N. C.—U. S. Court—Ex. McCaslin and Jt. Bd, 7: 
MC 59583 Sub. 4—Mason & Dixon Lines, Inc. 
MC 90822 Sub. 1—W. A. Fishel, Winston-Salem, N. C. 


June 24—Kansas City, Wo.—Hotel Pickwick—Examiner Harrison: 
MC 35334 Sub. 22—Cooper-Jarrett, Inc., Kansas City, Mo., certificate 
to extend operations. 
June 24—Lincoln, Neb.—State Comm.—Examiner Kilroy: 
MC 7077 Sub. 1—L. I. Newman, Hastings, Neb., permit to extend 
operations. 
MC 103345—Freel Produce, Wymore, Neb., certificate. 
1. & S. M-2008—Salt, Lyons, Kan., to Minn., Mo., N. D. and S. D. 
June 24—Minneapolis, Minn.—Hotel Nicollet—Jt. Bds. 145, 26 and 230: 
MC 102807 Sub. 1—Porter Truck Service, Porter, Minn., certificate 
to extend operations. 
MC 39113—Central Warehouse Co., St. 
permit. 
June 24—Washington, D. C.—Examiner Glover: 
Fourth section ap. 19476—Lumber from Va. to Mich. and Wis. 


June 25—Brooklyn, N. Y.—Hotel St. George—Examiner Schubert: 
MC 56559—South Hudon County Boulevard Bus Owners, Jersey City, 
N. J 


Paul, Minn., certificate or 


MC 96389—H. Feingold, New York, N. Y., certificate. 


June 25—Brooklyn, N. Y.—Hotel St. George—Examiner Weems: 
28773 and Subs. 1 and 2—Ballantine Produce, Inc., vs. B. & O. et al. 


June 25—Charlotte, N. C.—Charlotte Hotel—Jt. Bd. 196: 
MC 45656 Sub. 1—Anderson Truck Line, Lenoir, N. C. 


June 25—Cleveland, O.—Hotel Cleveland—Jt. Bd. 117: 
MC 9045 Sub. 2—Geneva Transfer Co., Geneva, O., certificate to ex- 
tend operations. 
MC 39957 Sub. 3—Northern Trails, Inc., New York, N. Y., certificate 
to extend operations. 


June 25—Concord, N. H.—Public Service Comm.—Examiner Dahan: 
MC 2892 Sub. 2—R. C. Ames, Pike, N. H., certificate to extend opera- 
tions. 


June 25—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 179: 
MC 84511—Commercial Freight Lines, Inc., Des Moines, Ia., certifi- 
cate to extend operations. 
MC 17316—A. Lewis, Kansas City, Mo. 


June 25—Lincoiln, Neb.—State Comm.—Jt. Bd. 19 and 140: 
MC 23864 Sub. 1—Red Cloud Transfer Co., Red Cloud, Neb., certifi- 
cate to extend operations. 
MC 103410—O. K. Richardson, Lewiston, Neb., certificate. 


June 25—Minneapolis, Minn.—Hotel Nicolet—Jt. Bd. 26: 
MC 101346 Sub. 1—F. Bakeberg, Ortonville, Minn., certificate to ex- 
tend operations. 


June 25—New Haven, Conn.—U. S. Court—Examiner Clifford: 
MC F-1849—Connecticut Motor Lines, Inc., purchase, Intra-State 
Transfer Corp. 
MC F-1090—McFarland & Stample Trucking Co., purchase, George 
H. Carpenier. 


June 25—Springfield, IIl.—Hotel Abraham Lincoln—Jt, Bd. 135: 
MC 52867 Sub. 1—A. Hagemeier, Nokomis, IIl., certificate to extend 
operations. 
MC 103476—Venable Oil Co., Carterville, Ill., permit. 


June 25—Washington, D. C.—Examiner Gray: 
W-19—Fall River Navigation Co., permit. 
W-14—Atwacoal Transportation Co., exemption section 303(e) and 
permit. 


June 26—Concord, N. H.—Public Service Comm.—Examiner Dahan: 
MC 48388—J. E. Faltin Motor Transportation, Manchester, N. H. 
June 26—Brooklyn, N. Y.—Hotel St. George—Examiner Weems: 
w-192—Argentina, Brazil and Chile Shipping Co., contract carrier 
application. 
W-201—Erie Canal Line, Inc., contract carrier application. 
W-608—Glen Navigation Corporation, common carrier application. 
June 26—Charlotte, N. C.—Charlotte Hotel—Jt. Bd. 103 and 7: 
MC 61599 Sub. 40—Queen City Coach Co., Charlotte, N. C., certificate 
to extend operations. 
MC 103349—L. & T. Transportation Co., Mount Airy, N. C., cer 
tificate. 
June 26—Memphis, Tenn.—Hotel Peabody—Examiner Walsh: 
W-715—Woods Lumber Co., applications. 
June 26—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 145: 
MC 36076 Sub. 3—Rodekuhr Brothers, Deer Creek, Minn., certificate 
to extend operations. 
June 26—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 137: 
MC 84684 Sub. 1—W. S. Howrey, Shenandoah, Ia., certificate to ex- 
tend operations. 
MC 86753 Sub. 2—E. L. Nelson, Atlantic, Ia., certificate to extend 
operations. 
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CGW No. 52 en route from Minneapolis-St. Paul with expedited freight 
tor Chicago and eastern markets. 


No. 52 


3 ighballs 
— oe East f 


LJKANSAS CITY 





Headed by No. 52, The Standard Bearer—Great 
Western's fleet of fast freights, play a vital part in 
speeding traffic to markets and in the commerce 
of America, year in and year out. 


Great Western can serve you advantageously with 
wide diversification in facilities and with clocklike 
dependability of service to markets where best 
prices are being offered. 


Your nearest Great Western representative will 
be glad to tell how you can use the facilities of 
this railroad to advantage. 





B. R. HARRIS, General Traffic Manager 
309 West Jackson Blvd., Chicago, Illinois 
Traffic Offices in the Larger Cities 


CHICAGO GREAT WESTERN RAILWAY 


The Corn Belt Route 
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Personal Notes 





John R. Meeks, formerly traffic commissioner for the 
Akron, O., Chamber of Commerce, has been appointed an 
a emgag to the Board of Investigation and Research, at Wash- 
ington. 

_Ed Ferguson, Baltimore and Ohio, was elected acting vice- 
chairman of the Boston General Agents’ Council at a meeting 
held June 15. A motion picture, furnished by Hiram Walker & 
Sons, Ltd., “Keeping Nature to the Course,” was shown at the 
meeting. 

Samuel Lifschultz, president, Lifschultz Fast Freight, Inc., 
has received a lieutenant’s commission in the United States 
Army Air Corps and has been placed in charge of the 39th 
Street Army concentration depot in Chicago. 

Fred J. Elliott, district passenger agent, Northern Pacific 
Railway, Helena, Mont., died in the railroad’s hospital at St. 
Paul, Minn., June 5. He had been with the railroad forty years. 

O. C. Grimshaw has been appointed district freight agent 
for the Pennsylvania Railroad at Chicago. 

H. P. Hannan has been appointed superintendent of freight 
transportation, with jurisdiction over the Indiana Harbor Belt 
Railroad, The Chicago Junction Railway, the Chicago River 
and Indiana Railroad, and the Chicago district, New York 
Central, including the transportation bureau in the La Salle 
Street Station, Chicago, with headquarters at Gibson, Ind. 

_The Atlantic Coast Line Railroad has announced the fol- 
lowing appointments: J. O. Adams, assistant general freight 
agent, Orlando, Fla.; G. S. Jenkins, general agent, West Palm 
Beach, Fla.; K. P. McDonald, commercial agent, Baltimore, 
Md.; W. C. Boswell, commercial agent, Gainesville, Fla.; E. O. 
Edwards, soliciting freight agent, Jacksonville, Fla. 

Friends and associates of Dan W. Vaughan, who will retire 
June 30 as northwestern traffic agent for the Central of Georgia, 
after nearly 44 years with that railroad, will tender to him a 
testimonial dinner in the rooms of the Traffic Club of Chicago, 
Palmer House, June 29. Earl D. Speer is chairman of the com- 
mittee making the arrangements. 

F. C. Cheney has been appointed vice-president of the 

Macon, Dublin and Savannah Railroad, at Macon, Ga. 
_ The Seaboard Air Line Railway has announced the follow- 
ing appointments: W. J. Hock, assistant to the chief freight 
traffic officer, at Norfolk, Va.; W. E. Rachels, assistant general 
freight agent, Tampa, Fla.; G. R. Ward, Jr., express traffic 
manager, Norfolk, Va.; L. E. Morgan, district freight agent, 
Plant City, Fla. 

_ John E. Cunningham, New England manager, Springmeier 
Shipping Company, and before that for ten years in the traffic 
department of the New Haven Railroad at Chicago, has taken 
leave of absence to accept commission as captain in the United 
States Army Air Corps. 

F. R. Bartles has been appointed general manager, lines 
west of Livingston, Mont., for the Northern Pacific Railway, 
with headquarters at Seattle, Wash. J. F. Alsip has been 
appointed assistant general manager, western lines, also at 
Seattle. 

Samuel P. Beatty has been appointed general traffic man- 
ager for Best Foods, Inc., New York, to succeed J. B. Elkins, 
retired because of illness. 

A. B. Fleming has been appointed division freight agent for 
the Atchison, Topeka and Santa Fe, at Topeka, Kan., and H. F. 


Rupple has been appointed division freight agent at Hutchin- 
son, Kan. 


J. T. Wilson, export manager, International Business Ma- 
chines Company, was re-elected president of the Export Man- 
agers Club of New York at the annual meeting June 16. Other 
officers elected included: First vice-president, H. P. Martin, 
vice-president, Atcheson Graphite Corporation; second vice- 
president, C. S. Snider, American Hard Rubber Company; sec- 
retary, Oren C. Gallup; treasurer, E. P. Engelke; members of 
the board of directors, F. M. Read and A. G. Gellart. 


The Board of Commissioners of the Port of New Orleans, 
through its general manager, E. O. Jewell, announced June 18 
the appointment of H. H. Gibson, general eastern agent for the 
Port at New York as its director of commerce at New Orleans. 
He will have jurisdiction over the New York, Washington, and 
Chicago offices. 


CHANGES IN DOCKET 
Hearing W-721 and W-720, June 20, Brooklyn, N. Y., canceled and 
reassigned July 8, Washington, D. C., Examiner Weems. 


Hearing MC 350, June 19, Joplin, Mo., Examiner Angle instead 
of Examiner Harrison. 








TRAFFIC WORLD § June 20, 


Hearing MC 696 Sub. 1, June 19, Brooklyn, N. Y., postponed to 
date to be fixed. 

Hearing MC 9285 Sub. 1, June 19, Chicago, cancelled. 

Hearing in MC 103487, Louis Jagel and Son, Brooklyn, N. Y., per- 
mit, set for June 20, Brooklyn, N. Y., Hotel St. George. 

Hearing MC 103075, June 19, Rapid City, S. D., canceled. 


CONSOLIDATED CLASSIFICATION DOCKET 
Docket No. 91 of the Consolidated Classificatiton Com- 
mittee, covering items to be considered at hearings in Atlanta, 
Ga., July 8; New York, July 16; and Chicago, July 21, are 
included with the Traffic Bulletin of June 20. 




















MEDIATION BOARD CHAIRMAN 


The National Mediation Board has announced that George 
A. Cook, member of the board, has been designated to act as 
chairman for the fiscal year beginning July 1. 

George S. MacSwan, of Natick, Mass., formerly with the 
Boston and Albany Railroad, has been appointed to the board's 
staff of mediators. 
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June 26—Pittsburgh, Pa.—William Penn Hotel—Comm. Patterson: 
28000 Sub. 88—Application of P. R. R. for approval of proposed modi- 
fication of systems or devices. 
June 26—Springfield, 1!|._—Hotel Abraham Lincoln—Examiner Ormond: 
MC 103067—D. Grove, Humboldt, Ill., certificate. 


June 27—Concord, N. H.—Public Service Comm.—Examiner Dahan: 
MC 29655 Sub. 7—A. E. Wiggin Transportation, Nashua, N. H., cer- 
tificate to extend operations. 
June 27—Minneapolis, Minn.—Hotel Nicollet-—Examiner Carpenter: 
MC 52746 Sub. 11—Knaus Truck Lines, Inc., Kansas City, Mo., cer- 
tificate to extend operations. 


June 27—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 81675 Sub. 2—G. Graham, Percival, Ia., certificate to extend 
operations. 
June 29—Boston, Mass.—Hotel Manger—Examiner Dahan: 
MC 39132—Reid Bros. Express, Inc., Akron, O. 
June 29—Brooklyn, N. Y.—Hotel St. George—Examiner Werner: 
MC 1989—New England Carrier Corporation, Paterson, N. J., certifi- 
cate or permit. 
MC 59195—New England Carrier Corporation, Paterson, N. J., cer- 
tificate or permit. 
June 29—Charlotte, N. C.—Charlotte Hotel—Examiner McCaslin: 
MC 7555 Sub. 5—Textile Motor Freight, Laurinburg, N. C., certificate 
to extend operations. 


June 29—Boston, Mass.—Hotel Manger—Examiner Dahan: 
MC 84619 Sub. 1—Wolk’s Furniture Delivery Service, Boston, Mass., 
certificate to extend operations. 


June 29—Brooklyn, N. Y.—Hotel St. George—Examiner Weems: 
28162—Nicholson Universal Steamship Co., ownership. 
June 29—Denver, Colo.—Shirley Savoy Hotel—Examiner Way: 
1. & S. 5117 and 1st sup.—Unloading live stock at points G. N., N. P., 
and Soo Line. 
1. & S. 5109 and ist Sup.—Unloading live stock at north Pacific coast 
points. 


June 29—Lewiston, Ida.—Federal Bldg.—Jt. Bds. 79, 169 and 49: 
MC 2209 Sub. 2—Clearwater Transportation Co., Lewiston, Ida., cer- 
tificate to extend operations. 
MC 28165 Sub. 2—E. L. Crocker, Clarkston, Wash., certificate to ex- 
tend operations. 
MC 29468 Sub. 2—Burns Stage Lines, Spokane, Wash., certificate to 
extend operations. 


June 29—Minneapolis, Minn.—Hotel Nicollet—Examiner Carpenter: 
MC 91764 Sub. 3—Miller’s Transfer, Dodge Center, Minn., certificate 
to extend operations. 


June 29—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 93: and Examiner 
Kilroy: 
MC 35334 Sub. 20—Cooper-Jarrett, Inc., Kansas City, Mo., certificate 
to extend operations. 
MC 92054 Sub. 1—Roy Kloppenburg, Wiota, Ia.. certificate to extend 
operations. 




















































































































































































































June 29—Wichita, Kan.—Broadview Hotel—Examiner Harrison: 
MC 52054—S. & C. Transport, Hutchinson, Kan. 
MC 52054 Sub 4—S. & C. Transport Co., Inc., Hutchinson, Kan. 


June 30—Boston, Mass.—Hotel Manger—Examiner Dahan: 
MC 93060 Sub. 1—Race Horse, Ltd., Dover, Mass., certificate to ex 
tend operations. 


June 30—Boston, Mass.—Hotel Manger—Jt. Bd. 231: 
* MC 50929 Sub. 1—H. B. Hall, Methuen, Mass., certificate to extend 
operations. 


June 30—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 119: 

MC 103516—D. L. & W. Railroad, New York, N. Y., certificate. 
June 30—Brooklyn, N. Y.—St. George Hotel—Examiner Weems: 
* W-92—C. F. Harms Co., contract carrier application. 

June 30—Charlotte, N. C.—Charlotte Hotel—Examiner McCaslin: 

MC C-291—Furniture from Va. to Ga., N. C., and S. C. 

June 30—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 142: 

MC 29555 Sub. 8—Briggs Transfer Co., Whitehall, Wis., certificate 

to extend operations. 
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June 30—Omaha, Neb.—Hotel Fontenelle—Examiner Kilroy: 


MC 5505 Sub. 1—Dreyer Bros., Oakland, Ia., certificate to extend 
operations. 

MC 6465 Sub. 1—Chadwick Bros., Anita, Ia., cetrificate to extend 
operations. 


July 1—Boston, Mass.—Hotel Manger—ZJt. 
aminer Dahan: 
MC 3518 Sub. 1—W. S. Daniels, Natick, Mass., certificate to extend 
operations. 
MC 89748 Sub. 1—W. M. Buchanan & Co., Boston, Mass., certificate 
to extend operations. 
MC 103282—M. A. Chase, Nantucket, Mass., certificate. 


July 1—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 119: 
MC 58915 Sub. 8—Lincoln Transit Co., Inc., Clifton, N. J., certificate 
to extend operations. 


July 1—Charlotte, N. C.—Charlotte Hotel—Examiner McCaslin: 
MC 61484 Sub. 2—Bush Transfer Co., Lenoir, N. C. 


July 1—Denver, Colo.—Shirley Savoy Hotel—Examiner Way: 
28749—Kuner-Empson Co. vs. C. B. & Q. et al. 
MC C-318—Kuner-Empson Co, vs. Bruce Cook & Storage Co. et al. 


July 1—Fort Wayne, Ind.—U. S. Court—Exam. Ormond and Jt Bd. 21: 
MC 89705 Sub. 2—Midwest Petroleum Carriers, Inc., Fort Wayne, 
Ind., permit to extend operations. 
MC 69470—Fort Wayne Transport Co., Fort Wayne, Ind., certificate 
or permit. 
July 1—Louisville, Ky.—Brown Hotel—Examiner Walsh: 
1. & S. 5064—Switching at Louisville, Ky. 
July 1—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 219: 
MC 101078 Sub. 3—Red Truck Line, St. Paul, Minn., certificate to 
extend operations. 


July 1—Omaha, Neb.—Hotel Fontenelle—Examiner Kilroy: 
MC 18337 Sub. 1—Mauk’s Transfer, Atlantic, Ia., certificate to ex- 
tend operations. 
MC 35584 Sub. 1—Griswold Transfer, Griswold, Ia., certificate to ex- 
tend operations. 
July 1—Pittsburgh, Pa.—Federal Bldg.—Examiner Mackley: 
W-210—National Barge Co., contract carrier application. 
July 1—Washington, D. C.—Jt. Bd. 108: 
MC 18133 Sub. 8—Arlington & Fairfax Motor Transportation Co., 
Arlington, Va., certificate to extend operations. 
July 1—Washington, D. C.—Argument: 
28705—Buchman Manufacturing Co. vs. P. R. R. 
Fourth section appl. 19200—Plaster and related articles in N. Y. 


Bds. 18 and 134 and Ex- 
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July 2—Boston, Mass.—Hotel Manger—Examiner Dahan: 
MC 44824 Sub. 1—Mulcahy’s Express, Malden, Mass., certificate to 
extend operations. 
MC 58933 Sub. 1—L. P. Wagner, Worcester, Mass., permit to extend 
operations. 
MC 103574—G. Bonazzoli & Sons, Hudson, Mass., certificate. 
July 2—Brooklyn, N. Y.—Hotel St. George—Examiner Werner: 
MC 21706—Long Island Transportation, Inc., Carlton Hill, N. J., cer. 
tificate or permit. 
July 2—Charlotte, N. C.—Charlotte Hotel—Examiner McCaslin: 
MC 103562—G. O. Burgess, West Jefferson, N. C., certificate. 
July 2—Denver, Colo.—Shirley Savoy Hotel—Examiner Way: 
28755—Colorado Portland Cement Co. vs. Apache et al. 
July 2—Fort Wayne, Ind.—U. S. Court—Jt. Bd. 23: 
MC 103623—Jaqua Transit Lines, Inc., Muncie, Ind., permit. 
July 2—Fort Wayne, Ind.—U. S. Court—Examiner Ormond: 
MC 2043 Sub. 2—Ace-Van-Lines, South Bend, Ind., certificate to ex- 
tend operations. 
July 2—Memphis, Tenn.—Peabody Hotel—Examiner Trezise: 
28830—West Memphis Compress Co. vs. C. R. I. & P. et al. 
July 2—Omaha, Neb.—Hotel Fontenelle—Examiner Kilroy: 
1. & S. M-200i1—Malt beverages containers to or from Neb. and Okla. 


MC 37729 Sub. 1—F. Namanny, Walnut, Ia., certificate to extend 
operations. 

MC 41434 Sub. 1—A. Lyman, Oakland, Ia., certificate to extend opera- 
tions. 


July 2—Washington, D. C.—Argument: 
28722 and Subs. 1 to 5 incl.—Coastal Produce Assn. et al. vs. A. C. L, 
et al. 
Fourth section appl. 18497—Coal to Winona and Red Wing, Minn., 
and La Crosse, Wis. 
July 3—Boston, Mass.—Hotel Manger—Examiner Dahan: 
MC 42703 Sub. 1—Skibiski Produce, Sunderland, Mass., certificate to 
extend operations. 
MC 43066 Subs. 1 and 2—W. F. Henderson Co., Watertown, Mass., cer- 
tificate to extend operations. 
July 3—Brooklyn, N. Y.—Hotel St. George—Ex. Werner and Jt. Bd. 42: 
MC 50033 Sub. 1—S. D. G. Dress Delivery, Inc., Brooklyn, N. Y., 
certificate to extend operations. 
* MC 103613—H. C. Waller & Co., Mineola, L. I., N. Y., 
July 3—Charlotte, N. C.—Charlotte Hotel—Jt.Bd. 196: 
MC 52368 Sub. 1—P. W. Lowry, trustee for Warren Transfer & Stor- 
age Co., Inc., Charlotte, N. C., certificate to extend operations. 


certificate. 


July 3—Chicago, II|.—Sherman Hotel—Examiner Kilroy: 
MC 103467—Peterlin Cartage Co., Chicago, Tll., permit. 
permit. 


* MC 103583—Pennington Cartage Co., Aurora, IIl., 
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June 20, 1942 


CAR OWNERS: 


@ What will your older ones earn, net, 
while the War lasts? 


@ What after the War? 
@ What will they be worth then—only 
Serap price? 


@ Consider, then, their abnormal worth 
today. 


You may realize today— 


“Returns” of next several years! 
Present book carriage! 
Appreciable profit additionally! 


Ordinarily, anyone of these three features is con- 


sidered satisfactory realization! 


You would, also, amortize now replacement later 
with new and modern cars from the avoidance and 
saving of present excessive maintenance costs, the 
profit and accumulated interim interest, et cetera, 
et cetera! 


OBTAIN OUR QUOTATION WITHOUT OBLIGATION 


IRON & STEEL PRODUCTS, Inc. 


37 years’ experience 
13450 S. Brainard Ave., Chicago, Illinois 
"ANYTHING containing IRON or STEEL" 








_ 


V4 

Af 
ry Ya 
hy 
| 





AAO SERS 


and you’re in 


HOTEL CLEVELAND 


@ It's as easy as that to be in Cleveland's most con- 
venient, most friendly hotel. Hotel Cleveland is 
directly connected with the Union Passenger 
Terminal and a modern garage. Located on Public 
Square Park, at the heart of the city, all through motor 
routes come right to our door. Convenient, too, for 
theatres, stores, boat docks, Stadium, Auditorium, 
and every part of the city. May we welcome you to 
Cleveland on your next trip here? 


Rooms from $3 





One Step in the 
Right Direction | 





Somewhere — over a far away ocean 
— a torpedo is launched from an Ameri- «, 
can plane... speeds swiftly to the 
enemy target. Tense drama marks the last 
few seconds of its deadly journey ...a 
journey that was carefully planned and started 
thousands of miles back home in America... 
where raw materials, chemicals,’and steel are gathered 
together from throughout the land, and rushed by 
train to factories . . . where men and women work 
day and night, fabricating and assembling this, and 
thousands of other weapons of war . where rail- 
roads speed the finished fighting machines to ports. 








It is this long-range supply phase of the war that 
makes cooperation between the railroads, shippers and 
receivers of freight, and the military authorities abso- 
lutely imperative. 


Today, most rail transportation in America is for 
war. Any shipment —the most innocent looking 
* packages, boxes or crates may contain the raw materials 
for, or the essential parts of, torpedoes, guns, tanks, 
or planes: Hence, every shipment must be addressed 
properly, and handled carefully. Every car must be 
loaded quickly.. Every car must carry a capacity load. 
Every car must be moved swiftly to destination: Every 
car must be unloaded promptly, and released immedi- 
ately. Every minute must be saved. These things 
are vital to Victory! 
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PRECISION TRANSPORTATION 
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's been the Servis Recorder’s job for 30 yeors - 


Trucks are getting scarce; a truck's time is getting 
to be a precious and an important thing to 


The story the country. Let no truck waste time, not be- 
of the A cause it costs money, but because it costs 
day's fA defense.eThe Servis Recorder has only one 


purpose: fo help you keep your trucks 
busy and efficient. Use it—for defense. 
Write for booklet: “Ten Ways of Getting More 
Work out of Motor Trucks."" The Service 
Recorder Co., 1375 Evid Avenve, Cleveland, Ohie. 


he §ervis Recorder 


Tells Every Move Your Truck Makes 


rors v4 GALVESTON 


AND BE ASSURED OF 
Carchul Handling AND 
Quick Dispatch 
GALVESTON WHARVES 


Ww Est. 1854 


















Geo. Sealy, Chairman F. W. Parker, General Manager 





These 


y, aS Ja » Rok ey, eg 


Will Help Solve Your 
PLANT LOCATION 
PROBLEM 


f Is Obtain your copy of either or 
f both of these fact-filled, illus- 
trated books about industrial 

opportunities in the St. Louis ae. 


area by writing to ws \ 
MISSOURI 
PACIFIC 














J. G. CARLISLE 
Director, Industrial Development 

1710 Missouri Pacific Building 
St. Louis, Mo. 


+ Buy U.S. Defense Bonds and Stamps - 


“OPPORTUNITIES /- 


IN TRAFFIC MANAGEMENT” 


This book points the way to the higher 
positions in the field of Traffic Manage- 
ment. It tells how men once on small 
salaries have demonstrated their ability 
to make savings for the companies they 
work for and thus rise to more respon- 


mand salaries 
of $4,000, $6,000 
a year and 
better. Inves- 
tigate! Send 
for this free 


sible positions. The field of Traffic Man- book today. 
agement offers real opportunity only to Find out how 
the man who knows. Spare time study you can qual- 


and the will to succeed have pushed 
scores of traffic employees up the ladder 
of financial success. Many LaSalle- 
trained traffic managers—both in the for your free copy of “Opportunities in 
railroad and industrial field—now com- Traffic Management.” Address— 


LA SALLE EXTENSION UNIVERSITY... A Correspondence Institution 
Dept. 695-T Chicago, Illinois 


ify for these 
higher positions through LaSalle home- 
study training and guidance. Write now 
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July 3—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 96: 
MC 70426 Sub. 6—Schumacher Motor Express, Eau Claire, Wis., cer. 
tificate to extend operations. 


July 3—Waupaca, Wis.—City Hall—Examiner Mackley: 
28778—Harry R. Michelson vs. Can. Nat. et al. 


July 6—Boston, Mass.—Hotel Manger—Examiner Dahan: 
MC 2059 Sub. 1—Hersey Service, Inc., Ashland, Mass., certificate to 
extend operations. 
MC 6480 Sub. 1—Thomas Cook & Sons, Inc., Cambridge, Mass., cer- 
tificate to extend operations. 
MC 30938 Sub. 2—Eastern Transportation Co., Allston, Mass., certifi- 
cate to extend operations. 


July 6—Brooklyn, N. Y.—Hotel St. George—Examiner Kirby: 
* Finance 11915—Erie reorganization. 


July 6—Charlotte, N. C.—Charlotte Hotel—Examiner McCaslin: 
* 1, & S. M-2030—Various commodities, between Va. and N. C. points. 
July 6—Chicago, I!1.—Sherman Hotel—Jt. Bd. 54 and 135: 
MC 80430 Sub. 19—Gateway City Transfer Co., Inc., La Crosse, Wis., 
certificate to extend operations. 
MC 102374 Sub. 5—Rogers Cartage Co., Chicago, Ill., permit to ex- 
tend operations. 
July 6—Chicago, II|.—Morrison Hotel—Examiner Mackley: 
1. & S. 5118—Sand and gravel, Joliet, Ill., to West Dana, Ind. 
July 6—Dalilas, Tex.—Baker Hotel—Examiner Trezise: 
Fourth Section appl. 19725—Paper boxes to Memphis, Tenn. 
July 6—Brooklyn, N. Y.—Hotel St. George—Examiner Werner: 
* MC 48569 and Sub. 1—Connecticut Motor Lines, Inc., New Haven, 
Conn., certificate or permit. 
July 6—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 146: 
MC 76266 Sub. 20—Merchants Motor Freight, Inc., St. Paul, Minn., 
certificate to extend operations. 


For less 


To ease and speed up your rate work— 
National Rate Book has changes to date—to all agency 


than 
53 stations and thousands of inland and prepaid towns. 


Subscribers for 28 years have received rate changes on 
or oe ay . bp eenganet makes rates 
easy to tind—a big help and worth trying. 

a week rite for a copy on approval—no obligation 


NATIONAL FREIGHT RATE SERVICE ficiigan 


MICHIGAN 
Publishing Rates Since 1914 


For Your Traffic Library 


These manuals, published by THE TRAFFIC WORLD, 
cover many p of traffic management, both funda- 
mentals and technical aspects. They are written by recog- 
nized authorities in the field and should be read and kept 
for handy reference by every traffic man. 


Industrial Traffic Management 


By G. Lioyd Wilson (2 volumes, cloth bound, 
of i | eee Two volumes, price $3.00 


Railroad Organization, Operation and Traffic 
ae, Re SO: ace cocweneasaus seo Price 50 cents 


Air Transportation 
ge a errr Price 50 cents 


Motor Freight Transportation and Regulation 
By GS. LAOFE WebOR sc cccvencccceves Cloth bound $1.50 


Principles of Water Transportation 


BG. TARR FIO: 6 ccs cccsicescavenss Price 50 cents 
Principles of Freight Traffic 
Ry Ce. TRO9E Fees ccccosccsccssen Cloth bound $1.50 
Public Warehouses in Distribution 
By Jolin TE. TPOGRRaR. 2 vcs ccnsssaceys Price 50 cents 
Selling Railroad Transportation 
ry SENET Es hs a vicevc ce cessssss Price 50 cents 
Selling Highway Freight Transportation 
iy SS Te. Rs cbccesccvcccen Cloth bound $1.00 
Traffic Law 
By 45. Taare WAG, os ccs vccvscessess P ‘ice 50 cents 


Freight Classification and Rate Making 
By G. Lioyd WSR. ...cccccccceces Cloth bound $1.50 


Railroad Freight Rate Structure 
By G. Lloyd Wilson.............+.. Cloth bound $1.50 


All books shipped postpaid. If ten or more books are 
ordered at one time, deduct 10% from purchase price. 


Please send remittance with order to 


THE TRAFFIC WORLD 


418 South Market Street Chicago, Illinois 
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